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Of all men in public life the one least deserving 
of the title of “reformer” is Chairman Aitchison, 
of the Interstate Commerce Commission. There is, 
perhaps, nothing inherently derogatory in the appella- 
tion. Some of the most remarkable characters of his- 
tory have worn it proudly. But in our day it usually 
connotes a tile hat, a frock coat, a blue nose and a 
penchant for prying into the carefree, if blameless, 
behavior of other people. In that sense, particularly, 
“reformer” does not belong to Chairman Aitchison. 

Nevertheless, his recent address, ‘““Telling the Com- 
mission,”’ delivered to the Chicago chapter of the Asso- 
ciation of Interstate Commerce Commission Practi- 
tioners, was an eloquent plea for reform—reform in a 
quarter where admittedly it is badly needed. The full 
text of the chairman’s address appears in the Novem- 
ber 15 issue of Traffic World, p. 1455. 


Many of those who heard that plea were ill at 
ease. Some of them had been for years contributors 
to the growing abuses against which he inveighed. All 
of them, unquestionably, knew of the existence of those 
abuses. Some of them, perhaps, had thought about 
those abuses objectively but, secure in the self-convic- 
tion that there was nothing they could do about them, 
had complacently. permitted them to continue and 
grow worse. 


Now they sat face-to-face with the man most 
aware of the conditions so badly in need of reform and 
heard him pointedly lay the task of correction on their 
doorsteps. - 

What the chairman asked of them was not un- 
reasonable. It consisted, quite simply, of a request for 
the applications of the rules of ordinary courtesy and 
common sense to hearings and arguments before the 
Commission and its examiners. 

There was no need there, nor is there here, to 
point out the desperate need for that reform. Anyone 
who has had to sit through extended hearings and argu- 
ments knows well that interminable cumulation of testi- 
mony, devious irrelevancies, attempted proof by cross- 
examination and the other abuses he pointed out have 
become the accepted things. So have some other things 
he failed to point out, probably through courtesy—such 
things as the tendency on the part of some counsel 
and witnesses to “score a point,” regardless of the fact 
that, when scored, the point did nothing more than 
| Permit the momentary preening that always accom- 
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panies a suppressed but implied: “See what a smart 
boy I am!” 

It may come as a shock to some that, in common 
law, as pointed out by Chairman Aitchison, quoting 
from the Lord Chancellor’s committee, there is “no 
natural right to an oral hearing” in matters under 
consideration before a minister or ministerial tribunal. 
The principle knocks into a cocked hat the vociferous 
protests, for instance, of certain communists who, 
under recent questioning before a Congressional com- 
mittee conceived their rights to be violated because 
they were not permitted to do other than answer the 
questions asked of them. And it might, also bring 
thoughtful pause to those who have failed to consider 
the fact that oral hearings and arguments before the 
Commission are matters of permission rather than of 
inherent right. 


Some pious reflection on these matters may bring 
about prompt elimination of the more flagrant abuses; 
but, in the long run, the task the chairman assigned 
to those in his hearing will take time and work and is 
likely to be more a matter of education than of per- 
suasion. 


T= EDUCATION, as we see it, is necessary for two 
reasons: The first is because most of those actively 
practicing before the Commission at present have been 
raised in the tradition that, short of extreme irrele- 
vancy, the evidential rules in Commission cases are 
broad enough to admit almost anything and that, other 
things being equal, the path of legal wisdom is to put 
in everything that might conceivably bear on the issues, 
no matter how remotely. The second is because, re- 
gardless of how rigid examinations for certificates to 
practice may be made, they can not perforce measure 
the intellectual capacity of the aspirant carefully and 
logically to prepare and present a case. 

As to the first of these, the practitioners can do a 
lot of good, if only in spreading the message the chair- 
man delivered. It was brief and sharply to the point. 
But it was so organized as in itself to constitute a text. 
Everyone who has in charge any matter to be pre- 
sented orally to the Commission ought to be required 
to be so thoroughly familiar with it as to be able, 
almost, to recite it by heart. 


As to the second, while there is no substitute for 
native intelligence, orderliness and logic in preparing 
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LOADING DOCK 
2 BLOCKS LONG 


UNNING through the entire length of Plant 1 of 
R the L. A. Young Spring & Wire Corporation, 
Detroit, is a two-lane dock more than 750 ft. long. 

This dock is strategically located so production 
and conveyor lines all terminate along this ‘avenue 
within the plant.” Here spring seats and backs for 
many makes of automobiles are easily loaded into 
Trailers from either side. 


Ample room for one vehicle to pass another elimi- 
nates delivery bottlenecks and smooths the output 
of the plant tremendously. It permits hauling equip- 
ment to deliver its full measure of efficiency. 


When motor transport is “planned in” to your 
plant, deliveries can be stepped up, and L. A. 
Young’s experience is one excellent example. It 
demonstrates, in new plant design or remodeling 
your present structure, how important it is to have 
our Traffic Manager, your Architect and your 
Representative of Motor Transport sit in on your 
Planning Committee from the start 


World’s Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER COMPANY 


73 Factory Service Branches 


“ENGINEERED 
TRANSPORTATION’ 


As many as 400 car-cushion 
springs are loaded into each 
of these Fruehauf Trailers from 
docks at Trailer-floor level. 


A Trailer load of ~ s—enough for 100 cars—is shown 
leaving the plant. Trailers drive right through the build- 
ing and all loading is within the plant. 
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cases is something that can be taught. We know, for 
instance, that it is taught in such schools as the College 
of Advanced Traffic, where the advanced students pre- 
pare and present cases at mock trials—where the entire 
process is simulated from the filing of the complaint to 
the oral argument, and where competent instructors 
keep a keen eye and ear on students and criticize and 
correct. 

Much of this is lost, of course, when the student 
puts his learning to use and discovers the manner in 
which the veteran practitioners habitually conduct 
their cases. But if, through the medium of the practi- 
tioners association the abuses are corrected, there will 
be nothing in the early practical experience of the 
graduate to do other than confirm in him the things 
he learned in school. 















N HIS ADDRESS, Chairman Aitchison made refer- 

ence to the fact that the Commission was under- 
manned. That state of affairs contributes in no small 
measure to the delays and impediments which now stand 
in the way of prompt adjudication of many cases. Of 
course, neither the practitioners nor the Commission it- 
self can do anything about that. The cure, here, is 
strictly up to Congress, which has the bad habit of mak- 
ing half-hearted passes at economies by cutting off 
modest appropriations where they are badly needed 
while providing for armies of useless government em- 
ployes elsewhere. 

For a decade and more Congress has blithely, 
session after session, added here and there to duties 
of the Commission, usually without a passing thought 
to providing forces for performing these new duties. 
Those close to the Commission are well aware of the 
added, almost impossible burden the practice has placed 
on that body, and the Commission ‘itself, in an excess 
of ethical scrupulousness has said nothing about it 
publicly. Usually there are some understanding trans- 
portation men and shippers to put in a word before 
the committee when the Commission’s budget is under 
consideration. But the Commission has a habit of not 
asking for more than it really needs; and that habit, 
coupled with the budget committee’s habit of paring 
something from all requests, regardless of individual 
Merit, invariably resylts in further agonized confer- 
ences among the commissioners in an attempt to 
stretch short funds across a lengthening payroll. 

We think, too, that some of the padding in hear- 
ing records gets there because of the lack of dis- 
cretion accorded to examiners in controlling the flow 
of evidence and pseudo-evidence at hearings over which 
they preside. Their powers to decide motions, for in- 
Stance, are sadly curtailed; and the subsequent course 
of events in many cases, not only in the courts, but on 
exceptions before the Commission itself, has made ex- 
aminers overcautious in shutting off testimony even 
When, to the lay observer, it is cumulative to the point 
of precariousness, or so far off the point that the 
ligature is at best microscopic. 
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It is thus fairly obvious that the reforms sug- 
gested by Chairman Aitchison, if they are to come, 
must be affairs of joint accomplishment. Cooperative 
action of the Director of the Budget and Congress, the 
Commission and its examiners, and counsel and wit- 
nesses who appear before it seems like a remote pos- 
sibility. 

We have the feeling, however, that if the practi- 
tioners see to it that the more flagrant abuses dis- 
appear, some of these other things will follow—par- 
ticularly the matter of added discretion accorded to 
trial examiners. Indeed, that matter would probably 
be taken care of pretty promptly were the Commission 
convinced that its action in that respect would have the 
approval of litigants before it. 


New Bulletin Service 


The rate information furnished to subscribers for 

the Traffic Bulletin will be supplemented, with this 
week’s issue, by the docket of the Western Baggage and 
Milk Traffic Committee, Chicago. The docket contains 
several important. proposals for changing the rates on 
sweet milk, sweet cream, ice cream mix and related 
products, and sour butter fat or sour cream, shipped 
less-carload in regularly operated baggage cars, of in- 
terest to the milk, cream, and butter-making industry. 

The committee will hold a public hearing on its 
proposals at 10 a. m. January 13 in Room 330 of the 
Chicago Union Station. 

The advent of the new docket in the Traffic Bulle- 
tin extends further the coverage of essential rate infor- 
mation furnished subscribers in this weekly publication. 


I. C. C. Subjects Privately Owned 
Tank Cars to Demurrage 


The Commission, division 3, has issued service order No. 
798, entitled ‘“Demurrage Charges on Privately Owned Tank 
Cars,” effective at 7 a. m., December 20, 1947, to expire at 
7 a. m., March 1, 1948, subjecting privately owned tank cars 
in railroad service, with certain exceptions, to demurrage rules 
to the same extent as cars of railroad ownership. 

The division said, as a reason for its action; that it was 
of the opinion that an emergency existed in all sections of the — 
country, reciting it appeared: 


That there has been a marked increase in production and consump- 
tion of commodities requiring domestic movement by privately owned 
tank cars over the past year; that since 1932, except for certain years 
and especially the war years, when retirements have been referred, 
there has been a progressive reduction in private ownership of such 
special equipment; that undue delays to privately owned tank cars in 
railroad service must be reduced to assure maximum utilization of such 
special equipment; that privately owned tank cars in railroad service 
held for unloading, reconsigning, diversion or reshipment, without 
limitation of time on private tracks at destination diminishes and re- 
tards the use, control, supply, movement, distribution, exchange, inter- 
change, and return of such special equipment and is contrary to the 
interest of the public and the commerce of the people; and that such 
use of this equipment impairs the provision for adequate transporta- 
tion to meet the needs of our commerce. 


The provisions of the division’s order apply to cars on 
which the free time expires on or after the effective date 
thereof, and require announcement of suspension of all rules 
and regulations in conflict with its terms. The pertinent por- 
tions of the order follows: 

It is ordered, That: 

Section 95.798 (a) Tariff Rule suspended on private tank cars. Rule 
1, Section B, Paragraph 4(a), page 9, Supplement 52, of Association of 
American Railroads Freight Tariff 4-Y, I. C. C. No. 3963, supplements 


thereto or reissues thereof, is hereby suspended and the provisions of 
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paragraph (b). hereof shall be substituted therefor by each common 
carrier by railroad subject to the interstate commerce act. 

(b) Private tank cars are subject to demurrage charges. Rule 1, 
Section B, Paragraph 4(a) Private-cars on private tracks when the 
ownership of the car and track is the same (see Note 1) except that 
loaded private tank cars of A. A. R. Mechanical Designation ‘‘TM,’’ 
‘“‘TMI,” “‘TA,” ‘‘TAI,’’ ‘“‘TP’’ (see Exception 1), or ‘“TPI’’ (see Ex- 
ception 1), as described or listed in The Official Railway Equipment 
Register, I. C. C. R. E. R. No. 285, or reissues thereof, issued by M. A. 
Zenobia, agent, when held for unloading, reconsigning, diversion or 
reshipment, are subject to these demurrage rules to the same extent 
as cars of railroad ownership. 

Exception 1.—This provision is not applicable to tank cars desig- 
nated ‘“‘TP’’ or ‘““‘TPI’’ when loaded with anhydrous hydrofluoric acid, 
carbon dioxide, chlorine, ethyl chloride, ethylene oxide, metallic sodium, 
methyl chlorine, sulphur dioxide or motor fuel anti-knock compound. 

(c) Application. 

(1) The provisions of this order shall apply to intrastate and inter- 
state traffic. 

(2) ‘‘Private tank cars’’ includes those owned or controlled by na- 
tional, state and municipal governments. 


Reefer Substitution Service Order 


The Commission, division 3, has issued sixth revised serv- 
ice order No. 104, Substitution of Refrigerator for Box Cars, 
effective from 12:01 a. m., December 15, until 11:59 p. m., 
December 10, 1948. 

It said the practice of transporting refrigerator cars empty 
westbound to certain western states diminished the use, con- 
‘trol and supply of such cars, and that the loading of these 
cars in lieu of box cars would reduce the shortage. 

Pertinent provisions of the order follow: 


It is ordered, That: 

Section 95.104 Substitution of Refrigerator Cars for Box Cars. 

(a) Any common carrier by railroad subject to the interstate com- 
merce act, for transporting: 

(i) Westbound shipments in carloads originating at points shown 
as origin points in Agent L. E. Kipp’s tariffs, I. C. C. Nos. 1516 and 
1517, supplements thereto or reissues thereof, and destined to points 
in the states of California, southern Idaho (on the Union Pacific main 
and branch lines across southern Idaho, including the line from Poca- 
tello to the Montana-Idaho state line and the branches north of Black- 
foot, Ida., Arizona, Nevada or Utah; or 

(ii) Westbound shipments in carloads originating at points in the 
state of Utah and destined to points in the states of California or 
Nevada; may, when freight (except freight requiring refrigeration, 
ventilation, insulation or heater service at the time cars are furnished 
or transported) to be transported in suitable, and facilities are suit- 
able, for loading in PFE or SFRD refrigerator cars and when such 
refrigerator cars are reasonably available: 

(1) on shipments on which the carload minimum weight does not 
vary with the size of the car, furnish and transport not more than three 
such PFE or SFRD refrigerator cars in lieu of each box car ordered 
subject to the carload minimum weight which would have applied if 
the shipment had been loaded in a box car; or 

(2) on shipments on which the carload minimum weight varies 
with the size of the car: 

(i) Two (2) of the said PFE or SFRD refrigerator cars may be 
furnished in lieu of one (1) box car ordered of a length 40 ft. 7 in. or 
less, subject to the carload minimum weight which would have applied 
if the shipment had been loaded in a box car of the size ordered; or 

(ii) Three (3) of the said PFE or SFRD refrigerator cars may be 
furnished in lieu of one (1) box car ordered of a length of over 40 ft. 
7 in. but not over 50 ft. 7 in., subject to the carload minimum weight 
which would have applied if the shipment had been loaded in a box 
ear of the size ordered... . 

(c) Application. (1) The provisions of service order No. 68, as 
amended, insofar as they conflict with this order are suspended, (2) 
No car or cars subject to this order shall be stopped in transit to 
complete loading. (3) Any car or cars subject to this order may be 
stopped in transit for partial unloading at any point in the destination 
territory described herein, provided such stop-off is authorized in 
tariffs on file with this Commission. 


The order contained the usual provisions for suspension of 
tariff provisions and the announcement thereof. 


CAR DEMURRAGE ORDER AMENDED 


By amendment No. 2 to service order No. 775,  Demurrage 
on Railroad Freight Cars, effective at 7 a. m., December 12, 
the Commission, division 3, has substituted for paragraph (c) 
(2) the following: 


(c) (2) Description of cars subject to this order: This order shall 
apply to all freight cars subject to published demurrage charges on 
file with the Interstate Commerce Commission or state commissions, 
except freight cars not suitable for interchange when such cars are 
used in intra-plant or interplant service. 


N. Y¥Y. LIGHTERAGE ORDER EXTENDED 
The Commission, division 3, by amendment No. 3 to service 
order No. 684, has extended from December 31 to June 30, 1948, 
the provisions of that order, under which G. C. Randall, 30 
. Vesey St., New York, N. Y., was designated Commission agent 
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to restrict lighterage service within the lighterage limits of the 
Port of New York because certain steamship companies, accord- 
ing to the original order, were delaying lighters at shipside and 
under other conditions, thereby aggravating the shortage of 
lighterage equipment. ; 

The agent was directed to prohibit performance of lighter- 
age delivery on orders previously accepted and from accepting 
any further orders for delivery of freight in lighterage to a 
specific steamship when such ship, as of 7:00 a. m., on any week 
day had held five or more loaded or partially loaded lighterage 
vessels longer than 48 hours for two consecutive days, Sundays 
and holidays excluded. 


Commission to Probe Truckers’ 
Handling of C. O. D. Shipments 


The Commission, division 5, by an order in Ex Parte 
MC42, Handling of C. O. D. Shipments, has instituted, on its 
own motion, an investigation to determine whether the rules, 
regulations and practices of motor common carriers of prop- 
erty governing the handling of C. O..D. shipments and the 
collection and remittance of C. O. D. funds are in violation 
of the law. The inquiry will include, among other things, the. 
need for adequate and more uniform tariff provisions relating 
to C. O. D. service, measures to insure prompt and certain 
payment of C.:O. D. monies to those entitled to payment, and 
means to provide adequate carrier records of C. O. D. ship- 
ments, collections, and disbursements. The proceeding: has 
been assigned for hearing January 13 in Washington before 
Examiner J. J. Williams. 


Uniform Accounts Modification 


Secretary Bartel, of the Commission, has sent separate 
notices to steam railroads, freight forwarders and electric rail- 
ways, stating that, as no objections were received on the due 
date, November 22, to the Commission’s orders dated Octo- 
ber 16, approving certain modifications of the uniform systems 
of accounts, issues of 1943 as to the steam roads and forwarders, 
and issue of 1947 as to the electric railways, such modifications 
would become effective January 1, 1948, as ordered. 

At the same time, division 1 issued a notice of proposed 
rule making with respect to the uniform system of accounts 
for electric railways, issue of .1947. The rule, which relates to 
balance sheet items, if adopted, would eliminate the word “net” 
from the last sentence of the text dealing with section 4014 
entitled “Reserve for retirements—Nondepreciable property,” 
and, under section 411, entitled “Material and supplies,” would 
pore 3 the present note as note “A” and insert the following 
note “B”: 


Note B.—An inventory of material and supplies shall. be taken 
during each calendar year and the necessary adjustments to bring this 
account into harmony with the actual inventory balances shall be made 
in the accounts of the year in which the inventories are taken. In 
effecting this adjustment determined differences in accounting for im- 
portant classes of material shall be equitably assigned among the ac- 
counts to which the classes of material are ordinarily chargeable. Other 
differences shall be equitably apportioned among the primary accounts 
to which material has been charged since the last inventory. 


The notice to the electric railways said that any interested 
party might on or before December 31, 1947, file with the Com- 
mission’s secretary a written statement of reasons why the 
aforementioned modifications should not become effective and 
request oral argument thereon, which‘request would be granted 
if the reasons were substantial. Unless otherwise ordered after 
consideration of such objections, it added, the modifications 
would become effective January 31, 1948. 










MOTOR CARRIER ACCOUNT SYSTEM CORRECTIONS 


The Commission has issued a notice to Class I motor car- 
riers of property. calling attention to errors in the text of the 
Uniform System of Accounts for Class I Common and Contract 
ot gh Property, issue of 1948, prescribed by order of No- 
vember 21. 


FILM ON TRAIN COUPLING 


A Kodachrome training film designed to educate railroad 
employes to the need for using speeds of not more than four 
miles an hour in train coupling operations is being prepared by 
the Freight Claim Division, Association of American Railroads, 
A. L. Green announced in Chicago, December 9. The script for 
the color film has been completed, and most of the “shooting 
accomplished, and the film will be released in 1948, he said. 
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Decisions of the INTERSTATE COMMERCE COMMISSION 


a a 


Pullman Fare Increases for 
Western Roads Approved 


Proposed increased Pullman fares over 72 railroads oper- 
ating in Western Territory and connecting railroads have been 
found necessary and just and reasonable for the future for 
interstate application, and for intrastate application within [ili- 
nois, Iowa, Michigan, Minnesota, Montana, Nebraska, North 
Dakota, Texas, and Wisconsin, on not less than five days’ notice, 
by a report and orders of the Commission in No. 29862, In- 
creased Passenger Fares—Western Railroads. 

Increases were set forth as follows: 


(1) Between stations on the petitioners’ lines interstate basic one- 
way fares in standard sleeping and parlor cars by 6.06 per cent, or 
from 3.3 to approximately 3.5 cents a mile, fractions of less than 0.5 
cent to be dropped and fractions of 0.5 or greater to be increased to 
the next whole cent, and increase of such fares between stations on 
their lines and connecting lines sufficiently to reflect the proposed in- 
creases on the petitioning roads’ lines. 

(2) Excess baggage rates a 100 pounds from 20.833 per cent of the 
present one-way fares in standard sleeping cars and parlor cars of 3.3 
cents a mile to 20.833 per cent of the proposed one-way fares of 3.5 
cents a mile. 

(3) (a) Increases in round-trip fares in standard sleeping and parlor 
cars from 166% per cent of the present fare of 3.3 cents a mile (approxi- 
mately 2.75 cents a mile in each direction) to 166% per cent of the 
proposed One-way fare of 3.5 cents a mile (approximately 2.925 cents a 
mile in each direction), adding where necessary to make the resulting 
fare end in ‘‘0’’ or ‘‘5’’; (b) increases in one-way intermediate-class 
fares in tourist sleeping cars from 2.75 to three cents a mile, disposing 
of fractions as in (a); and (c) increases in round-trip intermediate- 
class fares in tourist sleeping cars from 180 per cent of the present one- 
way fare of 2.75 cents a mile (approximately 2.475 cents a mile in each 
direction) to 180 per cent of the proposed one-way fare of three cents 


a mile (approximately 2.7 cents a mile in each direction), disposing 
of fractions as in (a). 


The Commission said it found the increased fares and ex- 


cess baggage rates proposed for interstate and intrastate 
application— 


1, Will yield a substantial increase in revenue of which petitioners 
are in need and to’ which. they are justly entitled. 

2. Are necessary in order that the travel thereunder may make a 
fair contribution to the revenues needed by petitioners to enable them, 
under honest and efficient management, to provide adequate and effi- 


cient service, at the lowest cost consistent with the furnishing of such 
service, and 


3. Will be just and reasonable for the future. 


The Commission’s orders included relief under sections 4 
and 6 of the interstate commerce act and modification of its 
outstanding orders in No. 26550, Passenger Fares and Sur- 
charges, 214 I. C. C. 174, and in No. 11703, Intrastate Rates 
Within the State of Illinois, 59 I. C. C. 350, and other cited 
orders with respect to intrastate fares, as subsequently modi- 
fied, necessary to permit establishment of the approved fares, 
on five days’ notice, by simplified forms of tariff publication, 
without suspension, and the subsequent maintenance thereof, 
for interstate application, and for intrastate application within 
the aforementioned states. 


The Commission said the present interstate one-way fare. 


of 3.3 cents a mile’in standard sleeping and parlor cars was 
a 3-cent fare prescribed in No. 26550, Passenger Fares and 
Surcharges, decided February 28, 1936, increased 10 per cent, 
as authorized in a general increase proceeding of 1942. It said 
one-way fares of like amount were maintained intrastate in 
the territory served by the petitioners by authority of state 
regulatory bodies, except in the aforementioned states where 
such parity was maintained by the aforementioned outstanding 
orders in No. 11703, et al., as subsequently modified. 

Its conclusions, said the Commission, had the approval of 
4 cooperating committee of state commissioners consisting of 

ommissioner Potter of California and Commissioner Holm- 
berg of Minnesota. 

The petitioning railroads, it said, included the entire lines 
of the Illinois Central and Frisco, the Wabash west of Danville, 
Ill., and the Gulf, Mobile & Ohio, north and west of St. Louis, 
formerly operated by the Alton. 

It said the increase in basic one-way fares in standard 
Sleeping and parlor cars from 3.3 to 3.5 cents a mile was the 
Same as had become effective over all other railroads in the 
Country pursuant to the Commission’s authority in No. 29678, 
Increased Passenger Fares, New Haven Railroad, 268 I. C. C. 





303; No. 29711, Increased Passenger Fares, Eastern Railroads, 
268 I. C. C. 457; and No. 29785, Increased Passenger Fares, 
Southern Railroads, decided October 6. It said the pattern of 
the present petition and supporting evidence was similar to 
that presented in those proceedings, except that in the instant 
proceeding— 


(1) Petitioners proposed to continue for round trips in standard 
sleeping and parlor cars the present discount of 16% per cent; (2) 
certain of the petitioners voluntarily maintain so-called intermediate 
or tourist fares which for one-way trips they propose to increase from 
2.75 to 3 cents per mile and for round frips propose to continue the 
present discount of 10 per cent; and (3) petitioners maintain coach 
fares (generally 2.2 cents per mile one way) and so-called transconti- 
nental round trip fares with diverse routing (on a considerably lower 
level than the 2.75 cents per mile for the actual distance traversed), 
which fares they do not propose to increase in this proceeding. 


The Commission noted that the effect on the petitioning 
roads of increased operating costs, due to wage increases, in- 
creases in prices of fuel, materials and supplies, and increases 
in payroll taxes was developed at length in the record and 
report in Ex Parte 162, Increased Rates, Fares, and Charges, 
1946, 266 I. C. C. 537. It added, however, that because of in- 
creased costs, together with rapidly declining military, furlough, 
and other passenger travel, the petitioners’ passenger train 
operations incurred a substantial deficit in 1946, with a much 
greater deficit anticipated for 1947, and also for 1948 if the 
present fares were not increased, with a resulting adverse 
effect on the western roads’ rate of return and net income. 

The report contained a table of representative fares in 
standard sleeping and parlor cars, ranging from a present fare 
of $7.68 and a proposed fare of $8.15 between Shreveport, La., 
and Houston, Tex., to a present fare of $73.18 and a proposed 
fare of $77.61 between Chicago and San Francisco. 


New Haven Is Granted 15 Per Cent 
One-Way Coach Fare Increase 


The Commission, by a report written by Commissioner 
Rogers, in No. 29827, Increased Coach Fares — New Haven 
Railroad, and orders entered therein, has authorized the New 
Haven to increase its interstate basic one-way passenger fares 
in coaches by 15 per cent, or to approximately 2.875 cents a 
mile, with a minimum one-way fare of 17 cents, and to in- 
crease such fares between stations on its lines and stations on 
connecting lines sufficient to reflect the proposed increases be- 
tween stations on its lines. The increases were authorized to 
be established on not less than five days’ notice. 

The Commission said it thought the proposed increased 
fares would yield a substantial increase in the New Haven’s 
revenue to which “it is justly entitled.” It pointed out that the 
New Haven had filed or proposed to file petitions, similar to 
the one considered in the instant proceeding, with the rate 
regulatory bodies of the states traversed by it, namely, New 
York, Connecticut, Rhode Island, and Massachusetts. 

On October 6, 1947, the Commission said it authorized a 
so-called 10 per cent emergency or interim increase in the 
freight rates of the New Haven and other railroads of the 
country. This increase so far as the New Haven was concerned 


‘became effective on October 15, 1947, the Commission said, 


but yielded an increase of only about 5 per cent in total oper- 
ating revenues as about half of the New Haven’s expenses and 
revenues were related to its passenger service. The yearly in- 
creases now sought in the coach fares, it said, amounted to 
about $4,700,000 on interstate traffic and $600,000 on intrastate 
traffic, or a total of $5,300,000 per annum or $442,000 a month. 

The New Haven’s petition had two prime objectives, said 
the Commission: (1) As an emergency matter, to offset, in 
combination with the freight increase of October 15, 1947, 
which for the New Haven amounted to about $600,000 a month, 
the increases as of September 1, 1947, in the wages for non- 
operating employes and in the prices of materials, supplies, 
and fuel of $875,000 and $175,000, respectively, or a total of 
$1,050,000 a month; and (2), as a permanent matter, as far as 
could be reasonably foreseen at this time, to enable the New 
Haven to reduce the deficit from its passenger service so that, 
in combination with the increases granted and sought in other 
proceedings, a satisfactory rate of return might be obtained 
for the year 1948. 

In a table in its report, the Commission showed that the 
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New Haven’s increased expenses for 1947 over those at the 
January 1, 1946, level had outstripped increases in revenue it 
had so far authorized the carrier by $4,505,000. Another table, 
on the same basis, showing estimated figures for 1948 indi- 
cated a deficit in net income of $14,827,000, and with part of 
1947 estimated, a deficit for that year of $2,460,000. 


In explanation of the current situation of the New Haven, 
the report said: 


With the increases granted since September 1, 1947, the New 
Haven’s deficit from passenger train operations and in net income 
would be reduced to $8,320,000 and $6,148,000, respectively, and its re- 
turn on book investment less depreciation would be 0.17 per cent. With 
these and the increases sought in other proceedings its .passenger train 
deficit would be reduced to $6,086,000, its net income increased to 
$9,795,000 and its rate of return increased to 4.65 per cent, If, in addi- 
tion, authority is granted to increase its coach fares as now proposed, 
its passenger deficit would be reduced to $1,258,000, its net income in- 
creased to $12,706,000 and its rate of return increased to 5.46 per cent. 

Of the New Haven passenger fare revenue about 70 per cent is 
derived from its coach fares and about 30 per cent from its commuta- 
tion and first-class fares. A 15 per cent increase in its coach fares is 
therefore equivalent to an increase of about 10 per cent in its total 
fares. No increases in the commutation and first-class fares would be 
practical at this time, among other reasons, because the commutation 
fares and fares for Pullman accommodations have just recently been 
substantially increased. If its deficit from passenger travel is to be 
substantially reduced it must come from an increase in the coach fares. 


S. A. L. Negro Complaint Case 
Dismissed by I. C. C. 


Charles E. Byrd, a member of the Negro race, was not 
shown to have been unduly prejudiced by reason of being 
refused a reservation for a lower berth in a Pullman car of 
the Seaboard Air Line Railroad Co. leaving Tampa, Fla., for 
New York, N. Y., February 20, 1946, the Commission, division 


3, has found in a report in No. 29613, Charles E. Byrd vs. Sea- 
board Air Line Railroad Co. 


The report said the complainant alleged that the reserva- 
tion was refused because he was a Negro, and that the com- 
plainant asserted that, in a telephone conversation with an 
employe of the railroad at the carrier’s ticket office in the 
Hillsboro Hotel, Tampa, he was asked as to his race and told 
that it was the policy of the railroad not to give a Pullman 
accommodation to colored people on the line. Defendant, the 
report said, admitted that if the facts were as stated, section 3 
of the act was violated, but added that the defendant asserted 
that, if so, it was an isolated instance of the failure of an em- 
ploye to obey instructions. Defendant contended, however, said 
the report, that the reasonable conclusion from the evidence 
was that complainant was denied a lower berth because none 
was available and not because he was a Negro. The report said 
the defendant did not have any written rules or regulations 


governing the sale of accommodations in sleeping cars, and 
added: 


Its oral instructions to its employes are, and were on February 19, 
1946, that if a Negro purchases a ticket in person, or makes a reserva- 
tion over the telephone. and voluntarily discloses that he is colored, he 
will be furnished a bedroom, compartment or drawing room, if re- 
quested and available; but that if he requests a berth, he will be fur- 
nished such space in a bedroom, compartment or drawing room, if 
it is available in ‘any of them, at the charge for a similar berth in the 
open part of the car. If this is done, the door is left open and a curtain 
is hung across the opening. If such space is not available, the Negro 
is assigned the requested berth in the open part of the car, provided 
it has not been reserved or sold. If accommodations are requested by 
telephone, the instructions are that the applicant is not to be asked 


whether he is white or colored, and that he is to be assigned the re- 
quested berth, if available. 


After a discussion of the evidence, the report concluded 
that a lower berth was not available and that a white person 
under the same circumstances and conditions could not have 
obtained one. In any event, it said, complainant had not estab- 
lished that he suffered any actual private damage. ‘ 

The report said, however, as the instructions were oral 
only, employes at times were likely to fail to apply them 
strictly, with the consequence that undue prejudice might 
result. Such instances, it said, should be guarded against by 
printing the instructions and distributing them to all employes 


charged with the sale of Pullman tickets or the making of 
reservations. 


OLYMPIC S. S. CO. TEMPORARY RIGHTS 


The Commission, division 4, has issued an order in W-434, 
Sub. 2 TA, Olympic Steamship Co., Inc., Temporary Authority 
—Lumber, authorizing operation, to and including February 24, 
1948, by the applicant, of Seattle, Wash., as a contract carrier 
by self-propelled vessels in the transportation of lumber and 
lumber products from Gardiner, Reedsport, and Coos Bay, Ore., 
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to San Francisco Bay ports, Los Angeles Harbor, and Long 
Beach, Calif. The division said it found that there was an 
immediate and urgent need for the service and there was no 
other carrier service capable of meeting such need. 


Motor Management Firm Termed a 
Carrier; Purchase Plan Approved 


Purchase by Schuylkill Valley Lines, Inc., Norristown, Pa, 
a motor carrier of passengers, of the operating rights and cer. 
tain property of John C. Markley, doing business as Perkiomen 
Transit Co., Schwenksville, Pa., and acquisition of control of the 
operating rights and property by the Conway Corporation, Phil. 
adelphia, described as a “management company,” through the 
purchase, have been approved and authorized, subject to condi- 
tions, by the Commission, division 4, by a report and order in 
MC F-3165, Conway Corporation—Control; Schuylkill Valley 
Lines, Inc.—Purchase—John C. Markley. 

The order provided that if the authority granted were exer. 
cised, the Conway Corporation would be considered as a Class I 
common carrier by motor vehicle. ; 

The involved rights cover transportation of passengers and 
their baggage, in charter operations, over irregular routes, from 
points in Montgomery county, Pa., to points in New York, New 
Jersey, Delaware, Maryland, Virginia, West Virginia, and the 
District of Columbia. x 

By a supplemental application filed May 1, said the report, 
the management company, owning 50.05 per cent of the out- 
standing capital stock of Schuylkill, sought to join in the pro- 
ceeding as a party applicant and obtain authority to acquire 
control of the operating rights and property through the pro- 
posed purchase. 

It was apparent, said the report, that the management com- 
pany had the legal power to control Schuylkill and that, as a 
result of the instant transaction, it would acquire control of the 
motor-carrier properties purchased from Markley. 

The Commission, division 4, said it concluded that the man- 
agement company was a necessary party to the proceeding, 
within the principle of Refiners Transport & Term. Corp.—Pur- 
chase—Marshall, 39 M. C. C. 271. 


The management company, a Delaware corporation organ- 
ized November 16, 1926, said the report, had outstanding 1,000 
shares of no-par-value common stock owned by Thomas Con- 
way, Jr., William L. Butler, Agnes C. McKernan, and Russell $. 
Stoughton. Conway and Stoughton, owning together a majority 
of the management company’s outstanding stock, were its pres- 
ident and secretary treasurer, respectively, and constituted a 
majority of its three-member board of directors, said the report. 
It added that Stoughton was treasurer of Schuylkill, and both 
were members of its nine-member board of directors, of which 
Conway was chairman. Prior to October, 1946, it said, they held 
the same offices in, and Conway was chairman of the board of 
directors of, Philadelphia & Western Railroad Co., successor 
through reorganization to Philadelphia & Western Railway Co. 
Since that date, it said, neither Conway nor Stoughton had held 
any: office in P. & W., although the former was a minority stock- 
holder and one of its 11-member board of directors. The other 
stockholders of the management company, said the report, were 
not stockholders, officers, or directors of either Schuylkill or 
P. & W. 

Since Schuylkill was controlled: by the management com- 
pany, said the report, the Commission, division 4, must deter- 
mine further whether there were any persons in control of the 
management company whose application was also indispensable 
to its jurisdiction over the transaction. It cited Leamon Transp. 
Co., Inc.—Purchase—Whitney, 40 M. C. C. 205, and added: 


No single stockholder controls the management company through 
majority stock ownership, and there is no evidence of any agreement 
between a group of stockholders which would warrant the belief that 
such group controls the management company. The only fact pointing 
toward affiliation between the stockholders of the management company 
is the association of Conway and Stoughton in vendee and P. & W., 
the latter having been terminated. Based on this fact alone, a finding 
is not warranted that they are affiliated with each other so as t0 
warrant the conclusion that they control the management company. 
Under the circumstances, we are of the opinion that we have jurisdic 
tion without the necessity for additional parties applicant. Tennessee 
Coach Co.—Lease—Atlantic Greyhound Corp., 40 M. C. C. 102; and 


Southern Kansas Greyhound Lines, Inc.—Purchase—Hawthorne, 45 M. 
C. C. 678. 


The report said that under the provisions of section 5 (3) 
of the interstate commerce act, the Commission might, in its 
discretion, provide that, as a result of the instant transaction, 
the management company should be considered as a motor 
carrier subject to the provisions of section 204 (a) (1) and (2) 
of part II (which ‘related to reports and accounts of carriers); 
and to the provisions of section 214 of part II (which relate 
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to the issuance of securities and assumption of liability of car- 
riers). It cited Tri-State Transit Co. of Louisiana, Inc.—Merger, 
39 M. C. C. 469, 40 M. C. C. 137, and 488, and added: 


It appears that the primary function of the management company is 
to provide . . . services to vendee. In our opinion,...the public 
interest requires that, if the authority herein granted is exercised, the 
management company be considered a carrier to the extent indicated 
and be made subject to the provisions of the above sections. Our order 
will so provide. Compare Refiners case; Wells Truckaways—Purchase 
—Fulton, 39 M. C. C. 528; and American Liberty Pipe Line Co.—Control 
and Merger, 40 M. C. C. 745. 


The report noted that the conclusions differed from those 
of the examiner, who recommended dismissal of the application, 
following the principle in the cited Refiners case, and prior to 
submittal of the supplemental application of the management 
company. 


Detroit Motor Purchase Proposal 
Denied; Dual Operation Cited 


The Commission, division .4, by a report and order in MC 
F-3581, John J. Dooley, Sr.—Control; Superior Motor Freight 
Co., Inc.—Purchase—John .J. Dooley, Jr., and Wm. F. Dooley, 
has denied an application of Superior Motor Freight Co., Inc., 
Detroit, Mich., for authority to purchase the operating rights 
and property of John J. Dooley, Jr., and Wm. F. Dooley, part- 
ners doing business as Superior Motor Freight Co., also of De- 
troit, and for concurrent acquisition by John J. Dooley, Sr., of 
control of Superior Motor Freight Co., Inc., through majority 
ownership of capital stock. 

The report said Superior Motor Freight Co., Inc., was or- 
ganized for the purpose, among others, of effectuating the pro- 
posed purchase. It added that Dooley, Sr., was president of, and 
for more than 25 years had owned controlling interest in, 
Fourteenth Avenue Cartage Co., Detroit, which held a permit 
for transporting packing-house products and by-products over 
irregular routes from Detroit to points in Michigan within 100 
— of Detroit, with no transportation for compensation on 
return. 

__If the proposed purchase were approved and consummated, 
said the report, Superior Motor Freight Co., Inc., under general 
commodity operating rights, would be authorized to transport 
the same commodities as a common carrier from and to some 
of the same points that Fourteenth Avenue Cartage served as 
a contract carrier. It added: 


Cartage and vendee would be able to serve the same shippers, the 
former as a contract carrier and the latter as a common carrier, par- 
ticularly from the origin point of Detroit. It is apparent that, under 
common control as proposed herein, the dual operations of these car- 
riers would present opportunities for discriminatory practices to the 
disadvantage of shippers and other carriers. In this connection what 
rb hgre in Gallot—Purchase—Holst, 45 M. C. C. 1, is equally appli- 
cable here. 


The report quoted from the opinion in the case cited, in- 
cluding an assertion that the Commission should not approve a 
transaction that would result in a situation in which discrimi- 


, nation might be practiced, regardless of whether the dual op- 


erator had any intention of indulging in such practices. Further 
quoting, it said the fact that an opportunity to conduct such 
practices would be present was sufficient to warrant disapproval 
of dual operations and a denial of the application in the cited 
proceeding. It added, with respect to the instant proceeding: 


In some cases the objectionable operating feature has been elim- 
inated through modification of either the contract or common-carrier 
rights involved. In the instant case, however, modification of the rights 
does not appear practicable, since the operations conflict to such an 
extent that a reasonable condition would not be feasible. 


The report said that whether the operations of John F. 
Dooley, Jr., and Wm. F. Dooley, partners doing business as 
Superior Motor Freight Co., and Fourteenth Avenue Cartage 
were presently controlled or managed in a common interest was 
not a matter that the Commission was called on to determine 
in the instant proceeding. It added: 


The common control or management, if it exists, has not been 
authorized under section 5(2) of the act, and the findings required 


under section 210 with respect to the dual operations of these carriers 
have not been made. 


LYKES TEMPORARY WATER RIGHTS 
The Commission, division 4, has issued an order in W-976, 
Lykes Bros. Steamship Co., Inc., Temporary Authority, author- 
izing the applicant to operate as a contract carrier by self- 
Propelled vessels in the transportation of coconut oil and liquid 
tallow, in bulk, from Long Beach, Calif., to New York, N. Y., 
effective to and including February 5, 1948. The division said 
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the applicant had shown that there was an immediate and 
urgent need for the service and it found that there was no other 
carrier service capable of such need. 


Consolidation of Two Canadian 
Truck Lines Authorized 


Though it described one phase of the considered transaction 
as “contrary to our established policy of encouraging simplifi- 
cation of intercorporate control of carriers,” the Commission, 
division 4, by a report in a proceeding docketed as MC F-3463, 
approved and authorized the consolidation into Consolidated 
Truck Lines Limited of the operating rights and properties of 
Toronto-St. Catharines Transport, Ltd., of St. Catharines, On- 
tario, Canada, and Central Ontario Transport Limited, of 
Toronto, Ontario, Canada, and the’ acquisition of control of 
these operating rights and properties by Standard Transport & 
Sales Limited and, in turn, by Joseph Tomlinson, both of To- 
ronto, through the consolidation. 

The full title of the proceeding as shown on the report was 
MC F-3463, Joseph Tomlinson—Control; Standard Transport & 
Sales Limited—Control; Consolidated Truck Lines Limited— 
Consolidation—Toronto-St. Catharines Transport, Limited. and 
Central Ontario Transports Limited. 

The Commission said that Consolidated Truck Lines, “the 
new company,” was organized May 1, 1947, in Ontario, for the 
purpose of consolidating the properties of Toronto-St. Cath- 
arines Transport (referred to as “Transport” in the report) and 
Central Ontario Transports (subsequently called “Central” in 
the report). Consolidated, said the Commission, had issued 
134,001 shares of capital stock, all of which except five directors’ 
qualifying shares were owned by Standard Transport & Sales. 
It noted that Tomlinson, president of Standard, owned 7,498 
shares of 10,000 shares of outstanding common stock of Stand- 
ard. - 

Under an agreement made in December, 1945, Standard 
had acquired the stock of Transport for $204,006, and under an 
agreement dated March 1, 1947, Standard had acquired all the 
stock of Central for $550,000, the Commission said. 

“It is apparent ... that the acquisition by Standard of the 
stock of Transport and Central and the consolidation of these 
two carriers into the new company,” the Commission said, 
“were all steps in a plan designed to place Tomlinson, who did 
not control either of them, in control of the consolidated opera- 
tions of both, through his ownership of the majority stock of 
Standard. . .. When Standard acquired control of Central... 
it placed Tomlinson in contro] of two motor carriers .. . in 
violation of section 5(4). When Transport and Central were 
consolidated into the new company .. . this was a further vio- 
lation of section 5(4).... 

“The introduction of Standard into the chain of control of 
the new company is contrary to our established policy of en- 
couraging simplification of intercorporate control of carriers. 
.. . However, considering that Standard and the new company 
are domiciled and conduct operations principally in Ontario, 
Canada, we are not disposed to deny the application on that 
ground or because the transaction has been accomplished in vio- 
lation of the act, especially since it has been shown to be other- 
wise consistent wih the public interest... .” 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Rail-Bus Fare 


No. 29640, Edmund McCarthy vs. Erie Railroad Co. By 
the Commission, Commissioner Patterson. Dismissed. Fare of 
49 cents for transportation of passengers by rail from Babbitt, 
N. J., to Susquehanna Transfer, and thence by a bus connec- 
tion to Times Square, in New York City, as compared with 
39-cent fare if passenger remains on train until it reaches 
Chambers Street, in New York City, found not shown to have 
been or to be unreasonable, unjustly discriminatory, or in 
violation of the aggregate-of-intermediates provision of sec- 
tion 4 of the act, because of differences in the circumstances 
of the two transportation services. 


Intraplant Switching 


I. and S. No. 5357, Terminal Allowance—Copperweld Steel 
Co., Warren, O. The Commission, by division 3, Commissioner 
Patterson concurring in part. Found just and reasonable, pro- 
posed allowance of $1.19 a loaded car, including switching of 
empty car in reverse direction, allowed Copperweld Steel Co. 
for switching within its plant at Warren, O. Respondent Balti- 
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more and Ohio Railroad found to be obligated to perform cer- 
tain switching services within the plant at the line-haul rate 
but other services beyond the tracks in areas described as “Yard 
100” -or “Yard 200,” without additional charges, found unlawful. 
Respondent ordered on or before March 9, 1948, to cease un- 
lawful practices and on or before January 9, 1948, to cancel 
suspended schedules. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob 
tained by prompt application to the Commission.) 


*MC 3102, Sub. 4, William C. Shaw, dba City Transfer & 
Storage Co., Hutchinson, Kan. Certificate granted. Salt, in bulk, 
from Hutchinson, Kan., to Kansas City, Mo., over a described 
regular route, serving no intermediate points. 

*MC 3468, Sub. 118, F. J. Boutell Driveaway Co., Inc., Flint, 
Mich. Certificate granted. New automobiles, in truckaway and 
driveaway service, (1) in initial movements, from Flint to points 
in Va., N. C., and S. C.; and (2) in secondary movements, in the 
season of open navigation on the Great Lakes, from Cleveland, 
O., Erie, Pa., and Buffalo, N. Y., to points in Va., N. C., and 
S. C., over irregular routes, traversing Ky. and Tenn. for oper- 
ating convenience only. 

*MC 10655, Sub. 5, Roethlisberger Transfer Co., Shelby, O. 
Certificate granted. General commodities (with exceptions) 
which are at the time moving on bills of lading of freight for- 
warders, (1) from Shelby to Cleveland, O., over a described 
route, and return over the same route, serving no intermediate 
points; and (2) over described alternate routes for operating 
convenience only in connection with the aforementioned route, 
with no service at any intermediate points. 

*MC 32008, Sub. 2, Stanley W. Barrows and Stanley W. 
Barrows, Jr., dba Barrows Transportation Co., Waterville, Me. 
Certificate denied. Household goods, (1) from Waterville and 
points in Me. within 75 miles of Waterville, with specified ex- 
ceptions, to all points in N. H., Mass., R. I., and Conn., and (2) 
from points in the last-named states to all points in Me., trav- 
ersing Vt. for operating convenience only, over irregular routes. 
The report said the applicants were acting as an agent for Aero- 
Mayflower Transfer Co. It said it appeared that existing motor 
carriers domiciled at Waterville had ample equipment and 
operating authority to meet the needs of shippers. 

*MC 74473, Sub. 3, Flying Eagle Whiteway Lines, Inc., 
Danbury, Conn. Certificate granted, Commissioner Lee con- 
curring and Commissioner Patterson noting a dissent. Pas- 
sengers and their baggage in the same vehicle with passengers, 
in special operations, over irregular routes, between specified 
points in Conn., and N. Y., with specified exceptions as to oper- 
ations, and provided that the authority granted and applicant’s 
presently authorized regular-route authority, to the extent they 
authorize service between the same points, shall not be con- 
sidered separable for purposes of sale or other transfer or lease. 
The report said the applicant was a New Jersey corporation and 
that its affiliate, Flying Eagle Whiteway Lines, Inc., also of 
Danbury, Conn., a New York corporation, was organized be- 
cause the New York Public Service Commission would not issue 
an intrastate certificate to a foreign corporation. It said both 
companies had the same ownership and control. The application 
of the N. J. corporation, it said, was for operation between all 
points on its routes authorized at the time of hearing and those 
of its affiliate, the N. Y. corporation, with certain exceptions. 


*MC 107082, F. L. Thomas and F. M. Pressley, Jr., dba 
Machinery Hauling Co., Fort Worth, Tex. Certificate granted. 
Over irregular routes, road and bridge building machinery and 
equipment, between points in Tex., on the one hand, and, on the 
other, points in O., Pa., Ind., Ill., Minn., Wis., Mich., Ia., N. J., 
and N. Y., traversing Okla., Kan., Mo., Ark., Ky. and W. Va. 
for operating convenience only. 

*MC 108023, Roland A Voight, Ashippun, Wis. Permit 
granted. Malt beverages from Chicago, Ill., to Oconomowoc, 
Wis., over a described route, and empty malt beverage contain- 
ers on return to Chicago, over the same route, with no service 
at intermediate points. 

__ *MC 107053, Edwin Jay R. Seabury, Syracuse, N. Y. Cer- 
tificate granted. Fresh fish and shell fish from Boston, Mass., to 
Syracuse, N. Y., over irregular routes. 

*MC 78632, Sub. 59, Hoover Motor Express Co., Inc., Nash- 
ville, Tenn. Certificate denied. General commodities between 
Knoxville, Tenn., and Cincinnati, O., over a specified alternate 
route for operating convenience only, with no service to inter- 
mediate points. 

*MC 68692, Sub. 1, Zakar Manoogian, Providence, R. |. 
Permit denied. Building materials and lumber between Provi- 
dence, R. I., on the one hand, and, on the other, points in Me., 
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N. H., R. I., Conn., N. Y., N. J., and Mass., over irregular routes} _MC- 
*MC 39721, Sub. 10, Wm. Herbert & Son Co., Youngstown} continu 
O. Certificate granted. Specified commodities from Youngstown) = 
O., to points in Conn., Del., Ill., Ind., Ky., Md., Mass., Mich |} “tic. 
Mo., N. J., N. Y., Pa., Tenn., Va., W. Va., Wis., and D. C., over} gisconti 
irregular routes, with rejected, uncrated, shipments in the re. No. 
verse direction. cles. R 
*MC 30224, Sub. 9, Willis S. Couch, dba Couch Motor Co, } modifie: 
Yankton, S. D. Certificate granted, subject to conditions. Petro.} set fort 
leum products, in bulk, in tank trucks, from points in describeq mn : 
areas in Ia., and Neb., to described points and areas in S, p,J Man 
and Neb., over irregular routes with rejected shipments in the fering 
reverse direction. Conditions imposed provide that the opera- attachn 
tions shall be conducted separately from applicant’s other ac.§f pearing 
tivities, that separate records therefor be maintained, and that § attachn 
applicant shall not transport property as both a common and MC 
private carrier in the same vehicle at the same time. ceeding 
*MC 3102, Sub. 8, W. C. Shaw, dba City Transfer & Storage mC 
Co., Hutchinson, Kan. Certificate granted. Household goods, ®8'\03 
machinery, equipment, materials, and supplies used in, or in Teton 
connection with, the discovery, development, production, refin-] gcation 
ing, manufacturing, processing, storage, transmission, and dis-] sub. 2, 
tribution of natural gas and petroleum and their products ani a time 
by-products, and machinery, equipment, materials, and supplies § modific 
used in, or in connection with, the construction, operation, re. § ceedins 
pair, servicing, maintenance, and dismantling of pipe lines, ex.§ ow" ™ 
cept the stringing and picking up thereof, between points in oo . 
Kan., over irregular routes. Highw 
*MC 108359, Rochester-Penfield Bus Co., Inc., Rochester, B Rock ; 
N. Y. Certificate granted. Passengers, baggage, express, mail § Missis: 
and newspapers between designated N. Y. points over specified MC 
routes, serving all intermediate points. MC 76 
*MC 67916, Sub. 4, New York Central Railroad Co., New§ MC 76 
York, N. Y. Extension—Alliance (O.) Branch. Certificate § Proce 
granted. General commodities, between Phalanx and Dillon- vs 
ville, O., over prescribed routes, serving all intermediate points een 
and the off-route point of Apex, O., subject to conditions that M 
service be auxiliary to rail service of applicant, applicant not§ ponch 
to serve points not stations on its rail lines, shipments to bef Raiirc 
limited to those moving under through bill of lading covering § Islan¢ 
an immediately prior or subsequent movement by rail. reopel 
*MC 57725, Sub. 1, Arrow Auto Line, Price, Utah. Certifi-§ © ™ 
cate granted and dual operations authorized. General commod- oo 
ities, with exceptions, between Price, Utah, and Sunnyside,§ {ji 
Utah, and between Price and Mohrland, Utah, over described M 
regular routes serving all intermediate and specified off-route§ peter. 
ints. ence 
se *MC 30276, Sub. 2, J. Norman Marshall, dba Marshall’s§ revok 
Express, St. Michaels, Md. Certificate denied. General com- 
modities, with exceptions, between Philadelphia, Pa., on the 
one hand, and, on the other, points in that part of Md. east . 
of the Chesapeake Bay and on and south of the Chesapeake ‘ple 
and Delaware Canal, over irregular routes. a 
*MC 77569, Sub. 52, E. A. Gallagher & Sons, Philadelphia J proc, 
Pa. Certificate denied. Automobiles and other automotive} subst 
vehicles, parts and accessories, over irregular routes, between E 
points in Del., Ill., Ind., Mich., N. J., N. Y., O., Pa., Wis., and} Railr 
D. C., on the one hand, and points in Del., Md., N. J., and Pa, = I 
on the other. sig 


*MC 43267, Sub. 5, Mohawk Coach Lines, Inc., Little Ferry, 
N. J. Certificate granted. Passengers and their baggage, be ' 
tween Poughkeepsie, N. Y., and Hyde Park, N. Y., over U.S. 
highway 9, serving all intermediate points. 


‘ liabi 
*MC 96269, Sub. 1, Arthur Basso, Brooklyn, N. Y. Certifi- § equi 
cate granted. Lumber, lath, and shingles, from New York, § Com 
N. Y., to points in N. Y. and N. J., within 40 miles of New York, ] par ; 
N. Y., and to points in Conn., within 30 miles of New York,] ecaui 
N. Y., and rejected shipments on return, over irregular routes. um 
tion 
COMMISSION ORDERS &O 
1. & S. 5536, Charges, Hand Baggage at Cincinnati. Proceeding ‘men 
discontinued. The 
MC-C 681, Herbert M. Johnson and Stephen A. O’Connell, Revocation § den 
of Permit. Proceeding discontinued. App 
MC-C 741, Paul Masgai, Revocation of Certificate. Proceeding dis- 
continued. roac 
No. 29836, Mandan Creamery and Produce Company, Inc., vs. Rail- deli 
way Express Agency, Inc., et al. Proceeding to be handled under modi- golc 
fied procedure and parties thereto to comply with provisions of rules fron 
45 to 54, inclusive, of the General Rules of Practice before Commission. Mo. 
Ex Parte 104, part 2, Practices of Carriers Affecting Operating Reve § Fed 
nues and Expenses, Terminal Services, Anaconda Copper Mining Com 
pany. Order of October 14, 1946, subsequently modified to become ef- Lea 
fective January 1, 1948, further modified to become effective February oo 
1, 1948. 
Finance 15812, Application of Red Star Towing and Transportation Ine, 
Co., and Bridgeport Towing Line, Inc., for authority under Section 5(2) 
of interstate commerce act for former to acquire control of latter 
through ownership of capital stock. Application dismissed. a 


MC-C 617, Roger Ellwood Dealaman, Revocation of Permit. Pre 
ceeding discontinued. 
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December 13, 1947 


MC-C 626, Joseph Malizia, Revocation of Permit. Proceeding dis- 


continued. 


MC-C 640, R. Kennard Bishop, Revocation of Permit. Proceeding 


discontinued. 


MC-C 643, Carl Loomis Evans, Revocation of Certificate. Proceeding 
discontinued. . 

No. 17000, Part 6, Rate Structure Investigation, Iron and Steel Arti- 
cles. Report and order in Iron and Steel Articles 155 I. C. C. 517, 
modified by eliminating the commodity ‘‘turntables’’ from list of articles 
set forth in Appendix C, and by changing commodity description of 
Axles, now reading: ‘‘Axles, railway car, locomotive or vehicle, without 
pearings, gears, knuckles, torque tubes, or other steerng or power 
attachments’’; to read: ‘‘Axles,. railway car or locomotive, without 
pearings, gears, knuckles, torque tubes, or other steering or power 
attachments. Axles, vehicle, noibn in Official Classification, without 
bearings, gears, knuckles, torque tubes, or other steering or power 
attachments.’’ 

MC 4140, Sub. 2, Albert Wollenberg extension, Connecticut. 
ceeding reopened for further hearing. 

MC 44609, Sub. 2, Guy A. Thompson, trustee, Missouri Pacific 
Railroad Company extension of operations, Arkansas, Louisiana, and 
MC 105146, Columbia Motor Transport Company, common carrier appli- 
cation. Petition of applicant of June 24 in MC 44609, Sub. 2, for modi- 
fication of condition 3 of certificate denied. Proceeding in MC 44609, 
Sub. 2, reopened for further hearing on Commission’s own motion, at 
a time and place to, be hereafter fixed, solely to determine what 
modification, if any, should be made in condition 3 of certificate. Pro- 
ceeding in MC 105146 reopened for further hearing on Commission’s 
own motion, at a time and place to be hereafter fixed, solely to deter- 
mine what modification, if any, should be made in condition of certifi- 
cate with respect to points in Southern Arkansas on and south of U. S. 
Highway 70 from the Oklahoma-Arkansas State Line to North Little 
Rock and south of the Arkansas River from North Little Rock to the 
Mississippi River only. 

MC 84665, Miller Transport Co., Inc., common carrier application, 
MC 76430, Miller Transport Co., Inc., contract carrier application, and 
MC 76430, Sub. 2, Miller Transport Co., Inc., extension, Camden, N. J. 
Proceedings reopened for reconsideration solely for purpose of deter- 
mining whether or not insecticides should be eliminated from the con- 
tract carrier authority granted and also eliminated as excepted com- 
modities from the common carrier general-commodity authority granted. 

MC 86779, Sub. 9, Illinois Central Railroad Company, extension, 
Ponchatoula, La., MC 101491, Sub. 2, The Yazoo.and Mississippi Valley 
Railroad Company, extension Monroe, La., and MC 105852, Gulf and Ship 
Island Railroad Company, common carrier application. Proceedings 
reopened for further hearing at a time and place to be hereafter fixed. 

MC-C 719, William McQuaker, revocation of certificate, and MC 
95624, William McQuaker, Stratton, Ontario, Canada. Certificate of 
public convenience and necessity issued May 31, 1940, in MC 95624 to 
William McQuaker, revoked and cancelled as of November 25. 

MC-C 720, E. Peterson, revocation of certificate, and MC 95676, E. 
Peterson, Blackhawk, Ontario, Canada. Certificate of public conveni- 
ence and necessity issued April 5, 1941, in MC 95676 to E. Peterson, 
revoked and cancelled as of November 25. 


Pro- 


UNCONTESTED FINANCE CASES 

Second supplemental report and order in F. D. No. 15388, Grey- 
hound Corporation Stock, further modifying report and order of April 
15, as modified on June 27, by eliminating from the second condition 
prescribed the amount of $7,382,442, wherever said amount appears, and 
Substituting therefor the amount of $4,728,790. Approved. 

_ Report and order in F. D. No. 15760, Denver & Rio Grande Western 
Railroad Co. et al. Joint Use Terminals, authorizing acquisition by 
the Denver & Rio Grande Western Railroad Co. and Guy A. Thompson, 
trustee, Missouri Pacific Railroad Co. of joint use of certain tracks 
and terminal facilities incidental thereto in Pueblo, Colo., conditions 
prescribed re protection of employes. Approved. 


Report and order in F. D. No. 15909, Southern Pacific Co. Equip- 
ment Trust Certificates, granting authority to assume obligation and 
liability in respect of not exceeding $14,500,000 of Southern Pacific Co. 
€quipment-trust certificates, series W, to be issued by the Pennsylvania 
Company for Banking & Trust, as trustee, and sold at 99.42 per cent of 
par and accrued dividends in connection with the procurement of certain 
equipment. Approved. 

Report and order in F. D. No. 15910, Chesapeake & Ohio Railway 
Co. Equipment Trust Certificates, granting authority to assume obliga- 
tion and liability in respect of not exceeding $4,400,000 of Chesapeake 
& Ohio Railway sixth equipment trust of 1947, 2 per cent serial equip- 
‘ment-trust certificates to be issued by the president and directors of 
The Manhattan Co. as trustees, and sold at 99.5192 and accrued divi- 
dends in connection with the procurement of certain new equipment. 
Approved. . 

Report and order in F. D. No. 15915, Missouri-Kansas-Texas Rail- 
toad Co. Bonds, granting authority to procure the authentication and 
delivery of not exceeding $10,000,000 of prior-lien-mortgage 4 per cent 
gold bonds, series F, and to pledge and repledge all or any part thereof 
from time to time with the collector of internal revenue at St. Louis, 
Mo., as collateral security for the payment of deferred installments of 
Federal income and excess profits taxes. Approved. 

Report and order in F. D. No. 15832, Greene Line Steamers, Inc. 
Lease, authorizing lease by Commercial Barge Lines, Inc., and control 
through that company by Walter F. Carey and Bert B. Beveridge, of a 
Portion of the operating rights and property of Greene Line Steamers, 
Inc. Approved. 

‘ Report and order in F. D. No. 15605, Niagara Junction Railway 
ag Control, authorizing acquisition by the New York Central Railroad 
7. the Lehigh Valley Railroad Co., and the Erie Railroad Co., jointly, 
* control of the Niagara Junction Railway Co., through ownership of 
Stock in the ratios of 50 per cent, 25 per cent, and 25 per cent, respec- 
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tively, upon the terms and conditions found just and reasonable, con- 
ditions prescribed. Approved, 

Supplemental report and order in F. D. No. 11910, Mount Carmel 
Railroad Co. Lease, authorizing modification of lease under which the 
Reading Co. operates the railroad properties of the Mount Carmel 
Railroad Co.; conditions prescribed re protection of employes. Approved. 


MOTOR FINANCE CASES 


F-3657, W. F. Carey and B. B. Beveridge—Control; Commercial 
Carriers, Inc.—Lease—Canfield Driveaway Co. Application for authority 
under section 210a(b) of Commercial Carriers, Inc., of .Detroit, Mich., 
for temporary operation of the motor-carrier rights of Canfield Drive- 
away Company, also of Detroit, granted with conditions. 

MC F-3529, N. A. and L. L. Waters—Control; O. L. D. Forwarding, 
Inc.—Purchase (portion)—Edward McClosky. Purchase by O. L. D. 
Forwarding, Inc., of Anderson, Ind., of certain operating rights of 
Edward McClosky, of Chicago Heights, Ill., and acquisition of control 
of said operating rights by N. A. and L. L. Waters, through said pur- 
chase, approved and authorized. 

MC F-3481, David Spector and Peter D. Serra—Control—Rand Ex- 
press Freight Lines, Inc.—Purchase—Hudson Motor Freight Service, 
Inc. Purchase by Rand Express Freight Lines, Inc., of New York, 
N. Y., of the operating rights of Hudson Motor Freight Service, Inc. 
(Harry J. Bartle, trustee), also of New York, and acquisition of control 
of the operating rights by David Spector and Peter D. Serra, through 
the purchase, approved and authorized, subject to condition. 

MC F-3613, Birney Baker et al.—Control; Des Moines Transporta- 
tion Co., Inc.—Lease and Purchase (portion)—Ruan Transport Cor- 
poration. Lease by Des Moines Transportation Co., Inc., of Des Moines, 
Ia., of certain operating rights and purchase of property of Ruan 
Transport Corporation, also of Des Moines, and acquisition of control 
of the operating rights and property by Birney and Lucile Baker, 
A. W. Hobbs, and Leroy C. Welch, through the lease and purchase, 
approved and authorized, subject to conditions. 

MC-F-3625, Little Audrey’s Transportation Company, Inc.—Lease 
(Portion)—Wells Truckways, Ltd. Application for authority under sec- 
tion 210a(b) of Little Audrey’s Transportation Company, Inc., of Albu- 
querque, N. Mex., for temporary operation of a portion of the motor- 
carrier rights of Wells Truckways, Ltd., of Los Angeles, Calif., denied 
December 8, 1947. 

MC-F-3642, Saul C. Hoffberger, et al.—Control; Motor Freight Ex- 
press—Purchase (Portion)—Adams Transit Company, Inc. Application 
for authority under section 210a(b) of Motor Freight Express, of York, 
Pa., for temporary operation of a portion of the motor-carrier proper- 
ties of Adams Transit Company, Inc., also of York, granted December 
8, 1947, provided within 30 days ‘from that date Motor Freight Express 
shall have (1) complied with sections 215 and 217 of the act and rules 
and regulations prescribed thereunder, (2) instituted operations pur- 
suant to the authority granted, and (3) confirmed, in writing, to the 
Commission, immediately upon commencement of operations, the date 
operations were commenced, 

MC-F-3537, S. H. Mitchell—Control; Hennis Freight Lines, Inc.— 
Purchase (Portion)—Duff Truck Line, Inc., and No. MC-F-3554, S. H. 
Mitchell—Control; Hennis Freight Lines; Inc.—Purchase—John_ T. 
Irving. Purchase by Hennis Freight Lines, Inc., of Winston-Salem, 
N. C., of certain operating rights of Duff Truck Line, Inc., of Lima, 
Ohio, and the operating rights of John T. Irving, doing business as 
Frank’s Delivery Service, of Chicago, Ill., and acquisition of control 
of the operating rights by S. H. Mitchell through the purchases, ap- 
proved and authorized, subject to condition. : 

MC F-3560, The Greyhound Corporation—Control; Great Lakes Grey- 
hound Lines, Inc., of Indiana—Purchase (portion)—The King Brothers 
Company; The Cincinnati Street Railway Company—Control; The King 
Brothers Company—Purchase (portion)—Great Lakes Greyhound Lines, 
Inc., of Indiana, and MC F-3561, The Cincinnati Street Railway Com- 
pany—Control; The Ohio Bus Line Company—Merger—The King Broth- 
ers Company, and Finance Docket No. 15822, The Ohio Bus Line Com- 
pany—Securities. (1) Purchase by Great Lakes Greyhound Lines, Inc., 
of Indiana of certain operating rights of The King Brothers Company, 
and acquisition of control of the operating rights, by The Greyhound 
Corporation, through the purchase, approved and authorized, subject 
to condition. (2) Purchase by The King Brothers Company of certain 
operating rights of Great Lakes Greyhound Lines, Inc., of Indiana, 
and acquisition of control of the operating rights by The Cincinnati 
Street Railway Company, through the purchase, approved and author- 
ized, subject to condition. (3) Issuance of a certificate to The King 
Brothers Company, authorized upon compliance with certain conditions. 
(4) Merger in the Ohio Bus Line Company of the operating rights and 
property of The King Brothers Company, and acquisition of control 
of the operating rights and property by The Cincinnati Street Railway 
Company, through the merger, approved and authorized, subject to 
condition. (5) Application of The Ohio Bus Line Company for authority 

(1) to issue 2090 shares of common capital stock, having par value of 
$100 per share, and (2) to assume obligation and liability in respect of 
not exceeding $90,000 unpaid principal amount of a secured promissory 
note of The King Brothers Company, dismissed. 


FINANCE APPLICATIONS 

MC F-3686, T. & R. Carriers’ Corporation, Paterson, N. J., asks 
authority to purchase a portion of the certificate in MC 59561, Sub. 2, 
held by the Garo Transportation Co., Newark, N. J. 

MC F-3685, B & R Freight Lines, Inc., of Chicago, Ill., asks author- 
ity to purchase certain operating rights, property and equipment of 
Herman L. Ranft, dba B & R Forwarding Co., of Benton Harbor, 
Mich. Wm. C. Binz, N. D. McCue, and E. C. Larson, jointly in control 
of B & R Freight Lines, Inc., join the application. 

MC F-3688, Central Greyhound Lines, Inc. of New York, Syracuse, 
N. Y., Central Greyhound Lines, Inc., Cleveland, O., and The Grey- 
hound Corporation, Chicago, Ill., jointly ask approval of purchase by 
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Central Greyhound Lines, Inc., of New York, of the motorbus operating 
rights and business of Elmira-Ithaca Motor Transportation Co., Inc., 
Rochester, N. Y. 

MC F-3689, N. Dale Lightner, dba Lincoln Bus Lines, Hanover, Pa., 
asks authority to purchase certain operating rights of Adams Transit 
Co., York, Pa. 

Finance No. 15935, Southeastern Greyhound Lines, of Lexington, 
Ky., asks authority to issue secured serial equipment notes, for not to 
exceed $1,253,750, to be paid quarterly over a period of 7 years, to 
cover about 85 per cent of the cost of 50 buses. 

MC F-3639, E. & L. Transport, Inc., of Ind., of Dearborn, Mich., 
amends application to include additional operating rights in purchase. 

MC F-3687, The Greyhound Corporation of Chicago, IIll., asks author- 
ity to acquire control of North Coast Transportation Co., of Seattle, 


Wash., through purchase of stock from Puget Sound Power & Light 
Co., also of Seattle. 


PETITIONS FOR REHEARING, ETC. 


MC-F 3504, MC-F 3505 and Finance 15752, A. C. Allyn & Company 
et al., Control Transcontinental Bus System, Inc. American Buslines, 
Inc., and Burlington Transportation Company ask for reopening and 
further hearing. 

W-584, Allman Hubble Tugboat Co. Arrow Tug & Barge Co., Bab- 
bidge & Holt, Inc., Shaver Transportation Co., ‘Wilbur J. Smith, Long- 
view Tugboat Company and Portland Tug & Barge Co., ask for review 
and reconsideration. 

No. 13535 et al., Consolidated Southwestern Cases. Defendant car- 
riers operating in Southwestern Territory ask Commission for modifi- 
cation of findings and orders in (123 I.°C. C. 203, et seq.) to eliminate: 
Tubing; paper, flat, such as used for wrapping in lieu of paper bags 
or wrapping paper, in rolls in packages, carloads. 

No. 13535 et al., Consolidated Southwestern Cases. Defendant car- 
riers operating in Southwestern and Western Trunk Line Territories 
ask Commission for approval under Finding 27 of its decision in (123 
I. C. C. 203, et seq.) to extend expiration date of December 31, 1947, 
to December 31, 1948, in the order of May 16, 1947, in this proceeding 
which authorized establishment of rates in cents per 100 pounds on 
alcohol, other than denatured or wood, in bond, free of Internal Reve- 
‘nue Tax, in tank cars, or Alcohol, denatured, in tank cars, subject to 
Rule 35 of current Western Classification, but not less than 30,000 
pounds, to Houston, Texas City and Velasco, Tex., from Kansas City, 
Mo., of 56 cents, from Omaha, Neb., and Muscatine, Ia., of 61 cents, 
subject to Tariffs of Increased Rates and Charges X-162-A and X-166, 
Agent D. Q. Marsh’s ICC 3747 and 3767, respectively. 

No. 13535 et al., Consolidated Southwestern Cases. Defendant car- 
riers operating in Southwestern Territory ask for approval under Find- 
ing 27 of its decision in 123 I. C. C. 203, et seq., to establish rate of 
57 cents per 100 pounds, minimum weight 36,000 pounds, on White 
Lead, dry or in oil, in straight carloads or in mixed carloads with Red 
Lead, dry or in oil, Lithargo, Lithopone or Zinc Oxide, from Chicago, 
Ill., to following Texas points: Avondale, Boyd, Dallas, Ft. Worth, 
Hicks. Newark, Reinhart, Rhome, Saginaw and Sherman. 

MC-C 912, Modern Transfer Co., Inc., Investigation of Accounting 
and Financial Practices. Respondents, Modern Transfer Co., Inc., 
Samuel L. Lebovitz, Ben Levetan, Isadore C. Gutman, R. S. Krebs 
and A. H. Nailor ask that bill of particulars be issued. 

MC-F 3677, Allied Van Lines, Inc., Chicago, Ill., lease, Peters 
Transfer & Storage Co., Green Bay, Wis. Allied Van Lines, Inc., Chi- 
eago, Ill., asks for authority temporarily to operate motor-carrier 
-properties of Peters Transfer & Storage Co., Green Bay. Wis. 

No. 13535 et al. Consolidated Southwestern Cases. Defendant car- 
riers operating in Southwestern Territory ask for modification of 
findings and orders in 123 I. C. C. 203, et seq., by eliminating therefrom 
Sealing Tape, paper combined with asphalt, and reinforced with vege- 
table fibres, gummed, in packages, carloads. 


Railroad Abandonments 


T. & N. O. et al. 


In Finance No. 15931, Texas & New Orleans Railroad Co. 
asks authority to abandon part of its line of railroad between 
Buchanan Street and Walnut Street; abandonment by El Paso 
& Southwestern Railroad Co. of Texas of a portion of its line 
between Los Angeles Street and Laurel Street; abandonment 
by Southern Pacific Co. and Texas & Pacific Co. of operations 
over tracks so abandoned; abandonment by the Texas & Pacific 
of part of its line between Laurel Street and a connection with 
its freight yards near Cotton Street; and authority to relocate 
the abandoned lines by construction of a new line between 
Walnut Street and Buchanan Street jointly by T. & N. O., and 
the El Paso & Southwestern, and further for authority to oper- 
ate over all or a part of the new line by T. & N. O., S. P., and 
the T. & P. T. & P. also asks authority to relocate and operate 
part of its line abandoned by constructing a new line between 
Willow Street and a connection with its yard tail track near 
Darbyshire Iron Works. All trackage is in El Paso, El Paso 
county, Tex. The proposals, according to the applicants, were 
worked out to eliminate substantially all grade crossings now 
existing. About nine miles of tracks would be abandoned. 

N. J. & N.Y. 

Peter Duryee, trustee of the New Jersey & New York Rail- 
road Co., in Finance No. 15933, asks authority to abandon a 
portion of the company’s Haverstraw branch, about 1.22 miles, 
extending from a point near Thiells to the end of the branch 













traffic between intermediate points on the branch to busses ang 
private automobiles, and that considerable freight traffic haq 


also been diverted to trucks. — 


———_ an 
Grasse River 


By a report and order in Finance No. 15874, Grasse River 
Railroad Corporation Abandonment, the Commission, division 
4, has permitted abondonment by the Grasse River of a line of 
its railroad in St. Lawrence county, N. Y., extending approxi. 
mately 13 1/5 miles between Conifer and Cranberry Lake (see 
Traffic World, Oct. 4, p. 936). 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
mony schedules not reproduced here. Details of such orders are pub 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. No. 5540, Cattle Ariz., N. Mex. and Texas to Cal. 
ifornia, from December 6, to and including July 5, 1948, certain 
schedules as published in supplement No. 40 to Agent J. P. 
Haynes’ tariff I. C. C. No. 1441. The suspended schedules pro- 
pose to increase the rates on cattle, in carloads, from El Paso, 
Tex., Arizona and New Mexico to California. 

I. and S. M-2803, Minimum Rates of Lowther Trucking Co, 
from December 7, to and including July 6, 1948, certain scheé- 
ules published in supplement 62 to tariff MF-I. C. C. No. 370 
of the Southern Motor Carrier Rate Conference, Agent Atlanta, 
Ga. The suspended schedules propose to establish a new miri- 
mum rate of 35 cents per 100 pounds on traffic handled by 
Lowther Trucking Co. at less-than-truckload or any-quantity 
class rates between Charlotte, N. C. and points in South Caro- 
lina (see Traffic World, Nov. 22, p. 1484). 

I. and S. M-2804, Brass, Copper, Etc.—Bridgeport, Conn., to 
Mass. & R. I., from December 8, to and including July 7, 1948, 
certain schedules published in supplements Nos. 11 and 13 to 
tariff MF-I. C. C. A-73 issued by the New England Motor Rate 
Bureau, Inc., Agent, Boston, Mass., and Supplement No. 1 to 
tariff MF-I. C. C. No. A-15 issued by Eastern Motor Freight 
Conference, Inc., Agent, West Hartford, Conn. The suspended 
schédules propose to establish reduced commodity rates on 
brass, copper, bronze and other articles from Bridgeport, Conn. 
to various points in Massachusetts and Rhode Island. 


I. and S. No. 5541, Cotton—Memphis and Helena to New 
Orleans, from December 10, 1947, to and including July 9, 1948, 
the operation of certain schedules as published in supplement 
No. 32 to Inland Waterways Corporation’s tariff I. C. C. No. 
233. The suspended schedules propose to reduce the barge rate 
on cotton in bales, carloads, from Memphis, Tenn., and Helena, 
Ark.; to New Orleans, La. 
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NO SUSPENSION OF BARGE WOODPULP RATE 
The Commission, December 5, voted not to suspend item 


1878, in supplement 40 to ICC 7S of Mississippi Barge Line, a 7 
effective December 8, which had been protested by the New 7. 
Orleans Traffic and Transportation Bureau. 2 
The bureau said the barge line proposed to eliminate the note 
shipside rate currently applicable in connection with imported the 
woodpulp, and was attempting to “pick and choose’ traffic. 
The resulting through barge rate, it said, would be higher than | by ] 
the barge-rail rate and nearly equal to the all-rail rate, and the 
would exclude the port of New Orleans from the traffic. (See sane 
Traffic World, Dec. 6.) said 
pare ste act, who 
SMOKY MOUNTAIN REORGANIZATION in x 
The Commission, division 4, has issued an order in Finance | own 
No. 15657, Smoky Mountain Railroad Reorganization, finding | 
“prima facie impracticable” a plan for the reorganization of J app 
the Smoky Mountain under section 77 of the bankruptcy act} adv 
submitted by Joe L. Silverstein, the road’s president. pro 
The plan provided for an increase in the debtor’s author- | fun 
ized stock from $75,000 to $100,000, of $100 par value common § In | 
stock, such increase to be provided by a reduction of claims} Acr 
held by Midwest Steel Corporation, Joe L. Silverstein and Max § to 1 
Kesselman, common creditors. The additional stock, accord- 
ing to the plan, would be offered to all persons interested the 
the continued operation of the railroad by its trustee, an@§ anc 
money obtained from the sale thereof would be used to pay § nor 
certain obligations, including taxes and operation of the rail- § not 
road (see Traffic World, Nov. 22, p. 1492). dif 
In its order, division 4 said the debtor had failed to§ cre 
demonstrate any permanent earning capacity and_ that the § suk 
plan did not provide adequate means for its execution. a < 
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PROPOSED REPORTS IN I.C.C. CASES 


————_—_—_—_—_———o)Cl ll _____—e—_—_—_—_—_———— 


Examiner Recommends Denial 
of Young-Bowman Applications 


Assistant Director Boles, of the Commission’s Bureau of 
Finance, in a proposed report on an application (Finance Num- 
ber 14692) of the Chesapeake and Ohio for authority to exer- 
cise voting rights on the 400,000 shares of New York Central 
stock owned by it and now held in trust, and on applications 
of Robert R. Young, in Finance No. 11923 Sub. 2, and Robert 
J. Bowman, in Finance No. 6281 Sub. 6, to hold their present 
positions with the C. and O. and also to serve as directors of 
the New York Central, has recommended denial of all three 
applications. The examiner said that the reasons the Virginian’s 
witnesses gave, as to why the closer community of interests 
between the C. and O. and the New York Central proposed by 
the applicants would severely injure the interests of the Vir- 
ginian and the communities it served, were “persuasive.” 

He said the Commission should find that authorization by 
it of the proposals made in the considered applications would 
be “tantamount to sanctioning a violation of section five (4) of 
the Interstate Commerce Act and possibly section 7 of the 
Clayton Act; that it should further find that the applicants had 
not shown such special circumstances as warranted a departure 
from the conclusions stated in “the Rand, Astor, Coverdale and 
Boatner cases,” and that the applicants had not shown that 
neither public or private interest would be adversely affected 
by their holding N. Y. C. directorships in addition to the posi- 
tions they now held with the C. and O. 


Young Scores “Two-Faced Justice” 


Shortly after the Commission released the Boles proposed 
report, Robert R. Young issued a statement in which, after 
characterizing the report as another decision by a “government 
bureaucrat” which he had publicly predicted would be made, 
and asserting it was “difficult for us to take the Commission’s 
two-faced justice.”” He said he and Bowman proposed to go on 
fighting for the right to assert “ownership management inter- 
est” in the New York Central. 

He said that, having “licked them before in such progres- 
Sive steps as competitive bidding, through service at Chicago, 
and breaking the black market in pullman ‘space, eventually 
we will lick them here.” 


Denial of Interstate Motor Freight 
Note Issue Authority Proposed 


Examiner W. L. Fulton, by a proposed report in Finance 
No. 15875, Interstate Motor Freight System Proposed Assump- 
tion of Obligation, has recommended that the Commission deny 
an application of Interstate Motor Freight System for authority 
to assume obligation in respect of up to $750,000 promissory 
notes of Acme Truck Rentals, Inc., a noncarrier subsidiary of 
the applicant leasing motor equipment to the applicant. 

After detailing loans to the applicant and Acme advanced 
by Farmer & Ochs Co., a joint stock association of New York, 
the report said the situation and the fact that Acme borrowed 
more than it needed for the purposes for which the applicant 
said the proceeds of the loan were used, “suggests that the 
wholly owned subsidiary may have been used to borrow funds 
in respect of which the applicant could not lawfully issue its 
own note without authorization from the Commission.” - 

The report said Farmer & Ochs made three loans to the 
applicant and Acme totaling $529,620 and arranged for further 
advances up to $750,000. It said the applicant stated that the 
proceeds of two loans aggregating $420,000 were used to re- 
fund existing obligations of the applicant and Acme, at a saving 
in interest of approximately $50,000, and for the purchase by 
Acme of 160 trailers that were placed in service under lease 
to the applicant. 

The report said that facts summarized therein suggested 
the complex character of the relations between the applicant 
and Acme, and also suggested that the applicant could use its 
noncarrier subsidiary to accomplish certain ends that it could 
not lawfully accomplish itself. It said there was not enough 
difference between the proposed use by the applicant of its 
credit to promote the business and interests of its noncarrier 
subsidiary and proposals in cases cited in the report to support 
a conclusion in the instant proceeding that differed from the 








conclusions of the Commission, and division 4, in the cited cases. 
The report cited MC F-2776, Columbia Terminals Co.—Notes, 
40 M. C. C. 288; New York, N. H. & H. R. Co. Investigation, 
220 I. C. C. 505; MC F-1672, Columbia Terms. Co.—Notes, 37 
M. C. C. 569; and MC F-1223, Transport Co.—Control—Arrow 
Carrier Corp., 36 M. C. C. 61. 

The report said that although the truck-leasing companies 
concerned in the cited cases had leased motor vehicles to others 
than common carriers, and counsel for the applicant in the 
instant proceeding had stated that Acme did not lease equip- 
ment to any person or corporation other than the applicant, 
“this apparent difference should not be deemed to distinguish 
the transactions.” It was not stated, said the report, that Acme 
was prohibited by its articles of incorporation, or other restric- 
tion, from leasing motor vehicles to other than the applicant, 
if Acme should desire to do so. 

It was represented in the application, said the report, that 
Acme had “repurchased” certain motor vehicles from Detroit 
baa Co. and the Hickok Oil Corporation. The report 
added: 


This suggests that Acme previously had sold those motor vehicles, 
and that it can sell to any customer who is willing to buy. It ‘is 
possible for a corporation to indulge in unjust discrimination and 
unfair competitive practices through the device of sales transactions, 
as well as through leases. This is not to be understood as implying 
that either the applicant, or Acme, has engaged in such unfair practices. 


Interstate Motor Freight System, a Michigan corporation, 
said the report, operated as a motor-vehicle common carrier of 
general commodities over regular routes principally in Indiana, 
Michigan, and Ohio, and extending to Boston, New York, and 
Washington, on the east, and to Minneapolis and St. Louis, on 
the west, and also over irregular routes between certain points 
in the same general territory. 


Commercial Barge Lines Authority 
Extension Proposed 


Examiner A. J. Banks, by a proposed report in W-751, 
Sub. 2, Commercial Barge Lines, Inc., Extension—Cincinnati, 
embracing also Same, Sub. 3, Same, Extension—Missouri River, 
has recommended that the Commission grant the applicant a 
fifth amended certificate for extension of operation by self- 
propelled vessels and by non-self-propelled vessels with the 
use of separate towing vessels, in the transportation of motor- 
drawn wheeled vehicles, including wheeled agricultural and 
contractors’ equipment and unladen trailers (their parts and 
a accompanying such wheeled vehicles and equip- 
ment). 

The authority, as recommended, would supply (1) from 
Cincinnati, O., to Evansville, Ind., Paducah, Ky., and St. Louis, 
Mo.; (2) from Evansville to Louisville, Ky., Cincinnati, and 
St. Louis; (3) from Louisville to Evansville, Paducah, St. Louis, 
Minneapolis and St. Paul, Minn.; (4) from St. Louis to Minne- 
apolis and St. Paul and intermediate points; (5) between ports 
and points along the Missouri River below and including Kansas 
City, Kan., to and including St. Louis on the Mississippi River; 
and (6) between the ports and points aforementioned in (5), 
on the one hand, and, on the other, ports and points along the 
Mississippi River below its confluence with the Missouri River, 
the Ohio River below Cincinnati, the Tennessee River below 
Knoxville, Tenn., the Illinois Waterway south of Chicago, IIl., 
and the Gulf Intracoastal Waterway west of New Orleans, 
including all ports named: 

Commercial Barge Lines, said the report, had developed 
a specialized service in the transportation of wheeled vehicles 
in certain territories and should be permitted to perform such 
service where it could do so efficiently and wherever the needs 
of the public so required.. It added: 


The record herein indicates a need for the proposed services, except 
that no substantial evidence was introduced as to local operation be- 
tween all included points on the Tennessee River, the Mississippi River 
below St. Louis, and the Gulf Intracoastal Waterway west of New 
Orleans. The application, to the extent that it seeks authority to 
operate between the latter points, should be denied. 


The report said representatives of the Chrysler Corpora- 
tion, Hudson Motor Car Co., Willys Overland Motors, Inc., and 
Ford Motor Co., testified in support of the applications for 
extension and that John I. Hay Co., a water carrier, rail carriers 
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in Official Territory with a few exceptions, and rail carriers 
in Western Trunk Line, Southern, and Southwestern Territories, 
opposed granting the applications. 





“Tacking” of Initial and Secondary 
Auto Movement Rights Frowned On 


By a proposed report in MC F-3496, H. M. Florman, con- 
trol; Associated Transports, Inc.—Purchase—Speedway Trans- 
ports, Inc.; and (Portland)—-Automobile Convoy Co., Examiner 
James L. Smith has recommended approval, with conditions, 
of purchase by Associated Transports, Inc., of St. Louis, Mo., 
of operating rights of Speedway Transports, Inc., and certain 
operating rights of Automobile Convoy Co., all of St. Louis, 
and control of those rights by H. M. Florman, also of St. Louis, 
controlling Associated through ownership of 99 per cent of its 
outstanding capital stock. 

The examiner condition his recommendation on an im- 
mediate write-off of the amount assigned to “Other Intangible 
Property” account as a result of the transaction, and recom- 
mended the further condition that “if the authority herein 
granted is exercised, the unified operating rights shall be re- 
stricted so that Associated Transports, Inc., may lawfully per- 
form only the initial movement operations specifically author- 
ized under the operating rights purchased and may not ‘tack’ 
those rights either with its present initial movement operating 
authority or with its present secondary movement operating 
authority for the performance of a single-line through service 
under the unified rights.” 

Commercial Carriers, Inc., and United Transports, Inc., 
had objected to the transaction on the ground that the pro- 
posed “tacking” of initial movement operating rights would 
violate the distinction between initial and secondary movement 
operating authority as defined in administrative ruling No. 75 
of the Commission, and that no need had been shown for the 
proposed plan of “tacking” the initial movement operating 
rights of Speedway and Convoy with Associated’s own second- 
ary movement operating rights. 


HAY WATER RIGHTS EXTENSION 


In a proposed report in W-498, Sub. 1, John I. Hay Co. 
Extension—Fluorspar, the Commission’s Bureau of Water Car- 
riers and Freight Forwarders has recommended the issuance 
of a third amended certificate and order authorizing extension 
of operations by the applicant, of Chicago, as a common carrier 
by non-self-propelled vessels with the use of separate towing 
vessels in the transportation of commodities generally, and by 
towing vessels in the performance of general towage, along the 
Ohio River above Rosiclare, Ill., to and including Elizabeth- 
town, Ill., and Tolu, Ky. Such extension, the bureau found, 
was required by public convenience and necessity. 

The report said applicant sought authority to transport 
only fluorspar in bulk, from Elizabethtown and Tolu to points 
on waterways presently served by it. However, the report said, 
applicant presently held authority to perform both general 
towage and the freighting of general commodities from and to 
Rosiclare, and it held itself out to perform those operations 
along the waterways it presently served. While it seemed that 
the likelihood of traffic other than fluorspar moving to and 
from Elizabethtown and Tolu was remote, the report added, 
‘nevertheless because applicant’s general holding out is not 
limited to specific commodities, it should be authorized to en- 
gage in that general service along the Ohio River above Rosi- 
clare to and including Elizabethtown and Tolu.” 


REVOCATION OF CERTIFICATES RECOMMENDED 


In a recommended report of joint board No. 72 in MC 
C-885, O. I. M. Transit Corporation vs. Adams Transfer & 
Storage Co., Inc., et al., the board has recommended ‘finding 
that certain defendants had failed to render reasonable con- 
tinuous and adequate service to and from Kendallville, Ind., 
and should be ordered to comply with the terms and conditions 
in their certificates, within 60 days. If they failed to do so, 
it said, their certificates should be revoked so far as they 
pertained to service to,and from Kendallville. 


The board said the complaint was served on a total of 24 
common carriers and that, subsequent to the filing of the 
complaint, it was dismissed as against Aztec Lines, Inc.; Freight, 
Inc.; Shreiber Trucking Co., and Suburban Motor Freight, Inc. 
At the hearing, it said, the complaint was withdrawn as against 
Interstate Motor Freight System; Keeshin Motor Express, Inc., 
and Hinchcliff Motor Service, Inc. It said the remaining 17 
defendants did not appear, were not represented at the hearing, 
and no evidence was introduced on their behalf. Evidence ad- 
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FORWARDER PERMIT PROPOSED 


The Bureau of Water Carriers and Freight Forwarders, 
by a proposed report in FF-173, Frank P. Dow Co., Inc. Freight 
Forwarder Application, has recommended that the Commission 
issue a permit to the applicant corporation, of Seattle, Wash, 
for performance of service as a freight forwarder of com- 
modities generally (except fur skins, dried eggs, bristles, and 
hog casings when destined to New York, N. Y.), when imported 
from Seattle, Portland, Ore., San Francisco and Los Angeles, 
Calif., to all points in and east of North Dakota, South Dakota, 
Nebraska, Colorado, Oklahoma, and Texas, and from Van. 
couver, B. C., Canada, to points in the same destination terri- 
tory in so far as such transportation takes place in the United 
States. 

The report said the applicant engaged in a service desig. 
nated “forwarder pool car service” from about 1916 to May, 
1942, and that the service, conducted in conjunction with its 
activities as a customs broker, was discontinued because of the 
war. The report said the applicant intended to conduct opera- 
tions as it had in the past with such changes as were necessary 
to comply with part IV of the interstate commerce act and the 
rules and regulations prescribed thereunder. 





Proposed Reports 


Copra 

No. 29760, Procter & Gamble Co., Cincinnati, O., vs. Penn- 
sylvania Railroad Co. By Examiner A. L. Corbin. Award of 
reparation of $2,866.27 recommended. Charges based on car- 
load minimum weights of 96 cars used to transport a shipment 
of imported copra, in bags, from Norfolk, Va., to Ivorydale, O,, 
between March 8 and April 1, 1945, inclusive, found to have 
resulted in unjust and unreasonable charges. The examiner 
said the cars were loaded to less than the published minimun, 
varying from 49,300 to 78,900 pounds, the later loaded cars 
being more heavily loaded because compression of lower bags 
in the ship’s hold made it possible to load more bags in, those 
cars. Defendant claimed the additional charges under service 
order No. 68, which were paid, said the examiner and that, if 
the defendant’s statement was accepted, that it had loaded the 
cars as heavily as conditions permitted, the spirit of the service 
order was complied with because it would have been impossible 
to reduce the number of cars needed regardless of how ex- 
treme the penalty exacted. Since it was the duty of the carrier 
to load the cars and if they were not loaded to capacity, com- 
plainant should not be forced to pay a penalty that would 
accrue to the benefit of the carrier through its dereliction of 
duty, he said, adding that the service order was not issued to 
increase transportation charges of shippers or to augment car- 
rier’s revenue, but to increase car loadings. 
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No. 29588, Wilson & Toomer Fertilizer Co., Jacksonville, Fla., 
vs. A. T. & S. F. et al. By Examiner C. W. Griffin. Recommends 
dismissal, and finding commodity rate of $11.40 on shipments 
from ‘Carlsbad and Loving, N. M., to Jacksonville, prior to 





July 1, 1946, and $12.08 on and after that date, not unreason- = 
able. The complainant, he said, asked reparation to the basis of Thacl 
$10.40 and $11.02. He said the record in No. 29202, Potash Co. “ore 
of America vs. Aberdeen & R. R. Co., 264 I. C. C. 401, was eit 

made a part of the record in the instant proceeding. After re- Ji.’ 
viewing that and other cases involving potash, the examiner - D 


said the record did not warrant a conclusion that the assailed 


rates were unreasonable. other 
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Automobile Engines, Etc. 


I. and S. M-2683, Cancellations—Restrictions—from and to 
Southwest. By Examiner James J. Williams. Recommends dis- 
continuance and finding that proposed restriction on automobile 
engines, including fuel tanks and automobile power pumps and 
parts thereof, between points in southern Kansas and points In 
Oklahoma and between points in southwestern Missouri and 
points in northwestern Arkansas just and reasonable; and that 
proposed classification rating on internal combustion engines 
and power pumps, other than automobile, between the same 
points, be found just and reasonable. By schedules filed to be- 
come effective September 21, 1946, motor common carriers 
members of Middlewest Motor Freight Bureau proposed the 
restriction and classification. On protest of the Oklahoma Cor- 
poration Commission the schedules were suspended until April 
21, 1947, and their effective date has been postponed indefi- 
nitely. The effect of the proposed schedules, the examiner said, 
was to restrict the present third-class rating to automobile 
engines and power pumps and to apply the classification rating 
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of second class on all other internal combustion engines and 
power pumps. He said the present rating on automobile en- 
ines and power pumps was rail competitive. He also con- 
cluded that the proposed description of “automobile engine” 
and “automobile power pumps” were descriptive of a particu- 
lar type of engine and pump used primarily and almost en- 
tirely in automobiles, and would be just and reasonable. 


Motor Truck Couplers 


MC C-881, American Body & Trailer Co., Oklahoma City, 
Okla., vs. Consolidated Forwarding Co., Inc. By Examiner 
C. W. Bennett. Recommends finding inapplicable rate on two 
truckload shipments of motor truck couplers, August 5 and 
September 17, 1943, from Dayton, O., to Oklahoma City. The 
examiner said charges were collected based on actual weights 
and a column 55 rate of $1.42 a hundred pounds, complainant 
contending the applicable rate was column 40, $1.04. He said 
the only matter in controversy was whether the classification 
exceptions description embraced articles that admittedly were 
correctly billed and described as motor truck couplers. After 
discussing the descriptive terms and saying they might rea- 
sonably be interpreted in several ways, the examiner said there 
must have been some purpose in providing the exceptions rat- 
ing, yet if defendant’s construction were accepted the provi- 
sions would be a mere nullity. He said it was well settled 
where the commodity descriptions were not specific, the mean- 
ing that was understood commercially would be applied. He 
said the applicable rate on the described shipments was $1.04, 
and that the proceeding should be closed. 


Motor Recommended Reports 


(Recommended orders in these reports, at expiration of 20 days from 
date of service of reports (unless otherwise stated), become effective unless 
exceptions have been filed within the 20-day period or exceptions have 
been seasonably filed by other parties, or the order has been stayed or 
postponed by the Commission. State in which applicant has home office 
is shown in “black face’’ type, with name of town or city following.) 


Kentucky (Louisville)—-MC 108970, Sub. 1, W. W. Floyd, 
dba Floyd & Son Wrecker Service. Certificate proposed. 
Wrecked or disabled motor vehicles, and contents thereof when 
loaded, between Louisville, Ky., and points within 50 miles 
thereof, on the one hand, and points in Ky., Ind., [ll., O., and 
Tenn., on the other, over irregular routes. 

Kentucky (Frankfort)—MC 109027, Sub. 1, Gavin Tandy, 
dba Frankfort-Cincinnati Motor Express. Denial of certificate 
proposed. General commodities, serving points within 8 miles 
of Frankfort, Ky., as off-route points in connection with appli- 
cant’s presently authorized regular-route operation between 
Cincinnati, O., and Frankfort, Ky., restricted against traffic 
moving from or to Louisville. 

Ontario (Fort Erie, Canada)—-MC 108858, George T. Bel- 
trami, Jr. Denial of certificate proposed. Household goods, 
over regular routes, between the U. S.-Canada international 
boundary and Buffalo, N. Y. 

. Pennsylvania (Bradford)—-MC 108740, John L. McAndrew, 
dba Bradford Moving Co. Denial of application for a certificate 
proposed for want of prosecution. Household and Office furni- 
ture, new and in use, between-points in Pa., N. Y., and O., over 
irreguiar routes. 

’ Kansas (Leoti)—-MC 108655, L. W. Baker and Eurene 
Thacker, dba Leoti Truck Service. Certificate proposed. Live- 
stock, hardware, lumber, wire, building materials, farm prod- 
ucts, farm machinery, processed feed, and salt, between Leoti, 
Kan., and points in Kan., within 40 miles thereof, except points 
on U. S. highways 40 and 50, on the one hand, and, on the 
other, Pueblo, Colorado Springs, and Denver, Colo., over ir- 
regular routes. 

New York (Horseheads)—-MC 108605, Sub. 1, George D. 
and Arthur E. Sullivan, dba Sullivan Brothers. Certificate 
proposed, subject to conditions which include limitation of the 
Service to be performed to that which is auxiliary to, or sup- 
plemental of, rail or freight forwarder company service. Gen- 
eral commodities, between Elmira, N. Y., and Himrod, N. Y., 
over specified routes, serving all intermediate points that are 
Stations on the rail lines of the Delaware, Lackawanna & West- 
ern, Erie or Pennsylvania. 

Ohio (Sylvania)—-MC 107986, Sub. 1, Orb Smith. Permit 
proposed. Sand, from Tecumseh, Mich., and points within 5 
miles thereof to Silica, O., and points in Lucas, Ottawa, and 
Fulton counties, O., and cement (in quantities not exceeding 
5,000 pounds), sand, crushed stone, stone, concrete blocks, 
mortar, lime, and stone aggregates, from Silica, O., to points 
In Lenawee and Monroe counties, Mich., over irregular routes. 

Kentucky (Lexington)—-MC 107820, Sub. 3, W. S. Daugh- 
erty. Certificate proposed. Gypsum wall plaster, gypsum laths, 
rock laths, gypsum building boards, plaster boards, wall plaster, 
hydrate lime, composition shingles, and composition roofing, 
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from Gypsum and Port Clinton, O., to points in Harrison, Bour- 
bon, Scott, Fayette, Clark, Woodford, Franklin, Jessamine, 
Mercer, Anderson, Madison, Boyle, Garrard, Lincoln, Rockcastle, 
and Pulaski counties, Ky., over irregular routes. 

Texas (Iowa Parks)—-MC 105984, Sub. 4, John B. Barbour 
Trucking Co. Certificate proposed. Machinery, equipment, ma- 
terials and supplies used in, or in connection with, the discovery, 
development, production, refining, manufacture, processing, 
storage, transmission, and distribution of natural gas and petro- 
leum, and their products and by-products, and machinery, ma- 
terials, equipment and supplies used in, or in connection with 
the construction, operation, repair, servicing, maintenance and 
dismantling of pipe lines, including the stringing and picking 
up thereof, between points in Tex., and N. M., on the one 
hand, and points in Utah, on the other, and between points 
in Tex., on and east of U. S. highway 183 and on and north 
of U. S. highway 80, on the one hand, and points in Colo., on 
the other, over irregular routes, traversing Okla., for con- 
venience only. 

Tennessee (Memphis)—MC 105831, Sub. 1, Bluff City Ap- 
pliance & Storage Co., Inc. Certificate proposed. Household 
goods between points in Ark., Miss., and Tenn., over irregular 
routes. 

Ohio (Freemont)—MC 104651, Sub. 14, Delvert S. Dymond, 
dba Dymond Trucking Co. Permit recommended. Cement and 
mortar from Detroit and Port Huron, Mich., to points in San- 
dusky, Wood, Fulton, Ottawa, and Henry counties, O., over 
irregular routes, with return of empty cloth bag containers and 
rejected shipments. 

Michigan (Benton Harbor)—-MC 103880, Sub. 19, Produc- 
ers Transport, Inc., embracing Sub. Nos. 20 and 22, Same. 
Certificates proposed. Petroleum and petroleum products in 
bulk, in tank trucks, from Marshall, Ill., to points or areas in 
Ind., Mich., O., and Wis., and to Louisville, Ky., and St. Louis, 
Mo., over irregular routes, in Sub. 19, from Chicago and Forest 
View, Ill., to points or areas in Ind., and Mich., over irregular 
routes, in Sub. 20, and from Cincinnati, O., to points in Ind., 
over irregular routes, in Sub. 22. 

Ohio (Berea)—-MC 67354, Sub. 1, Mack Bros. Denial of 
certificate proposed. General commodities, with exceptions, 
betwen points and places in Cuyahoga county, O., over irregu- 
lar routes. 

New Hampshire (Manchester)—-MC 59346, Sub. 2, Philip 
A. Dupuis. Certificate proposed. New furniture, uncrated, 
from Manchester, N. H., to points in Me., Vt., R. I., Conn., and 
N. Y. (except those located in the New York commercial zone, 
and new stoves, uncrated, from Tanton, Mass., to Manchester, 
over irregular routes. 

Kentucky (Jamestown)—MC 56782, Sub. 2, W. D. Gabe- 
hart and Robert F. Young, Jr., dba G. & Y. Transfer Line. 
Certificate proposed... General commodities, with exceptions, 
over specified routes, between a point on the boundary line 
between Casey and Russell counties, Ky., on the one hand, and 
Lexington, Ky., on the other, subject to restriction that no 
service is to be rendered between or through Lexington and 
Louisville, Ky., and between Russell Springs, Ky., and Louis- 
ville, Ky., subject to condition that applicant request with- 
drawal of registration of its Ky. state certificate in MC 56782. 

New York (Buffalo) —MC 48784, Sub. 1, P. J. Garvey 
Carting & Storage, Inc. Certificate proposed. New, uncrated 
store fixtures, hospital equipment, and office equipment, from 
points in Erie and Niagara counties, N. Y., to points in Conn., 
Mass., N. J., Vt., N. H., Me., R. I., Md., Del., Va., W. Va., 
N. C., S. C., Ga., Fla., Ala., Tenn., Pa., Ky., O., Ind., Ill., Wis., 
Mo., and D. C., over irregular routes. 

Oregon (Portland)—MC 42487, Sub. 161, Consolidated 
Freightways, Inc. Denial of certificate proposed. Household 
goods between all points in Wash., Ida., Mont., and a described 
portion of Utah, over irregular routes. 


__ lowa (Osage)—MC 31668, Sub. 4, R. M. Marshall. Cer- 
tificate proposed. Specified commodities from, to or between 
described points in Minn., Ia., and Wis., over irregular routes, 
subject to request for modification of outstanding certificate in 
MC 31688 to eliminate transportation of livestock between 
Osage, Ia., and points within 20 miles thereof, on the one hand, 
and, on the other, Austin, Albert Lea, Red Wing, Hollandale 
and South St. Paul, Minn. 


Massachusetts (Boston)—-MC 30938, Sub. 9, Eastern Trans- 
portation Co. Certificate recommended. New furniture, un- 
crated, from Pembroke, N. H., to described points in Me., Vt., 
R. I, Conn., N. Y., and W. Va., over irregular routes, with 
rejected shipments on return. 


_Tennessee (Chattanooga) — MC 30073, Sub. 7, Johnson 
Freight Lines, Inc. Denial of certificate proposed. General 
commodities, with exceptions, over a specified route between 
Louisville, Ky., and Jeffersonville, Ind., and Clarksville, Ind. 

Ohio (Youngstown)—MC 14552, Sub. 8, J. V. McNicholas 
Transfer Co., Inc. Certificate proposed, subject to conditions 
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which include limitation of the service to that which is auxiliary 
to, or supplemental of, rail service of the Pennsylvania Rail- 
road. General commodities between Youngstown, O., and Gi- 
rard, O., over U. S. highway 422. 

California (Los Angeles)—-MC 14161, Sub. 1, E. W. Beems, 
dba A. & A. Transfer & Storage Co. Permit proposed and dual 
operations recommended. Uncrated commercial equipment, fur- 
niture, and fixtures for use in restaurants, bars, cocktail lounges, 
hotels, schools, and institutions, not including household goods, 
under individual contracts or agreements, between points in 
Los Angeles county, Calif., on the one hand, and, on the other, 
points in Ariz. and Nev., over irregular routes. 

Illinois (Chicago)—-MC 12404, Penny Barker Tours, Inc. 
Issuance of a license to operate as a broker at Chicago, Ill., and 
Los Angeles, Calif., proposed. Passengers and their baggage 
between points in the U. S. 

Ohio (Youngstown)—MC 7792, Sub. 22, Ohio Greyhound 
Lines, Inc. Certificate proposed. Passengers, baggage, express 
and newspapers between Girard, O., and McDonald, O., over 
unnumbered county highway as an alternate route in connection 
with applicant’s presently authorized operations, serving no 
intermediate points. 

Arizona (Wickenburg)—MC 108361 EX, D. P. Snyder, dba 
Snyder’s Transfer. Recommends issuance of a certificate of 
exemption, under section 204 (4a), from compliance with part 
II of the act, covering transportation of the following: Ore and 
concentrates from points of production in Ariz., within 25 miles 
of, and including, Morristown, Ariz., to rail sidings and rail 
loading points in the same territory; mining machinery and 
mining supplies between all points in Ariz., within 25 miles of, 
and including, Morristown; and baggage and general com- 
modities, except those requiring special equipment, between all 
points in Ariz., within 25 miles of, and including, Wickenburg, 
Ariz. The report said applicant was largely an intrastate oper- 
ator and only incidentally included among his traffic some few 
interstate shipments. It found that the transportation per- 
formed was of such nature, character, and quantity as not sub- 
stantially to affect or impair uniform regulations by motor car- 
riers engaged in interstate or foreign commerce in effectuating 
the national transportation policy. 

lowa (Mason City)—-MC 109018, Sub. 1, C. D. Herme. 
Permit proposed, subject to condition that applicant maintain 
completely separate accounting systems for his private and 
for-hire carrier operations. Dairy products, from Mason City, 
Ia., to points in Fla., and Tex., traversing Ala., Ga., Ill., Kan., 
Ky., Miss., Mo., Okla., and Tenn., for operating convenience, 
and drugs, from Charles City, Ia., to Atlanta, Ga., Columbus, 
O., Fort Worth, Tex., and Kansas City, Mo., traversing Ala., 
Tll., Ind., Kan., Ky., Okla., and Tenn., for operating conven- 
ience, over irregular routes. 

Ohio (Cleveland)—-MC 108984, Sub. 2, Norma S. DeLong, 
dba Charles L. DeLong. Certificate proposed. Liquid asphalt, 
tar and pitch, in bulk, in tank trucks, from Cleveland, O., to 
points in Erie, Crawford, Mercer, Venango, Lawrence, Butler, 
Beaver, Alleghany, and Washington counties Pa., and Hancock 
county, W. Va., from Cleveland to Detroit and Dearborn, 
Mich., and from all points in Alleghany county, Pa., to Cleve- 
land, over irregular routes. 


Tennessee (Ripley)—-MC 108904, G. W. Gammer, dba Star 
Bus Line. Certificate proposed. Passengers and baggage be- 


tween Covington, Tenn., and Moscow, Tenn., over a specified 
route. 


Mississippi (Olive Branch)—-MC 108777, V. R. Sisk. De- 
nial of application for a certificate proposed for want of prose- 
cution. Fresh milk, in containers, over a specified route from 
a described area in DeSoto county, Miss., to Memphis, Tenn. 

Ohio (Cleveland)—-MC 107592, Sub. 1, William Walsh and 
Mary Walsh, dba Walsh Auto Transportation. Denial of cer- 
tificate proposed. New automobiles, trucks, and chassis, in 
initial movements, in truckaway and driveaway service, over 
irregular routes, from Buffalo, N. Y., to points in specified 
counties in Md., Pa., W. Va., and O., over irregular routes, 
with return of rejected and damaged units. 

Mississippi (Charleston)—-MC 106565, Sub. 2, Julius R. 
Taylor. Certificate proposed. General commodities, with ex- 
ceptions, between Memphis, Tenn., and Charleston, Miss., over 
a specified regular route. 

Iinois (Chicago)—-MC 81370, Sub. 1, Paul Dolan, dba 
Dolan Cartage Co. Denial of application for a certificate pro- 
posed for want of prosecution. Household goods between Chi- 
cago, Ill., and Detroit, Mich., and between Chicago and South 
Bend, Ind., over described routes serving all intermediate and 
specified off-route points. 

Texas (Fort Worth)—MC 70330, Sub. 15,.J. Tom Miller, 
dba Miller Truck Line. Permit proposed. Meats, meat prod- 
ucts, meat by-products, dairy products, articles distributed by 
meat packing houses, and advertising matter used in promoting 
the sale of such commodities, from Dallas and Fort Worth, 





TRAFFIC WORLD 


Tex., to Camden, Ark., and dressed poultry from Paris, Tex 
to Camden, Ark., over irregular routes. A 

Colorado (Idaho Springs) — MC 67776, Sub. 3, Curnow 
Livery and Transfer Co. Certificate proposed, subject to re. 
quest for cancelation of applicant’s registration notice in Mc 
67776. Ores and ore concentrates, from points in Clear Creek 
Gilpin, Jefferson, Grand and Summit counties, Colo., to points 
in Colo., and to Midvale, Garfield, and Tooele, Utah, over jr. 
regular routes. 

Ohio (Barberton)—MC 61505, Sub. 15, G. R. Myers, dba 
G. R. Myers Motor Transportation. Certificate proposed. Boiler 
tubes from Alliance, O., to points in Ind., Ill., Ky., Mo., W. Va. 
and the lower peninsula of Mich., over irregular routes. 

South Carolina (Columbia)—-MC 55848, Sub. 24, J. w. 
Huckabee, dba Huckabee Transport Co. Certificate proposed, 
Manufactured clay products, from the site of the Columbia Pipe 
Co., near Columbia, S. C., to points in Fla., and fresh fruits and 
vegetables, fresh meats, poultry, rabbits, sea foods, and frozen 
foods, between Columbia and Fort Jackson, S. C., on the one 
hand, and, on the other, points in Fla., traversing Ga., for con. 
venience, over irregular routes. 

Ohio (Cincinnati)—MC 50404, Sub. 7,*The Maxwell Co, 
Permit proposed. Specified petroleum products, in bulk, in tank 
trucks, over irregular routes, from and to described points and 
areas in O., Ind., and Ky., with rejected shipments on return to 
points in Hamilton county, O., and Covington and Leach, Ky. 

INinois (Chicago)—-MC 39073, Sub. 5, Frank Budreck and 
Joseph Budreck, dba Budreck Truck Line. Certificate proposed. 
Frozen foods, between Chicago, Ill., on the one hand, and, on 
the other, points in Ill., Ind., and O., over irregular routes. 

Pennsylvania (Sugar Grove)—-MC 35086, Sub. 1, Carl E. 
Allen. Certificate proposed. Feed, grain, fertilizer and livestock 
between Sugar Grove, Pa., and points in Pa., within a radius of 
18 miles thereof, on the one hand, and, on the other, points in 
N. Y., on and west of N. Y. highway 18, over irregular routes, 
subject to elimination of duplicating rights. 

Washingtom (Enumclaw)—MC 26442, Sub. 1, Hobart H. 
Jaquith, dba Jaquith Transfer Co. Certificate proposed. House- 
hold goods between Enumclaw, Wash., and points within 10 
miles thereof, on the one hand, and, on the other, points in Ida, 
and Ore., points in King and Pierce counties, Wash., and ports 
of entry in Wash., at the boundary of the U. S. and Canada, 
over irregular routes. 

Nevada (Reno)—MC 12377, Vernon C. Durkee, dba Durkee 
Travel Bureau. License proposed for operation as a broker at 
ay Nev. Passengers and their baggage between all points in 

New Jersey (Newark)—MC 3647, Sub. 95, Public Service 
Interstate Transportation Co. Certificate proposed. Passengers, 
baggage, mail, newspapers and express, over a specified regular 
route between Germania, N. J., and junction unnumbered high- 
way (Tilton Road) and U. S. highway 40, serving the inter- 
mediate point of U. S. Naval Air Station located on Tilton Road 
at Pomona, N. J. 

Tennessee (Union City)—-MC 676, Sub. 3, H. H. Newsom, 
dba 649 Bus Line. Certificate proposed. Passengers, baggage, 
express, newspapers and mail between Hickman, Ky., and Tip- 
tonville, Tenn., over a specified route. 

Pennsylvania (Philadelphia)—-MC 265, Sub. 13, Quaker 
City Bus Co. Certificate proposéd. Passengers, baggage, ex: 
press, mail and mewspapers, serving the U. S. Naval Air Sta- 
tion located on unnumbered highway (Tilton Road) between 
Germania and Cardiff, N. J., as an intermediate point in cor- 
nection with operations over the route between Philadelphia, 
Pa., and Atlantic City, N. J., via Germania and Cardiff, as av- 
thorized in certificate MC 265. 

Illinois (Lincoln)—MC 107662, Fred Langebahn, dba Fred 
Langenbahn Truck Lines. Denial of certificate proposed. Speci- 
fied commodities between points in IIl., Ia., Wis., Ind., and Mo., 
over irregular routes. The report said applicant was now er- 
gaged in the business of buying and selling beer as a private 
enterprise, as well as transporting beer for other dealers in the 
same territory from the same origin to his warehouse in Lin- 
coln. It added that the transportation performed for others, for 
hire, in interstate or foreign commerce, was without authority. 

Missouri (St. Louis)—-MC 105146, Sub. 2, Columbia Motor 
Transport Co. (Corrected). Certificate proposed. General com- 
modities, with exceptions, between Newport, Ark., and Bates- 
ville, Ark., over Ark. highways 11 and 14, serving no interme- 
diate points, as an alternate route for operating convenience 
ae connection with applicant’s authorized route in MC 


D. & R. G. W. REORGANIZATION EXPENSES 


The Commission, division 4, has issued a report and order 
in Finance No. 11002, Denver & Rio Grande Western Railroad 
Co. Reorganization, fixing maximum limits of allowances, to 
taling $474,862.60, to be paid out of the debtor’s estate, 4 
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compensation for services rendered and reimbursement of ex- 

nses incurred by parties in interest and their counsel in con- 
nection with the debtor’s reorganization proceedings in the 
period, generally, from July 1, 1943, to the conclusion of the 
roceedings. Claims totaled $545,035.62. In addition to the 
total fixed, the division set a lump-sum maximum of $1,500 for 
future expenses incurred by any of the parties. The following 
are the amounts requested and granted to the principal claim- 


Hunton, Williams, Anderson, Gay & Moore, counsel for 
the insurance group committee, representing owners of various 
classes of bonds, $83,299.05 claimed, $69,631.23 fixed; Davis, 
Polk, Wardwell, Sunderland & Kiendl, counsel for the Guar- 
anty Trust Co. of New York, trustee under R. G. W. first con- 
solidated mortgage, $30,537.60 claimed, $17,026.60 fixed; City 
Bank Farmers Trust Co., trustee under D. & R. G. W. general 
mortgage, $32,710.15 claimed, $27,710.15 fixed; Mitchell, Cap- 
ron, Marsh, Angulo and Cooney, counsel for City Bank Farm- 
ers, $65,168.78 claimed, $40,158.78 fixed; Dines, Dines & Holme, 
also counsel for City Bank Farmers, $23,154.59 claimed, 
$20,300.39 fixed; and Sidley, Austin, Burgess & Harper, counsel 
for the reorganization committee, $100,028.51 claimed, and 
$99,728.51 fixed. 





SWITCHING ALLOWANCE CASE DISCONTINUED 

The Commission, division 2, has issued an order discontinu- 
ing its investigation in No. 29766, Switching Allowance to La. 
Central Co., concerning an allowance to the Louisiana Cen- 
tral Lumber Co. for switching service between its plant and 
the rails of the Missouri Pacific at Clarks, La., applicable in 
connection with the transportation of various commodities in 
interstate or foreign commerce, as published in item No. 2037 
of supplement 24 to M. P. tariff I. C. C. A-9789. The division’s 
order said the respondents, under special permission, filed a 
tariff, effective November 20, cancelling the schedule under 
investigation, and there now was no question in issue to be in- 
vestigated. 


ROCK ISLAND REORGANIZATION 

Reorganization managers for the Chicago, Rock Island & 
Pacific Railway Co., have filed an application with the Com- 
mission, in Finance No. 10028, for an order authorizing and 
approving transfer to and acquisition by the reorganized com- 
pany of the debtor’s property, the properties of the subsidiary 
debtors other than the Peoria Terminal Co., the property of 
Morris Terminal Railway Co., and the property of the Rock 
Island Improvement Co. (except its coal properties); transfer 
to an acquisition by the Peoria Terminal Co., subsidiary debtor, 
of its property held by the trustees; and issuance of securities 
and assumption of obligations and liabilities by the reorganized 
company and others as contemplated by the plan of reorgan- 
ization. 


Rails Seek Decision of Entire 
Commission on Livestock Markets 


The railroad defendants in No. 29578, Cudahy Packing Co., 
vs. Atchison, Topeka & Santa Fe Railway Co. et al., have peti- 
tioned the Commission for reopening, reconsideration and oral 
arguments before the entire Commission. The case involves the 
application of a rule for making rates on livestock moving in 
the west. , . 

They said Commissioner Miller, “the only Commissioner 
who heard oral argument herein,” was in accord with their views. 
In his dissenting opinion in that proceeding, Commissioner Mil- 
ler differed with a finding by the majority of division 3 that the 
railroads had violated a method or rule for constructing rates to 
or from groups embracing public livestock markets approved 
in Livestock—Western District Rates, 176 I. C. C. 1. The Com- 
Missioner suggested the cited proceeding be reopened and the 
rule rescinded because it placed an undue hardship on the car- 
riers and made rate stability impossible (see Traffic World, 
Sept. 13, p. 709). 

In part, the carriers said if the decision were upheld, the 
western carriers must refigure a very considerable portion of 

€ rates prescribed in the cited proceeding, ‘‘a substantial and 
expensive task, resulting in a change of possibly a cent or two 


C in individual rates, not because of anything done by the car- 


riers nor because of any change in traffic or transportation 
Conditions, but solely because the action of another agency of 
€ government is allowed to interfere with rates prescribed in 
an orderly manner by this Commission.” 
Their reference to ‘another agency of the government” was 
to the authority the Secretary of Agriculture has to post new 
public livestock markets or “deposit” a public livestock market, 
saying all western carriers since 1931 had construed the lan- 
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guage in the cited case as not requiring them to change maxi- 
mum reasonable rates every time the Secretary of Agriculture 
took action. - 

Later, the carriers quoted Arizona Grocery Co. vs. Atchison, 
T. & S. F. Ry. Co., 284 U. S. 370, to the effect that carriers had 
a right to rely, as to future conduct, ‘“‘on the declaration as to 
what will be lawful, that is, a reasonable rate; and if the order 
merely sets limits it is entitled to protection if it fixed a rate 
which falls within them.” It follows this quotation by saying 
the western carriers were correct in their interpretation that 
the words “is a public livestock market” in the Western case 
meant only those public livestock markets in existence at the 
time the Commission’s orders in that case became effective, 
and not public livestock markets to be established subsequent 
thereto. 

“If, however, the Commission should disagree therewith,” 
they continued, “then it is equally clear that such is a logical 
interpretation of the Commission’s finding, falling clearly within 
the reasonable limits thereof and the Commission should re- 
fuse to award reparation. .. .” 


Motor Carriers Ask Definition of 
Status of Pipeline Contractors 


Four oil field motor carriers have filed with the Commis- 
sion a “motion for declaratory order” establishing the status of 
four contracting companies whose business is the laying, repair- 
ing and dismantling of gas, gasoline and oil pipelines. The mo- 
tion charged the contractors were engaging in common or con- 
tract carriage for compensation of pipe, pipeline material, 
machinery and equipment incidental to their contracting work. 
The motion was docketed by the Commission as a complaint, 
MC C-933, Parkhill Truck Co., et al., vs. O. R. Smith, et al. 

The compiginants, aside from Parkhill, are J. R. Vandaveer 
& Son, Dunn Brothers, and J. L. Cox & Son. They named the 
contractors they complained of, aside from O. R. Smith, doing 
business as O. R. Smith Construction Co., Fort Worth, Tex., as 
R. H. Fulton, doing business as R. H. Fulton Construction Co., 
Lubbock, Tex.; J. R. Horrigan Construction Co., Inc., Houston, 
Tex.; and C. S. Foreman, of Kansas City, Mo. 

The motor carriers said none of the contractors had any 
authority from the Commission or any state regulatory commis- 
sion authorizing operation by motor vehicle as common or con- 
tract carriers. In a description of methods of bidding on pipe- 
line jobs, the complainants said in some instances the contrac- 
tors bid separately on construction of the pipeline, not including 
unloading, hauling and stringing of line pipe and casing, and in 
other cases including the latter items. 

When the commodities used for the pipeline are shipped, 
said the complainants, there was a continuing intention on the 
part of shipper and pipeline company that the commodities 
move to the pipeline location and the movement from port or 
rail head to destination job site was simply a continuation and 
integral part of the transportation service from origin to desti- 
nation, the traffic never changing its interstate character. 

In some instances, they said, the contractors truck the 
material in their own equipment, and in other instances under 
agreements with others. In the latter case, the complainants 
continued, the material was transported under the direction and 
control of the contractors by individuals or firms holding no 
authority from the Commission for that type of transportation, 
and particularly between the points between which they ac- 
tually transport such commodities. They added: 


The commodities so transported by contractor defendants or under 
their control are not their own property, but are the property of the 
pipeline company or some other individual, firm or corporation, and 
the only purpose for which property is intrusted to contractor de- 
fendants in the course of transportation from port, rail head, rail side 
track, or rail unloading point to job site of pipeline construction, is a 
bailment for the purpose of such transportation, © 


The complainants said a controversy existed between them- 
selves and the contractors and, unless it was determined by 
a declaratory order of the Commission, the complainants would 
be required either to continue their losses resulting from the 
operations of the contractors or cease their respective opera- 
tions entirely. The motor carriers said they contended the 
contractor defendants were “motor carriers’, while the con- 
tractors maintained they were “private carriers” and therefore 
exempt from regulation, except as to safety of operation. The 
complainants said it cost them more than $5,000 a year to com- 
ply with the orders of the Commission regarding service, ac- 
counting, insurance, records and reports, preservation of rec- 
ords, qualifications and maximum hours of service of employes, 
and safety of operation and equipment. They said they col- 
lected the 3 per cent transportation tax, but that the contractors 
did not do so; and, further, that as motor carriers it cost them 
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more than $3,000 to publish and observe rates, charges, classi- 
fications and regulations, while the contractors did not comply 
with any of the provisions of the motor carrier act. 


PAN-ATLANTIC PROTESTS CITRUS RATES 


Pan-Atlantic Steamship Corporation has asked the Com- 
mission to suspend certain rates and ratings, or basis for rates, 
on canned citrus fruit and juices and other canned goods, car- 
load, as provided in named tariffs and items applying from 
Florida producing points to Trunk Line and New England 
Freight Association Territories, scheduled to become effective 
December 15, and January 1, 1948. The same tariffs and items 
had been protested by Newtex Steamship Corporation (see 
Traffic World, Dec. 6). 

The protested matters were items 2050-F and item 2051, 
supplement 134, Agent Hoke’s 600-G, I. C. C. 668, M. F.-I. C. C. 
175 and certain Curlett, Doe, Jones, and Hoke tariffs, effective 
December 15, and supplement 52, Pan-Atlantic tariff 37-E, 
I. C. C. 84, and supplement 5, Pan-Atlantic 57-G, I. C. C. 134, 
both in full, effective January 1. 

It said the rates in the aforementioned supplements to Pan- 
Atlantic Line tariffs had been established on a minimum of 
60,000 pounds at 85 per cent of the 36,000-pound rate in order 
to meet the reduced rates published by the rail and south At- 
lantic water carriers as protested, which were on that basis. 

Pan-Atlantic said that it did not desire its reduced rates to 
become effective and that publication was made only to protect 
its competitive position. It requested that its rates, along with 
the Pa of the rail and south Atlantic water lines, be sus- 
pended. 


Wichita Traffic Club Hears 
Morfa on Railroad Finances 


“The future of private enterprise in this country depends 
to a very great extent upon the treatment given the railroad 
industry,” Raymond J. Morfa, chairman of the board, Missouri- 
Kansas-Texas Railroad, told the Wichita Traffic Club, Dec. 11. 

Speaking at the club’s annual dinner, on ‘The Financial 
Health of the Railroad Industry,” Mr. Morfa declared that rail- 
roads since the First World War have been in an almost 
continuous “three-way squeeze” between rising costs, regulated 
rates and competitive desire to render the most economical and 
efficient service. Continuing, he said: 


In contrast to the great increases in prices of commodities produced 
in almost all other industry, the price of railroad transportation has 
remained practically unchanged, until only recently, since the end of 
the First World War. An indication of the money’s worth received by 
the public in rail transportation is the average freight rate per ton-mile, 
which in 1946 was less than one cent for hauling a ton of freight one 
mile, substantially the same as in 1939, and one-fourth below the 1921 
level. 


“The railroads are supposed to have.earned large—even 
fabulous—profits during the war years,” the speaker continued. 
“A disheartening large number of assumedly well-informed 
citizens have stated they believed the railroads earned 20 per 
cent or more return on their investment in 1946. Actually, in 
1946 the railroads earned 2.75 per cent on their investment, 
and over the past 25 years the average return on net invest- 
ment was only 3.66 per cent a year. 

“Even with these slim returns, the railroads have devoted 
a substantial part of their earnings to improving their financial 
structures, until today they are in a more favorable financial 
situation than for many years. From a peak of $12,800,000,000 
in 1932, the unmatured debt of the railroads was cut to $9,100,- 
000,000 in 1946, which has resulted in a reduction of more than 
$200,000,000 in the annual fixed charges of the railroads, which 
reached the low point of $471,000,000 in 1946.” 

Railroads are not asking for subsidization, Mr. Morfa con- 
cluded. bogs ask only that they be allowed to charge ade- 
quate rates Which will give a fair return on capital investment 
and thereby attract new capital necessary for the improvements 
which railroads must make.” 

Among other Katy officers present as guests of the club 
was Donald V. Fraser, Katy president. 


Stock Speaks at Will County 
Transportation Club Meeting 


_ The Will County Transportation Club, Joliet, Ill., at its 
initial meeting December 9 in the Woodruff Hotel, received 
congratulations and greetings from Edward F. Stock, general 
traffic manager, Peoria & Pekin Union Railway, past-president, 
Transportation Club of Peoria, and member of the board of 
directors, Associated Traffic Clubs of America. Mr. Stock, the 
guest speaker, recommended to the Will County club that it 
join the A. T. C., and described the educational campaign which 
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the national association is conducting to impress on executives 
the importance of traffic departments manned with efficient 
traffic managers. 

In his brief survey of the growth of the nation’s trans- 
portation facilities, the speaker quoted from a letter of a 
pioneer Peoria woman, Miss Ellen Bigelow, concerning a trip 
she made in 1835 from eastern Massachusetts to Peoria. Dis- 
cussing Illinois roads and stage coaches of that period, Miss 
Bigelow wrote: 


We left Chicago in the stage for Ottawa, a route of 80 miles across 
the prairies, and such traveling never did we behold before. The low 
prairies about Chicago was entirely flooded with water, and the creeks 
were swollen to rivers. Nothing in the shape of a bridge greeted our 
eyes. Streams, large and small, were all to be forded even to the risk 
of sticking fast in them. On the banks of the Des Plaines, about ten 
miles from Chicago, are found a multitude of Indians, gathered for the 
great council they have been holding. A more horrible set of grim 
visages I never beheld. 

We left Chicago at 3 o’clock Saturday morning and were till 4 
o’clock Sunday morning reaching Ottawa. In the course of that time, 
we were completely mired six times. In the middle of a deep slough 
or swole as they call them, you must fancy the coach buried in mud 
and water above the wheels. The gentlemen all out with their coats 
off, pantaloons and shirt sleeves rolled up and standing in water about 
three feet deep, ready to carry the ladies across upon their backs, or 
in any other way agreeable to the parties. That being done they set 
their shoulders to the wheels of the carriage, the horses kicking and 
plunging to extricate themselves from the mire, and the driver lashing 
them right and left and swearing in true stage driver style. You can 
imagine what delightful business it must have been to pack ourselves 
back again, covered as we all were with the mud, and nine crowded 
into a carriage designed for only six, and containing only two seats, 
~~ - instance of the inefficiency which characterizes the people of 

nois. 


The young lady’s journey from eastern Massachusetts to 
Peoria consumed over a month, including stage to Albany, the 
old Erie Canal to Buffalo, and a lake steamer that twice nearly 
age nen in the course of its 24-day voyage to Chicago, said 

r. Stock. 





Digest of NEW COMPLAINTS 


No. 29881, Texas Industrial Traffic League, Dallas, Tex., Fort Worth 
Grain & Cotton Exchange, Fort Worth, Tex., and Producers Grain 
Corporation, Amarillo, Tex., vs. Abilene & Southern et al. 

Alleges rates published and assessed by defendants on carload 
shipments of wheat and articles taking same rates from eastern 
New Mexico and northern Texas to Texas group 1 and 2 points, 
in violation of sections 1 and 3. Asks consolidation of proceeding 
with docket No. 29846, now pending, involving state rates on wheat 
and related articles, in Texas, a cease and desist order, and rates. 
(E. P. Byars, 115 E. Ninth St., Fort Worth 3, Tex., F. W. Higin- 
botham, 517 Fisk Bldg., Amarillo, Tex., and Frank A. Leffingwell, 
1013 Praetorian Bldg., Dallas 1, Tex.) 


MC C-933, Parkhill Truck Co., Tulsa, Okla., et al., vs. O. R. Smith, 
dba O. R. Smith Construction Co., Fort Worth, Tex., et al. 
Allege defendants, contractors who construct, repair, and dis- 
mantle gas, gasoline and oil pipelines throughout the United States, 
are operating as motor carriers without authority. Ask a declaratory 
order determining status of defendants. (Reagan Sayers, Century 
Bldg., Fort Worth, Tex.) 


MC C-934, Middlewest Motor Freight Bureau, Kansas City, Mo., Vs. 
Mutual Distributing, Inc., St. Paul, Minn.,- et al. 

Allege rates, charges, classifications, regulations and practices, 
in tariffs of freight forwarders and motor carriers, between Indiana, 
Illinois, Iowa, Wisconsin and Minnesota, in the case of the motor 
carriers, and between points in those states and also in North 
Dakota in the case of the freight forwarders, in violation of sec- 
tions 217 and 404 (a), (b) and (c). Ask cease and desist order, rates, 
etc. (K. Maurice Andren, 116 N. 9th St., Kansas City, Mo.) 

29882, Celanese Corporation of America, New York, N. Y., VS: 
International Great Northern, et al. 

Rates and-charges, welded steel pipe, in carloads, from Alhambra, 





No. 


Calif., to Driscoll, Tex., prior to, on and after January 1, 1947, in. 


violation of section 1. Asks a cease and desist order, rates and repa- 
ration. (E. F. Hanlon, 180 Madison Ave., New York 16, N. Y.) 


29883, The Kroger Co., Cincinnati, O., vs. A. C. L., et al. 

Rates, canned citrus fruit and/or juices, in carloads, originating 
prior to December 2, 1946, from points in Florida to Pittsburgh, 
Pa., via Potomac Yards, Va., in violation of section 6. Asks a cease 
and desist order and refund of overcharges. (William B. Daly, 
assistant general traffic manager, 35 E. Seventh St., Cincinnati 
2, O.) 

29884, C. F. Lytle Co., Sioux City, Ia., et al., vs. A. T. & S. F., et al. 

Rates and tharges, 16 carloads of second hand earth moving 


No. 


No. 


equipment (grading equipment), shipped in the period from March 
1, 1946, to May 1, 1946, inclusive, from Port Hueneme and/or 
Oxnard, Calif., to Canton, Okla., in violation of sections 1 and 6. 


Asks a cease and desist order, reasonable charges, waiver of “ 
(P. R. 


tional charges demanded by defendants, and reparation. 
Wigton, 1221 Badgerow Bldg., Sioux City, Ia.) 
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hecember 13, 1947 


Parte 166 Proceeding Moves 


nto Its Final Phases 

Chairman Aitchison notes, at final hearings on gen- 
eral rate increase petition at Washington, that supple- 
mental petition for added three percent is part of the 
case. Parmelee brings figures up to date. Franklin 
asserts proposed increases will not assure six percent 
return to railroads and claims rules changes ac- 
corded to trainmen and conductors involve no 
"“teatherbedding.” Shippers, short lines, Department 
of Agriculture and others supplement earlier testi- 
mony. 


Chairman Aitchison, at the opening December 8 of the final 
e hearing in Washington in Ex Parte 166, Increased Freight 
Rates, 1947, said the supplemental petition of the railroads for ¢ 
bn additional increase of 3 per cent in freight rates in and be- 
ween the various territories, and a 10 per cent increase in the 
axima previously proposed for certain commodities, had been 
filed, was noted and “is before us.” (See Traffic World, Dec. 6, 
», 1632.) 
The chairman also observed that a number of verified state- 
ents had been received, conforming to the Commission’s rules, 
bind that they would be listed. Another group, he said, while 
n the form of sworn statements, were in reality argument and 
‘obviously have a common origin,” with language that was sub- 
tantially identical. Those, he said, would be received, but only 
is memoranda in lieu of argument, and would not be listed. 

He also announced that Examiner Burton Fuller would 
sonduct a separate hearing to receive testimony concerning 
anthracite coal and cross-examination with respect to iron ore. 

Referring to a motion of the Lynchburg (Va.) Traffic Bu- 
reau, that the carriers be required to produce evidence relating 
to efficiency of operation, the chairman said it was not neces- 
sary to pass on the motion, as the evidence with respect to the 
reasonableness of the proposed rates should come from the 
carriers and that they had presented certain testimony to make 
a sufficient case on that subject. 

As in the case of the September hearing, division 2, con- 
sisting of Chairman Aitchison, and Commissioners Splawn and 
Alldredge, augmented by: Commissioner Mahaffie, heard the 
testimony. Sitting with them were the following members of 
a committee of representatives of the state commissions: H. L. 
Mason, of Iowa; N. B. Knight, of Louisiana; and Dr. Kenneth 
Potter, of California. N. J. Holmberg, chairman of the Minne- 
sota, who sat with the division in the September hearing, was 
not present at the opening of the Washington hearing. 


Parmelee Presents Supplemental Figures 


Dr. Julius Parmelee, director of the Bureau of Railway 
Economics of the Association of American Railroads, was the 
first witness called by Jacob Aronson, vice-president and gen- 
eral counsel of the New York Central system, and heading 
counsel for the railroads. Dr. Parmelee offered an exhibit to 
bring up to date the figures presented at the September hear- 
ing. Mr. Aronson said testimony relative to the additional 3 per 
cent increase would also be offered. 

_ Dr. Parmelee said, as a result of questionnaires sent to the 
railroads cooperating in furnishing traffic data, estimates of- 
fered earlier had been increased. Freight ton miles for 1947 
had been increased by 1.7 per cent for 1947, and 1.6 for 1948, 
and passenger miles by 2.7 per cent for 1947, and 3.3 per cent 
for 1948, he said. On the basis of the September 5 petition, 
said Dr. Parmelee, gross revenue of the carriers was estimated 
to be increased by $1,940,000, or 26.6 per cent, in 1948. The 
petition filed December 3, asking for the additional 3 per cent 
increase, he said, would add an estimated $187,000,000 to 1948 
gross revenues, making a total of $2,128,000, or 29.2 per cent 
over the rates in effect before the 10 per cent interim increase 
was granted in October. He said the net figures would be 
different. 

The witness said the average revenue a ton-mile for the 
first 8 months of 1947 was higher than the corresponding 1946 
period by 9.4 per cent, and the average revenue a passenger- 
mile was higher by 6.7 per cent. 

His revised exhibit showed the material and supplies in- 
dex of average unit prices with May, 1933, as 100, standing at 
216.6 in June, at 225.3 on September 2, and at 227.9 on No- 
vember 1. Fuel (coal and oil) showed an index of 245.2 in 
June, of 276 on September 2, and 291.3 on November 1, with 
the composite figure at 225.7 in June, at 242.1 on September 2, 
ind at 248.1 on November 1. 

After reviewing traffic and income estimates, which Dr. 
Parmelee said would show a deficit in Class I railroad net 
income in 1948, on the basis of rates and charges in effect 
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prior to the interim decision of October 6, of 313,300,000, and 
a net income of $953,900,000 for 1948 on the basis of the latest 
revision of the carriers’ petition in Ex Parte 166. The rate of 
return, based on the latter assumption, calculated on the net 
investment for 1946 of $32,548,967,031, he said would be as 
follows: For the United States, 5.69 per cent; Eastern District, 
5.13 per cent; Pocahontas Region, 7.95 per cent; Southern Re- 
gion, 6.13 per cent; and Western District, 5.67 per cent. 

He said the proposed increase of 3 per cent in the rates 
over the September petition of the railroads was meant to meet 
wage increases and rule changes for operating employes, 
$165,600,000, and an estimated $51,200,000 increase in the cost 
of materials and supplies. 

When John S. Burchmore, for the National Industrial 
Traffic League, raised a question as to the difference between 
the views of the various railroads as to their optimism or pes- 
simism, Commissioner Mahaffie asked if there would be an 
exhibit similar to an earlier one (No. 29) showing the esti- 
mates of the individual roads. Parker McCollester, for the 
American Newspaper Publishers’ Association and certain auto- 
mobile manufacturers, said that, since he had asked for the 
original exhibit, he would repeat that request. 

Dr. Parmelee also offered a revised sheet (page 4 of his 
Exhibit 2) to bring up to date a statement of “average prices 
received by growers for fresh vegetables, 1939-1947 (Octo- 
ber).” 


Franklin on Supplemental Petition 


In the course of his prepared statement explaining the 
increase “in wages to operating employes and “the necessary 
changes in the petition to offset these increases,” Walter S. 
Franklin, vice-president in charge of Traffic for the Pennsyl- 
vania Railroad, was asked by Chairman Aitchison as to the 
position taken by some of the parties, that the railroads should 
have a 6 per cent return on investment. If that was the case, 
the chairman said, he warted to know why the petition “‘is 
not frank” in telling the Commission what the railroads needed. 
Mr. Franklin said some people had communicated the 6 per 
cent figure to the Commission, and added that “this will not 
bring it about.” He said he thought the position of the rail- 
roads was that “this is as far as they want to go at this time.” 

The chairman, referring ‘to statements concerning the 
maintenance of an adequate railroad system and the necessity 
of increased freight rates to enable the carriers to furnish 
efficient transportation service, asked if the latest petition of 
the carriers would accomplish those purposes. Mr. Franklin 
replied that “if we have no further increase in wages or costs 
of materials, it will enable the railroads to perform efficient 
transportation service.” Asked by the chairman if it would 
enable the carriers to meet their duties under the national 
transportation policy, the witness said it was “pretty hard” to 
tell how much more money the railroads would have to spend 
to keep their transportation machine up to date, and that not 
until new passenger and freight equipment were in service 
would they be able to tell. 

A number of questions asked by shipper counsel were di- 
rected to learning whether there had been discussions at the 
December 2 meeting of the railroad traffic officers, at which 
the decision to ask for the additional increases was reached, 
as to possible diversion of traffic. The witness said those traf- 
fic officers were familiar with the regional hearings, and what 
shippers had said as to diversion of traffic. 


No “Featherbedding” 


As to the four rule changes he said had been agreed upon 
between two of the operating brotherhoods and the carriers, 
Mr. Franklin said none of those rules, in the judgment of the 
traffic officers, could be called a “featherbedding” rule. Later 
in his cross-examination, he said he did not think the Septem- 
ber petition of the railroads, which called for increases greater 
than those asked in July because of a wage increase granted 
non-operating employes, had stimulated the operating em- 
ployes to make their request for wage increases. He said the 
heads of the brotherhoods had been concentrating on rules 
changes ._but that, when the nonoperating employes were 
granted their increase, there had been great pressure on the 
leaders of the operating brotherhoods “to get something,” and 
that those leaders had reached the conclusion that “if they 
were going to get anything, they had better change and ask 
for a wage increase and not rules changes.” 

John F. Finerty, representing the Glass Container Manu- 
facturers Institute and the Zinc Institute, after a series of ques- 
tions concerning increased costs, asked if there were increases 
in the cost of materials and supplies and wages, “you will be 
back here again for further increases,” and Mr. Franklin re- 
plied that, if the level of costs of materials and supplies, and 
of wages, advanced, “then we are going to come back, provided 
conditions make it necessary for us to do so.” 

In answer to questions by A. G. T. Moore, traffic manager, 
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Southern Pine Association, as to whether the “agility” of the 
railroads in presenting their request for increased rates stimu- 
lated the operating brotherhoods, Mr. Franklin said the em- 
ployes of the railroads did not “move forward” to obtain in- 
creases until unions in the coal, steel, and automotive industries 
and other industries had obtained increases in wages, and that 
the railroad employes were “now closing this particular cycle.” 
Chairman Aitchison interjected the remark that the former 
Commissioner J. C. Clements had asked, in 1917, when “this 
enc fe thera would stop. Mr. Franklin said he wished he 
new. 

Bernard L. Glover, representing 31 cement companies, 
asked a series of questions as to why the maximum increase on 
cement had been made three and one-third times the maximum 
on salt. Mr. Franklin said it was because it was “in our best 
judgment” what could be done for those two commodities. 

In answer to a question by Chairman Aitchison, as to how 
the railroads would desire to publish the proposed increases, Mr. 
Franklin replied they preferred to publish them as a part of the 
rate structure and not as surcharges. 


Short Lines’ Testimony 


C. E. Huntley, secretary-treasurer of the American Short 
Line Railroad Association, offered an exhibit to show the results 
of a study as to the rate of return on the properties of other 
than Class I carriers, members of the association, observing that 
the various petitions for increases had been filed by the Class 
I carriers and the short lines together, rather than by means of 
separate petitions as had been the procedure in earlier pro- 
ceedings of the kind. ; 

In the course of his prepared statement, he said in many 
cases the interim increase granted effective October 13 in the 
proceeding had not yet become effective as to intrastate freight 
rates “due to the fact that the state commissions have not taken 
appropriate action.” The figures he,offered, he said, did not 
include any Ex Parte 166 rate increaSes, and no wage increases 
resulting from 1947 action. 

For 1946, for electric companies, switching and terminal 
companies, and Class II and III railroads, he showed net prop- 
erty investment, plus cash, material and supplies, of $405,355,- 
925; net railway operating income of $9,147,490, and net income 
of $2,394,934. For these roads as a whole he showed a rate of 
return of 2.256, electric companies having a return of 1.886; 
switching and terminal companies, 2.013; Class II railroads, 
2.704, and Class II railroads, 3.044. 

When the witness said he could not answer questions as 
to diversion of traffic, the chairman said the short lines were 
particularly vulnerable to short-line motor hauls, and Mr. Aron- 
son asked if it was not true that the bulk of the short line 
traffic was interchanged with line-haul railroads and not neces- 
sarily short-haul traffic. The witness replied in the affirmative. 

At the conclusion of Mr. Huntley’s testimony, Mr. Aronson 
said the railroad supplemental testimony was completed. 


Shipper Testimony 


The chairman called a number of shipper names to ascer- 
tain those who were prepared to put in their testimony, and 
after discussion of when various interests would be ready, Harry 
R. Brashear, for the Aircraft Industries Association of America, 
Inc., offered a prepared statement and exhibit which were ac- 
cepted into the record without reading. 


“Our members are convinced the carriers, here endeavor- 
ing to show the need for large increases in rates, are ineffi- 
ciently operated and the figures here submitted appear 
substantially to support that conviction,” said Mr. Brasher’s 
statement, in part. 


At the conclusion of his statement he said it was the view 
of the members of his organization that “in order to comply 
with section 15(a) of the act and the Congressional declaration 
of policy, the Commission should conduct such an investigation 
as will assure efficiency in the operations of the carriers here 
involved.” 

He opened his statement with a reference to Dr. Parmelee’s 
exhibit No. 1 and said the evidence showed the historical state- 
ment of average revenue a ton-mile, beginning with 1921, “was 
introduced to disclose a tendency toward reduced rates.” He 
said “for various reasons we believe this does not reflect a 
complete picture of the situation,” and after reviewing the rate 
cases to Ex Parte 74, Increased Rates, 1920, said “each suc- 
ceeding increase was pyramided on the other so that the year 
1921 discloses the cumulative effect of these increases,” adding 
that the Commission, in 1922, found these rates too high and 
required the carriers to reduce them 10 per cent. He said a more 
complete comparative analysis would begin with the rate level 
in 1914 ‘“‘when the carriers for the first time were successful in 
what has developed into a long series of applications for gen- 
eral increases in rates.” He continued by saying the reasons 
why “these comparisons do not reflect the actual situation is 
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because the average haul for recent years is longer than for 
the year 1921.” 

He then reviewed the general rate increase cases of the 
aaa period, and contrasted present rates with those of 
1914. ; 


Turning to Dr. Parmelee’s statement of net income (or 
deficit) after fixed charges in his exhibit No. 1, he said the 
immense decrease shown was caused by the decrease on the 
New York Central and the Pennsylvania, adding that “no one 
will deny this showing is alarming.” He then compared per. 
formance of the Pennsylvania with other railroads as shown 
in his exhibit, and said “every carrier listed on this page, except 
the New York Central, shows a substantially better.record than 
the Pennsylvania in 1946.” After further comparisons of oper. 
ating results, he said delay with which shipments were handled 
further convinced his members of inefficiency in railroad op. 
eration. 

He estimated the direct increased freight charges to mem- 


bers of his association as $3,000,000, but added it was the 


‘indirect charges that would bring about the greatest increases, 
The cost of aluminum sheet purchased by members of the 
association in 1946 would be increased $4,800,000, he said, while 
the increased cost of other aluminum products would be about 
$2,500,000, and increases on other commodities would bring the 
total to $12,000,000. 


Separate Hearing on Coal Rates 


In a separate hearing, Examiner Burton Fuller heard 
testimony of C. J. Goodyear, traffic manager of the Philadelphia 
& Reading Coal & Iron Co., representing the Anthracite Insti- 
tute (producers) and the Eastern States Retail Solid Fuels 
Conference (dealers). 

Mr. Goodyear, on direct examination by R. Granville Curry, 
referred to increases on anthracite coal as proposed by the car- 
riers in their December 3 petition, and asserted the anthracite 
industry was against any increase in excess of the rate proposed 
on bituminous coal. 

Mr. Goodyear said he estimated that more than 80 per cent 
of the anthracite movement by railroad was being transported 
at rates exceeding $1.68 a gross ton. He said he figured the 
average increase under the rail proposals would be about 50 
cents a gross ton as compared with 34 cents for bituminous coal. 
He estimated the increase on 1946 production would have been 
upward of $23,000,000. He contended that no greater increase 
was justified on anthracite than on bituminous. The anthracite 
industry, he said, in answer to a question, would be satisfied 
to have the railroads obtain the revenue they needed but would 
be extremely dissatisfied with any increase greater than that 
on bituminous. 

In previous proceedings, said Mr. Goodyear, the Commis- 
sion had not authorized a greater increase on anthracite than 
on bituminous coal. The interim increase in Ex Parte 166, he 
said, was the same on both classes of coal. 


Geographical Advantage Noted 


The anthracite industry, he said, had a natural geographical 
advantage through its proximity to its greatest market, New 
England and other northeastern states. The carriers’ proposal, 
however, he added, would rob the industry of this advantage. 
He cited among others, a rate of $4.10 on anthracite to Boston, 
which, he said, was an increase of 56 cents or 13.17 per cent 
as compared with a Clearfield bituminous rate to Boston of 
$4.67, an increase of 34 cents or 7.3 per cent. 


He said the anthracite industry felt that the “discrimina- 
tion” against it proved by the railroads was “particularly 
heinous” in view of the fact that just before the war the 
anthracite industry was in “desperate financial straits.” Since 
1929, he said, every anthracite rate, with the exception of 
certain rates applying in New York state, had been reduced 
by orders either of the Commission or state regulatory bodies. 


Anthracite Truck Tonnage 


Truck tonnage of anthracite, he said, had maintained in 
excess of 7,000,000 tons for several years but this year there 
was a tendency to decrease, said Mr. Goodyear. One of the 
principal reasons, he added, was a distinct shortage in stove 
and chestnut coal which provided the chief truck tonnage. 
In answer to a question he cited examples showing that truck 
deliveries in many instances were around 40 to 45 miles. | 

Examiner Fuller asked Mr. Goodyear if the anthracite In 
dustry preferred a percentage increase. He said a graded in- 
crease might be more satisfactory than a flat increase. Mr. 
Fuller asked about a percentage increase subject to a maximum. 
Mr. Goodyear said it would be difficult to arrive at any conclu- 
sion “at first blush” but it appeared there would not be much 
to choose. 

F. P. Estes, of the National Coal Association, referred t0 
an exhibit of Mr. Goodyear’s, showing, among other things, 
that anthracite provided 25.9 per cent and bituminous 13.4 per 
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cent of the total freight revenue of nine Class I railroads in 
the year 1946. At one juncture Mr. Goodyear said the Jersey 
Central was losing millions on commuter service and asked 
why anthracite should pay that, “or bituminous for that mat- 
ter.” ° 





Statement Received 


Examiner Fuller, at the outset of the hearing, said there 
had been referred to him a verified statement of the National 
Gypsum Co., offered by J. M. Carey, its traffic manager, at 
the Boston hearing, but rejected on objection by J. J. Fitz- 

trick, chairman of the carriers’ committee for the eastern 
district, that Mr. Carey was not present for cross-examination. 
Mr. Fitzpatrick said he withdrew the objections and Examiner 
Fuller received the verified statement in which denial of the 
rail petition for increases was asked. 















Parmelee Recalled 


Dr. Parmelee was recalled to the stand the second morn- 
ing of the hearing and, in a lengthy course of questions by 
John S. Burchmore, for the National Industrial Traffic League, 
Mr. Finerty, and Parker McCollester, requests were made for 
the factors that had entered into the estimates furnished Dr. 
Parmelee by the thirty-three railroads. After Mr. Aronson 
observed that the witness had testified° he had compiled the 
data furnished by the railroads, Mr. McCollester obtained a 
ruling from Chairman Aitchison that shippers might have an 
opportunity to cross-examine one railroad witness from each 
of the freight territories. Mr. McCollester said he was inter- 
ested in knowing the factors they considered for 1948 esti- 
mates, and would leave choice of the executives to be called 
to Mr. Aronson. 

In this period of cross-examination by Mr. Burchmore, 
after Mr. Aronson objected to the line of questions because, 
at the September hearing, he said, the executives of the thirty- 
three railroads were reported available for cross-examination, 
Mr. Burchmore said he believed the railroads needed substan- 
tially more than they were getting under the Commission’s 
interim order, granting a 10 per cent increase temporarily. 
However, he said, he did not know just how much that might 
be and he was trying to find out. He added he did not think 
it was “anywhere near the 41 per cent” they were asking. 

One of the subjects again pursued by counsel for the ship- 
pers in their cross-examination was the degree of diversion of 
traffic that might result if the railroads were granted the full 
increases they sought. 


































D. of A. Witness Cross-Examined 


Dr. Louis H. Bean, in the office of statistics of the Depart- 
ment of Agriculture, who filed a copy of verified testimony in 
which he said the requested increases of the railroads appeared 
excessive (see Traffic World, Dec. 6, p. 1653), was questioned 
by Mr. Aronson as to the method he followed of dividing the 
ton-miles of traffic reported to the Commission by the Federal 
Reserve Board index.of industrial production, to obtain a cor- 
relation between a unit of production according to the index 
and the corresponding ton-miles of traffic. At one point in the 
cross-examination, Chairman Aitchison, who also asked ques- 
tions about the method followed, observed that the witness 
was “mixing horses and apples,” having developed that un- 
processed agricultural commodities and export coal were not 
included in the F. R. B. index. 


Under questioning by Mr. Aronson, the witness said he 
was not offering a forecast of traffic, but was merely placing 
before the Commission a formula which he hoped would be 
helpful to it. Pressed for his idea as to production for next 
year, the witness said.it would be about 200 according to thé 
F, R. B. index, with a resulting traffic, according to his cor- 
relation, of about 700,000,000,000 ton-miles. When Mr. Aron- 
son asked the witness if he considered agricultural traffic in- 
Significant, Dr. Bean said he was concerned with aggregates 
and not with individual commodities that would distort things. 

€ said economists, in constructing charts such as were in- 
cluded in his statement, weighted the various elements. Mr. 
Aronson asked if there was not a “striking disparity” between 
the weighing accorded coal in the F. R. B. index and its im- 
Portance in total railroad tonnage. 


Raising a question as to certain of the figures used in Dr. 
Bean's statement, Mr. Aronson drew agreement that the fig- 
ures would have to be revised because Dr. Bean had given full 
effect to the 10 per cent interim increase without allowing for 
he reduction in the overall percentage caused by the limita- 
tion of the increases on certain commodities. Using an average 
of the September request for 31 per cent in Official Territory 
and between that territory and the other sections of the coun- 
try, and in and between the other sections, Dr. Bean arrived 
at 33 per cent as the increase for the country as a whole, and 
admitted a revision would be necessary in order to give effect 
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to the average, due to the limitations on certain commodities, 
which Mr. Aronson said resulted in an overall average increase 
as then requested of 26.6 per cent. 

When Mr. Aronson pressed the witness as to his purpose 
in appearing, if he was not offering an estimate of future rail- 
road operations, Chairman Aitchison directed attention to the 
concluding lines of Dr. Bean’s statement that “the requested 
increases therefore appear excessive because of the volume 
factor as well as for the reason that they would produce a 
disparity in relation to commodity prices and complicate the 
nation’s effort to check the course of inflation.”” The witness 
then said that Mr. Aronson had “dug the answer out of me” 
in earlier cross-examination, Mr. Aronson commenting that the 
phrase was a good one. 


Nature of Increases 


Mr. Burchmore suggested that, in view of the statement 
by Mr. Franklin as to the method to be followed in publishing 
any increases granted, by imbedding them “in the permanent 
rate structure,” certain rail witnesses who had offered verified 
statements would not be cross-examined. J. K. Knudson, for 
the Department of Agriculture said the department would resist 
“imbedding” any increases in the permanent rate structure. 


Dr. Gilbert Cross-Examined 


Dr. R. V. Gilbert, who had appeared at the previous Wash- 
ington hearing and at the Chicago hearing, took the stand 
to offer an exhibit and an accompanying statement which he 
said were intended to treat two questions raised by Chairman 
Aitchison at Chicago, one dealing with the method of relating 
requirements to the level of traffic as measured by traffic units, 
and the use of the average annual arithmetic growth. The 
remainder of his exhibit, he said, was directed to railroad per- 
formance in the Eastern District. 

He asserted that the problem of the railroads in 1948 would 
be the same as he said had existed in 1947, i. e., lack of capacity 
to meet the amount of traffic that would be offered. He said his 
earlier statement concerning traffic in the last half of the year 
had been borne out of the traffic figures for August and Septem- 
ber, and the estimated figures for October, as well as by car- 
loading figures for the five: November weeks. He said the 
railroads, in the last five months of this year, had topped 
the performance of the second half of 1946, and he could see 
no reason for believing that, for 1948 as a whole, the railroads 
could not carry more traffic than they estimated they would 
carry in 1947. 


Eastern Rail Performance 


Referring to a chart in his exhibit, he said output per man 
hour, output per ton of fuel and output per dollar of material 
and supplies for the eastern railroads showed, since 1943, a 
marked difference in efficiency of operation as compared with 
the remainder of the country. He said the factor that might 
explain the difference in the output per ton of fuel and dollar 
of material cost might be that the Eastern District, during the 
war period, did not enjoy quite as large a proportionate volume 
of traffic as did the other regions and that the change in the 
“geographical density” during and since the war might have 
had a great deal to do with the proportion of traffic carried 
by roads in the various sections. 

The chairman suggested that, as terminal services in the 
east might account for lower man hour output, so terminal 
service in the east, requiring more switching service, in rela- 
tion to line haul, might be an explanation of lower output for 
fuel. Dr. Gilbert said a more intensive study might show no 
lack of efficient management, but that from the data he had 
been able to gather it was indicated the eastern roads had not 
been as efficiently managed as roads in other parts of the 
country. 

He then referred to estimates of net railway operating in- 
come and net income in his prepared statement, which he said 
showed, for 1948, net railway operating income for the country 
as a whole of $1,067,000,000, and net income for that year of 
$769,000,000. 

He expressed the view that, within a year or two, wartime 
inefficiency would be “washed out” and the efficiency demon- 
strated by the railroads from 1922 to 1941 would again come 
into play. Expenses, therefore, would be lower, he said, and 
net railway operating income after 1948, with the same rate 
structure, would be greater than in 1948. 


Rail Investment Discussion 


Dr. Gilbert said it was his impression the net investment 
of the railroads had declined since 1931 and said it indicated 
a failure to provide proper transportation service. Chairman 
Aitchison suggested that, since 25,000 miles of lines had been 
abandoned, that might be an indication of a correction of over- 
expansion. 

The witness continued by saying production would continue 





1728 


to grow in the next four or five years, adding that “we desper- 
ately need more transportation service to keep pace with the 
expansion of industry that lies before us.” If the railroads did 
not expand their facilities beyond depreciation and retirements, 
he said, “it will provide one of the critical bottlenecks that will 
stand in the way of achieving the national objectives embodied 
in statutes,” which he said were the full utilization of our 
resources and the employment of all the people. 

He told the chairman he thought ill-advised attacks made 
on the Commission in the past for permitting expansion of 
what was called ‘a moribund industry,” and added the rails 
could compete with other forms of transportation if they had 
management and vitality and would “put in the money” neces- 
sary to keep abreast of competition. He told Commissioner 
Splawn he could not say how much the railroads should invest 
in their properties, and as to how they were to obtain money, 
he suggested, as one method, the borrowing of money or the 
issuance of new securities, adding the railroads had not been 
in the market “since the year one.” When Mr. Aronson asked 
if that was “by choice,” Dr. Gilbert said the railroads could 
have sold securities “if they had shown gumption.” 

He said other industries “go out and work for the money 
they make. They do not expect to measure earnings entirely 
out of increased rates and charges.” 

Commissioner Mahaffie then asked a series of questions 
which developed the fact that a billion and a quarter or a 
billion and a half of railroad facilities had been substantially 
amortized prior to 1946, and the effect of this fact on his 
statement about railroad investments. The witness said he did 
not think that would “wash it out completely.” Going on to 
say the property was not now subject to depreciation, Com- 
missioner Mahaffie asked if, to gain a true picture of present 
earnings, that should not be taken into consideration, and drew 
agreement from Dr. Gilbert that in his figures (and Commis- 
sioner Mahaffie added, in the railroad figures) he had not 
given consideration to about $40,000,000 a year difference the 
amortization would make. 


Hearing Before Fuller Ends 


In the separate hearing conducted by Examiner Fuller the 
cross-examination of Mr. Goodyear was completed early on 
the second day of hearing and Allen J. Johnson, consulting 
engineer and former director of the Anthracite Institute’s re- 
search laboratory took the stand. 

Freight rates, said Mr. Johnson, were one of the factors 
most likely to determine the anthracite industry’s success in 
holding its markets for heating fuel. He described a program 
of the industry in solid fuels heating research with a view to 
holding the cost within reason and making the fuel more ac- 
ceptable. He entered an exhibit which, he said, showed an 
advance of 67 per cent in retail price of chestnut anthracite 
since pre-war days and 11 per cent since August 1, 1946, based 
on weighted average prices in 13 cities. He testified that a 
higher freight rate on anthracite would have a detrimental 
effect on the industry. 


Mr. Johnson described the penetration of natural gas lines 
into the eastern anthracite market area as far as Boston and 
said a number of lines for which applications for permits were 
now pending with the Federal Power Commission would re- 
quire 723,714 tons of steel that was badly needed to build box 
cars. He said the sale of “bottled gas,” consisting of a mixture 
of butane and propane gases, was “a very serious threat” to 
the anthracite industry and that the competition would be 
more serious as the price of these gases went down. 


Mr. Curry objected to questions asked Mr. Johnson by 
Walter Matson, of the Department of Agriculture, with re- 
spect to the effects of the rate increases on the anthracite in- 
dustry, saying that Mr. Johnson was not qualified for such 
testimony and that Mr. Goodyear had covered the rate situa- 
tion. Mr. Matson had wanted to know, among other things, 
if it would be satisfactory to the anthracite industry if the 
Commission would prescribe addition 10, 20 or 30 per cent 
increases on coal and apply it equally to anthracite and bitu- 
minous, Mr. Curry’s objection was sustained. 

_ Norman F. Pattson, statistician, of Wilkes-Barre, Pa., 
cited figures from statistical statement Q-500 of the Bureau 
of Transport Economics and Statistics showing, he said, that 
for the first half of 1947, an anthracite movement of 23,700,000 
tons produced an average revenue of $59,298,000 and a bitu- 
minous movement of 223,357,000 tons produced average rev- 
enue of $553,776,000. From these averages, said Mr. Pattson, 
an arithmetical average rate of $2.50 a net ton for transpor- 
tation of the anthracite would be obtained and a rate of $2.49 
for the bituminous, on Class I roads, or a practically equal 
rate for the two types of coal. 


_ William G. Kurtz, vice president, Household Fuel Corpo- 
ration, and William D. Jagendorf, vice president, Prince, Jag- 
endorf, Greene, Inc., both of New York, and dealers in fuels, 
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testified with respect to the anthracite-bituminous competitive 
situation. Mr. Kurtz presented an exhibit detailing numeroys 
individual household conversions from anthracite to bituminoys 
coal in the New England area as reported by his company, 
Mr. Jagendorf said there was definitely competition between 
the two classes of coal in the New York City areas he served, 
He said he believed any rate increases should be identical for 
the two classes, in cents a ton. 

Mr. Curry announced completion of the anthracite wit. 
nesses’ direct testimony and the petitioners were instructed to 
present their witnesses. 


Rail Witnesses in Anthracite Hearing 


P. D. Jonas, comptroller of the Lackawanna railroad, the 
first witness for the “anthracite roads’, entered an exhibit 
which, he said, showed the elements of value as of January 1, 
for anthracite and bituminous carriers and their rates of re. 
turn based on the elements of value as of January 1, for the 
years 1946 and 1947. Mr. Jonas said his exhibit showed a higher 
rate of return for bituminous carriers than for the anthracite 
carriers. 

Mr. Jonas said the state of New Jersey was “notorious for 
its high railroad taxes’, already higher than in any other states 
and expected to be increased from six to eight million dollars a 
year unless some relief were granted. All of the anthracite 
roads operated in New Jersey except the Central of Pennsyl- 
vania and the Delaware & Hudson, he said, adding that the 
Pennsylvania was the only bituminous road operating in that 
state. 

On cross-examination by Mr. Curry, Mr. Jonas said there 
were large passenger deficits on some of the anthracite roads 
like the Central of New Jersey and the Lackawanna; that com- 
muter traffic was largely responsible in the case of the Central; 
and that other losses were chargeable to car lighterage service 
in New York harbor and less-than-carload traffic. 


Coke Testimony 


John B. Keeler, manager of the traffic and transportation 
department of the Koppers Co., Pittsburgh, said his company as 
a manufacturer of coke was in competition with anthracite and 
had the same competitive sales problem as anthracite. He asked 
that no rate advantage be given anthracite over coke. Asserting 
that his company was a heavy user of bituminous coal in the 
manufacture of coke, he asked that no higher increase be 
granted on bituminous than suggested by the carriers. If there 
was to be any increase on anthracite or coke, he said, his com- 
pany preferred a graduated scale. He said he would not object 
to a percentage increase if there were a fixed maximum. 

Rail Testimony Resumed 

O. E. Schultz, chairman of the Coal and Coke Committee, 
Trunk Line Territory, outlined the proposed rail increases on 
anthracite. He entered exhibits which showed, he said, that for 
eight anthracite-hauling railroads, anthracite tonnage in 1946 
represented 29.58 per cent of the total revenue tonnage and 
anthracite revenue 20.24 per cent of the total. 

There were strong demands for anthracite in both foreign 
and domestic markets, he said, adding that indications were 
this situation should continue indefinitely. 


There had been reductions in anthracite rates, said Mr. 
Schultz, adding that the bituminous rates had not been reduced 
and that this situation warranted the increases requested. _ 

In the last half of 1946, he said, anthracite tonnage moving 
by rail exceeded the movement in the first half of the year, and 
shipments in the first half of 1947 had practically paralleled 
those for the same period of 1946, which indicated, he said, that 
the passing of the freight rate increases on to consumers by 
increasing retail prices had not retarded the anthracite rail 
movements. He said the traffic officers of the anthracite lines 
felt confident they would not lose any substantial tonnage to 
motor trucks because of the proposed increases. ; 

Mr. Schultz said that in addition to voluntary reductions 
made by anthracite carirers, the rates on anthracite to the New 
York Harbor piers were reduced 25 cents a gross ton effective 
May 22, 1946, by order of the Commission in No. 27766, Alden 
Coal Co. et al. vs. Central Railroad of New Jersey, et al. 

John Schrieber, coordinator ef the retail solid fuel industry 
in New York City and secretary of the Retail Solid Fuel Con- 
ference, was called by Mr. Curry to discuss some of Mr. Schultz 
assertions. He said Mr. Schultz seemed to give the impression 
that after a 22-cent reduction in freight rates retailers had 
increased their prices. He said this was not so and that after 
the decision in the Alden case the dealers took up with the 
Office of Price Administration the matter of a retail price re 
duction. He said anthracite was finally reduced 10 cents a ton 
by the O. P. A. in September, 1946. 


Second Separate Hearing 


In addition to the hearing being conducted by Examiner 
Fuller, Chairman Aitchison announced that another separate 
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nearing would be held by Examiner John P. McGrath. 

H. W. Wehe, president, Overlay Manufacturing Co., of 
Greensboro, Pa., and speaking also for the Metal Clad Door 
Association, said the capacity of the two plants operated by 
his company was: about 2,500 tons a year, and that the rail and 
truck shipments (the latter in company-owned equipment) for 
recent years had been as follows: 1945, rail, 5 per cent carload, 
65 per cent less-carload, 30 per cent trucks; 1946, 5 per cent 
carload, 75 per cent less-carload, 20 per cent trucks; 1947, first 
10 months, 5 per cent carload, 80 per cent less-carload, 15 per 
cent trucks. 

He said the situation of the industry was such that it would 
be impossible for it to absorb further rail freight rate increases, 
and it would be forced to the use of company-owned trucks and 
trucks of common motor carriers. 


Pressure Pipe 


J. K. Hiltner, general traffic manager, United States Pipe 
and Foundry Co., Burlington, N. J. who spoke also for a group 
of pipe companies, offered an exhibit showing the progression 
in rates on case iron pressure pipe from January 1, 1930, to 
date, and increases in cents a net ton and percentage increases 
that would result from the carriers’ and shippers’ proposals. He 
said the industry wanted to see the carriers receive sufficient 
revenue to enable them to give the service the industry was en- 
titled to, but that “it would be foolish for the industry to sit 
idly by, without protest, and permit the carriers to price them- 
selves out of business.” Publication of the rates proposed by 
the carriers would be “nothing more than a gesture” he said, 
and would not accomplish the purposes intended. The industry 
believed any increase should be made by flat or horizontal in- 
creases rather than by percentages, and the horizontal increases 
should be limited to a maximum amount a hundred pounds. 

He said rate relationships had beer disturbed by increases 
since 1929, and that the industry was willing to accept the pro- 
posal in the original petition, 15 per cent and 25 per cent, with 
a maximum of 7 cents a 100 pounds in iron and steel articles. He 
said the industry asked that the Commission prescribe rates no 
higher than those in the original petition, and, in any event, 
limit any percentage increase granted to a maximum amount a 
hundred pounds. 

Mr. Keeler, appearing for the Koppers Co., with reference 
to roofing, said he was not opposing the rail rates proposed by 
the carriers generally but that there was one situation the com- 
pany desired to bring to. the Commission’s attention. He pro- 
tested higher rates on pitch coated steel roofing than were pro- 
posed on galvanized steel roofing. He entered an exhibit 
showing, he said, the spreads in the rates between pitch coated 
and galvanized. On a movement from Verona, Pa., to Boston, 
Mass., he said, there would be a spread of 28 cents to the ad- 
vantage of the galvanized product as a result of the latest in- 
crease proposals. 

Petroleum Interests 


J. M. Koch, vice president, Quaker State Oil Refining Cor- 
poration, Oil City, Pa., appeared on behalf of the National 
Petroleum Association and the Western Pennsylvania Refiners’ 
Traffic Association. He said the N. P. A.’s appearance was not 
to oppose establishment of any rate structure that might be 
found by the Commission necessary for the railroads, but to 


examine the railroads’ evidence, to show the effect of large rate’ 


increases on the business of member companies. He said the 
purpose was particularly to advise the Commission with respect 
to the probable effect of large rate increases on the railroads’ 
petroleum traffic because “crude oil and the great bulk of its 
products are easily adapted for movement by other media of 
transportation.” 

Mr. Koch said he was confident the proposed increase as it 
applied to products manufactured in the east would work a 
hardship on all eastern refiners and thousands of smal: business 
men throughout the country who owned and operated the mar- 
keting companies that handled their products. 

As an example of increased differences against eastern re- 
finers he said would result if a 38 per cent increase were 
granted, Mr. Koch said the rail distance from Oil City, Pa., to 
Minneapolis, Minn., was 855 miles, and the rail distance from 
Tulsa, Okla., to Minneapolis was 714.3 miles, or a differential 
in mileage in favor of Tulsa of 140.7 miles. He said that as of 
January 1, 1938, Tulsa enjoyed a freight rate advantage of 6% 
cents a hundred pounds on lubricants and similar products 
Shipped in box cars. It was now proposed, he said, that this 
differential be established at 20 cents a hundred pounds on 
shipments in packages, carloads, and 34 cents on shipments in 
tank cars. 

Mr. Koch said the railroads’ proposals seemed to give little 
consideration to the “land-locked refinery.” 


Gilbert Warns of “Price Chaos” 


P The morning session of the third day of hearing in Ex 
arte 166 was given over to extensive cross-examination of Dr. 
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Gilbert, who said there would be price chaos unless some con- 
trols were exercised, and suggested that when Senator Taft 
“would consider renewing” controls, that ought to be a danger 
sign to the railroads. He continued by saying rate increases 
could not be more inopportune than at this time and could not 
have any more serious impact than they were likely to have 
at this “very critical juncture.” He said if the railroads were 
to obtain the full increase one-third of the mileage of the coun- 
try would be in bankruptcy within four years. 

At the end of the session, he offered as his personal opin- 
ion that the railroads needed a 5 per cent increase in addition 
to the 10 per cent interim increase, and agreed with Commis- 
sioner Alldredge that, if Congress saw fit to repeal the trans- 
portation tax of 3 per cent, there might be a further increase 
in the rates. 

The witness said there was no crisis, on the basis of the 
estimates he had put in on the previous day, facing transporta- 
tion that would warrant granting all of the increases requested 
“at a time of the most acute national economic danger.” 

Commissioner Splawn, observing that the proceeding rep- 
resented a “closing up” of the gap between rates and expenses, 
and that the amount of the increase was a matter of judgment, 
said whatever the amount, he understood it was Dr. Gilbert’s 
point that it would “touch off some type of inflation” which 
might be charged to the rate increase as “an alibi.” However, 
he asked whether, under the interstate commerce act, the Com- 
mission might refuse to authorize just and reasonable rates 
“merely because some business men” had said they would have 
to increase prices. Dr. Gilbert replied it was sometimes neces- 
sary to “lose the battle in order to win the war.” 

He added it was the Commission’s obligation to consider 
more than revenue effects, but that it also encompassed the 
consequences to the country and, therefore, to the railroads. 

Dr. Gilbert told Mr. Finerty that, in his prediction of bank- 
ruptcies in three or four years, he had taken into consideration 
the possible diversions of traffic as a result of increased rail 
freight rates. 

Mr. Aronson drew agreement from the witness that he had, 
in a speech some months ago, predicted a calamity in this 
country unless there was an increase in wage rates, and-that 
he had urged wage increases as a hedge against inflation. 
Questioning the witness about his criticism of the management 
of the eastern railroads, and as to his practical railroad expe- 
rience, of which the witness said he had had none, Dr. Gilbert 
said his conclusion was drawn from his statistical studies and, 
on the same basis, as the New York Central, the Pennsylvania, 
and the New Haven were the three largest railroads in the 
Eastern District, his studies would result in the same conclu- 
sion as to their management. 

In the course of an extensive discussion of the material in 
Dr. Gilbert’s testimony and exhibit, and while on the subject 
of the management of the railroads in the east, Dr. Gilbert said 
high terminal costs were a big problem and that management 
had the job of reducing those costs. 


Gilbert Offered to Represent Railroads 


Mr. Aronson asked if Dr. Gilbert had not “tried to have the 
railroads retain you in Ex Parte 162,” and Dr. Gilbert replied 
he turned down an offer. In answer to another question, he 
said the offer had been made by J. Carter Fort, vice-president 
and general counsel of the Association of American Railroads, 
who handled the case for the railroads in Ex Parte 162, by J. M. 
Souby, A. A. R. general solicitor, and Dr. Parmelee. Mr. Aron- 
son asked Dr. Gilbert if he had not asked for a retainer “to 
represent the railroads on the highest level of consultation ca- 
pacity,” and Dr. Gilbert replied only if the railroads would 
accept his advice. When they failed to accept his advice, he 
said, but asked him to accept a retainer in Ex Parte 162, he 
turned them down. He said he would be delighted to give the 
details as to why he had “turned them down,” and, in answer 
to a further question, said he sought the first interview and 
“they sought the later interview.” 


Mr. Aronson asked if he had sought out the railroads and 
proposed a retainer to represent them “to enable them to get 
an increase in freight rates,” and Dr. Gilbert replied he had, 
agreeing that “nobody had sent for’ him. On objection by 
Frederick G. Hamley, general solicitor for the National Associa- 
tion of Railroad and Utilities Commissions, the witness was not 
required to answer how much he had proposed as a retainer. 

At one point in his testimony, Dr. Gilbert expressed the 
view that railroad dividends had been too high. Commissioner 
Mahaffie, referring to a statement by the witness on the pre- 
vious day as to the sale of securities to obtain money for im- 
provements, suggested that a company not paying dividends 
would find it difficult to raise capital. 

The witness agreed that the railroads should have more 
than about $900,000,000 net railway operating income, to which 
Mr. Aronson said the increase granted operating employes, and 
added costs of materials and supplies since September 3 would 








1730 


reduce Dr. Gilbert’s estimate for 1948. On that basis, Dr. Gil- 
bert agreed the railroads should have some increase, but applied 


in such a manner as to “do the least possible damage to the price 
structure.” 


Advance Statements Filed with 
I. C. C. in Ex Parte 166 


Additional verified statements for shippers were filed in Ex 
Parte 166 by the following (see Traffic World, December 6): 


Atlantic Refining Co., Philadelphia; W. F. Morris, Jr., Weirton 
Steel Co.; A. Raymond Cornwall, vice-president and secretary, Dexter 
Sulphite Pulp & Paper Co., Dexter, N. Y.; and Psrchelsky Bros., Inc., 
sash, doors, and millwork, Brooklyn, N. Y.; J. J. Quinn, traffic man- 
ager, Rochester & Pittsburgh Coal Co., Indiana, Pa. 


These companies generally supported whatever increase 
the Commission might find necessary, the Rochester & Pitts- 
burgh Coal Co., asking that the “first or smallest increase” of 
any granted should be applied on basic bituminous coal be ap- 
plied on basic rates up to and including $1.15, the second basis 
be permitted on basic rates from $1.16 and $2.50 and a some- 
what higher increase on basic rates over $2.50. , 

Among other things, Atlantic Refining said it had experi- 
enced increased costs in all phases of its operation and had 
reason to believe the railroads had been subjected to similar 
conditions. It said it recognized that “its welfare, that of the 
nation, and possibly the prosperity and peace of the world, is 
to a very large extent dependent upon a thoroughly solvent 
system of railroad transportation in the United States.” The 
Commission should not only grant such increases as would 
permit them to remain in sound financial condition, it said, but 
should do so “with the utmost dispatch.” 


Railroad Security Owners 


arry C. Hagerty, vice-president and treasurer, Metro- 
politan Life Insurance Co., having immediate supervision of 
bond investments for his company, speaking on behalf of the 
Railroad Security Owners Association, Inc., said failure to grant 
immediate and adequate relief would result in further impair- 
ment of railroad credit. He then quoted a verified statement 
he said he had filed in Ex Parte 162-148, expressing similar 
views, and added that “developments following the subsequent 
failure to grant the relief there indicated as necessary, have 
substantiated the views that I expressed.” The decline in the 
market value of railroad securities since May, 1946, which he 
said was disproportionate to the decline in value of other secu- 
rities generally, was, in his opinion, principally attributable to 
the poor earnings showing of the railroad industry “as a conse- 
quence of the failure to grant adequate relief promptly in 1946.” 
The Bronx Board of Trade, Inc., of New York, said its 
board of directors had voted that the organization go on record 
in favor of increased freight rates. 
Others who have filed verified statements include: 


A. P. Heiner, general traffic manager, Kaiser Co., Inc., Oakland, 
Calif.; V. L. Hodges, of Norfolk, Va., on behalf of Ballard Fish & 
Oyster Co., Inc., Virginia Fisheries Association, both of Norfolk, and 
of National Fisheries Institute, Inc., of Washington, D. C.; Ralph A. 
Fletcher, treasurer and general manager, H. E, Fletcher Co., West 
Chelmsford, Mass.; and Frank G. Moore, Columbia Chemical Division, 
Pittsburgh Plate Glass Co., and Southern Alkali Corporation. 


Geneva Steel Reduction Cited 


Mr. Heiner said his company felt that representative rail- 
roads that were able “voluntarily to reduce freight rates and 
deplete themselves of annual income of approximately $1,- 
700,000” by a reduction in rates on steel from Geneva, Utah, 
to the Pacific Coast which, it said, was made 10 days after 
the effective date of the increased rates in Ex Parte 162, the 
1946 general freight rate increase case, was strong evidence 
that “no financial necessity exists on the part of the western 
railroads that would justify a further increase.” He said the 
company was further opposed to any further increases in any 
rates to or from Fontana “in view of the fact that the carriers 
have in an era of increasing rates re-allocated the freight 
rate burden borne by the various shippers using their facilities.” 


Rail Traffic Loss 


Mr. Hodges said his rebuttal of the figures the railroads 
had advanced in support of the proposed increases would be 
an attempt to present a practical, economic picture of the 
fisheries industry, the effect that higher rates would have on 
the movement of the products by the railroads, and to show 
that a further increase in freight rates would probably defeat 
its purpose by diverting “considerable movement” to other 
modes of transportation. He said, after World War I, he saw 
the movement of seafood go almost entirely to trucks, and that 
in the period between 1935 and 1940 “it reached a point where 





TRAFFIC WORLD 


we rarely ever loaded a car.” He asserted that when the rajl- 
roads in the “late thirties” had voluntarily put into effect 
“comparatively attractive commodity rates” on an experi- 
mental basis for a year “we warned them that there would be 
no need . . . simply because we calculated that it would re. 
quire from two to give years for them to regain the business, 
provided it was possible to do so at all.” The special commodity 
rates had been put into effect in Southeastern Territory, and 
were Still in effect, he said, “and as a result our movement by 
truck into this territory disappeared almost entirely.” Current 
freight rates were at the peak the industry could afford and 
“are inclined to stand,” he said, and any further increase would 
bring about a mass diversion to trucks, in his opinion. 


Within the fisheries industry, he said, costs had increased 
but the price structure was steadily weakening, with nothing 
in prospect that would materially change the outlook. In a 
discussion of “poor schedules” Mr. Hodges said the railroads 
usually told the industry the situation was due to obsolete or 
deteriorated equipment. He said passenger train schedules were 
pretty generally back to prewar basis, that he had seen several 
advertisements announcing new trains and even faster sched- 
ules, and that, “since revenue is the main issue, it appears 
inequitable that freight as in our case, should bear a total of 
70 per cent increase in rates while passenger rates have taken 
only a comparatively small percentage increase.” On the basis 
of an increase in freight rates of 28 per cent, he said “the pay- 
load of a tractor-trailer job” would be increased by $44 from 
Norfolk to Atlanta, based on 160 boxes of 100 pounds net 
weight, adding it was felt this amount, in addition to savings 
on icing charges and transit time of 24 hours against the present 
rail average schedule of 42 hours “would make truck trans. 
portation a decided inducement.” 


Limitations Asked 


Mr. Fletcher said his company produced granite and that, 
recognizing the need of the carriers for substantial relief, “we 
are willing to go along with the carriers with respect to their 
proposals on the high grade stone.” As to by-product and waste 
product, which he said amounted to several carloads to one 
carload of granite for monumental and building stone, he asked 
the Commission to limit the increases on paving, curbing, flag- 
ging and bridgestone, carloads, to 20 per cent above the 
June 30, 1946, rate subject to a 60-cent maximum a net ton, 
“and superimpose upon that increase such further percentage 
increase as may be found reasonable by the Commission sub- 
ject to a maximum of 30 cents per net ton.” He also asked 
some relief at border points that he said, under the proposal, 
would take a maximum of 60 cents from all southern produc- 
ing points, as against a maximum increase of 90 cents a ton 
from New England producing points. The border points be 
tween Official and Southern territories were important markets, 
he said. 


Mr. Moore said the companies he spoke for took no posi- 
tion with respect to the sum of increases sought, but wished 
to emphasize “the distortion in competitive relationship brought 
about by the percentage method of increasing rates and the 
harmful effects upon industry.” He said increases had pyre 
mided, beginning with the effective date of Ex Parte 123 in 
creases, and required varying amounts of absorptions at the 
plants of the two companies. 


L. Daitch & Co., of New York City, wholesale butter and 
cheese dealers, and the Company of Master Craftsman, Inc, 
of Oneida, N. Y., said the railroads should be granted such 
increases as the Commission found justified. 


STATE ACTION ON EX PARTE 166 RATES 


Frederick G. Hamley, general solicitor, National Associa- 
tion of Railroad and Utilities Commissioners, has informed 
members of the association that, according to reports received 
by him nineteen state commissions have granted railroad rate 
increases paralleling the interim increases granted in Ex Parte 
166, Indiana being added to the list of such states heretofore 
reported. In a bulletin to members in which he pointed out 
that the interim increases had been denied in Florida as pre 
viously reported, he said, in part: 


According to the latest information we have received, hearings havé 
been held in the following additional states, on the dates indicated, 
but we have no information as to the rate order, if any, which resulted: 
Arizona, Oct. 30; Colorado, Oct. 27; Idaho, Nov. 14; Kansas, Nov. 1 
Louisiana, Nov. 12; Montana, Nov. 17; Nevada, Nov. 12; North Dakota, 
Nov. 20; Oklahoma, Nov. 19; South Dakota, Oct. 23; Texas, Nov. 6, and 
Wisconsin, Nov. 6. . . . We have no information as to the status of 
the interim increases in the remaining sixteen states, as follows: 
Alabama, Arkansas, Connecticut, Delaware, Georgia, Kentucky, Michi- 
gan, Minnesota, Mississippi, New Jersey, New York, North Carolina, 
Pennsylvania, Tennessee, Utah and Vermont. Since Delaware has 0? 
state commission the interim increases are presumably in effect in tha! 
state. 
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U. S. SUPREME COURT NEWS 





Truck Line’s Attack on Two State 
Taxes Fails in Highest Court 


Opinion adverse to Aero Mayflower Transit Co. in its 
contesting of Montana levies on vehicles and on gross 
operating revenues obtained within state, when such 
levies are imposed in consideration of use of state’s 
highways, written by Justice Rutledge. Court says for- 
hire motor carriers and “particularly truckers of heavy 
goods ... make especially arduous use of roadways, 
entailing wear and tear much beyond that resulting 
from general indiscriminate public use,” and declares 
that “it is immaterial whether the proceeds (of the taxes 
assailed) are allocated to highway uses or others” 


e The Supreme Court of the United States, in an opinion 
handed down December 8 and written by Justice Rut- 
ledge, in No. 39, Aero Mayflower Transit Co., Applicant, vs. 
Board of Railroad Commissioners of the State of Montana et 
al., affirmed a Montana Supreme Court decision sustaining two 
state taxes, each expressly declared to be laid “in considera- 
tion of the use of the highways of this state,” which Aero 
Mayflower had assailed with the allegations, among others, 
that they were unconstitutional and that they were not allo- 
cated directly and exclusively to the maintenance of the state’s 
highways. 

In its opinion the U. S. Supreme Court stated that in vari- 
ous other cases it had sustained state taxes expressly laid on 
the privilege of using the highways, as applied to interstate 
motor carriers, and that in each instance it had declared that 
it was immaterial whether the proceeds were allocated to 
highway uses or to other uses. 

“Motor carriers for hire, and particularly truckers of 
heavy goods, like appellant,” the U. S. Supreme Court said, 
“make especially arduous use of roadways, entailing wear and 
tear much beyond that resulting from general indiscriminate 
public use. . .. Although the state may not discriminate against 
or exclude such interstate traffic generally in the use of its 
highways, this does not mean that the state is required to fur- 
nish those facilities to it free of charge or indeed on equal 
cag with other traffic not inflicting similar destructive ef- 
are 


Nature of the Taxes Assailed 


The taxes assailed’: by Aero Mayflower, the court said, 
were a flat tax of $10 for each vehicle operated by a motor 
carrier over the state’s highways, and a quarterly fee of one- 
half of one per cent of the carrier’s gross operating revenue, 
but with a minimum annual fee of $15 a vehicle for so-called 
Class C carriers, including Aero Mayflower. 


The text of the U. S. Supreme Court’s opinion, exclusive 
of footnotes, follows: 


_, Again we are asked to decide whether state taxes as applied to an 
interstate motor carrier run afoul of the commerce clause, Art. I, 
Section 8, of the Federal Constitution. 

Two distinct Montana levies are questioned. Both are imposed by 
that state’s motor carriers act, Rev. Codes Mont. (1935) Sections 3847.1- 
3847.28. One is a flat tax of $10 for each vehicle operated by a motor 
carrier over the state’s highways, payable on issuance of a certificate 
or permit, which must be secured before operations begin, and annually 
thereafter. Section 3847.16 (a). The other is a quarterly fee of one-half 
of one per cent of the motor carrier’s “gross operating revenue,’”’ but 
with a minimum annual fee of $15 per vehicle for Class C carriers, in 
which group ‘appellant falls. Section 3847.27. Each tax is declared ex- 
Pressly to be laid ‘‘in consideration of the use of the highways of this 
State’’ and to be ‘‘in addition to all other licenses, fees and taxes im- 
Posed upon motor vehicles in this state.’’ 


Prior to July 1, 1941, the fees collected pursuant to Sections 3847.16 
(a) and 3847.27 were paid into the state treasury and credited to ‘‘the 
motor carrier fund.” After that date, by virtue of Mont. Laws, 1941, 
¢. 14, Section 2, they were allocated to the state’s general fund. 
I Appellant is a Kentucky corporation, with its principal offices in 
paianapolis, Indiana. Its business is exclusively interstate. It con- 
ged in transporting household goods and office furniture from points 
n one state to destinations in another. Appellant does no intrastate 
usiness in Montana. The volume of its interstate business there is 
continuous and substantial, not merely casual or occasional. It holds 
4 certificate of convenience and necessity issued by the Interstate Com- 


merce Commission, pursuant to which its business in Montana and 
elsewhere is conducted, 
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In 1935 appellant received a class C permit to operate over Montana 
highways, as required by state law. Until 1937, apparently, it complied 
with Montana requirements, including the payment of registration and 
license plate fees for its vehicles operating in Montana and of the 5c 
per gallon tax on gasoline purchased there. However, in 1937 and there- 
after appellant refused to pay the flat $10 fee imposed by Section 
3847.16 (a) and the $15 minimum ‘‘gross revenue’’ tax laid by Section 
3847.27. In consequence, after hearing on order to show cause, the 
appellee board in 1939 revoked the 1935 permit and brought this suit 
in a state court to enjoia eppellant from further operations in Montana. 


Issuance of Injunction 


Upon appellant’s cross-complaint, the trial court issued an order 
restraining the board from enforcing the ‘‘gross revenue’’ tax laid by 
Section 3847.27. But at the same time it enjoined appellant from operat- 
ing in Montana until it paid the fees imposed by Section 3847.16 (a). 
On appeal the state supreme court held both taxes applicable to inter- 
state as well as intrastate motor carriers and construed the term ‘‘gross 
operating revenue’’ in Section 3847.27 to mean ‘‘gross revenue derived 
from operations in Montana.’’ It then sustained both taxes as against 
appellant’s constitutional objections, state and federal. Accordingly, 
it reversed the trial court’s judgment insofar as the ‘‘gross revenue’’ 
tax had been held invalid, but affirmed the decision relating to the flat 
$10 tax. — Mont. —, 172 P. 2a 452. 

We put aside af the start appellant’s suggestion that the Supreme 
Court of Montana has misconstrued the state statutes and therefore 
that we should consider them, for purposes of our limited function, 
according to appellant’s view -of their literal import, The rule is too 
well settled to permit of question that this Court not only accepts but 
is bound by the construction given to state statutes by the state courts. 
Accordingly, we accept the state court’s rulings, insofar as they are 
material, that the two sections apply alike to interstate and intrastate 
commerce and that ‘‘gross operating revenue’ as employed in Section 
3847.27 comprehends only such revenue derived from appellant’s opera- 
tions within Montana, not outside that state. 

Moreover, since Montana has not demanded or sought to enforce 
payment by appellant of more than the flat $15 minimum fee for class 
C earriers under Sec. 3847.27, we limit our consideration of the so-called 
“‘sross revenue’ tax to that fee. This too is in accordance with the 
state supreme court’s declaration: ‘‘Even if it be admitted that the 
manner of arriving at a sound basis upon which the tax on gross 
revenue (should be calculated) is not provided by the statute, a con- 
tention to which we do not agree, no difficulty would arise in putting 
into effect the minimum fee of $15.00 required for each company vehicle 
operated within the state.’’ Although the state court did not concede 
that the statute comprehended no workable or sound basis for calculat- 
ing the tax above the minimum, we take this statement as a clear 
declaration that it would sustain the minimum charge even if for some 
reason the amount of the tax above the minimum would have to fall. 


With the issues thus narrowed, we have, in effect, two flat taxes, 
one for $10, the other for $15, payable annually upon each vehicle 
operated on Montana highways in the course of appellant’s business, 
with each tax expressly declared to be in addition to all others and 
to be imposed ‘‘in consideration of the use of the highways of this 
state.’’ 


Levies Not Discriminatory 


Neither exaction discriminates against interstate commerce. Each 
applies alike to local and interstate operations. Neither undertakes to 
tax traffic or movements taking place outside Montana or the gross 
returns from such movements or to use such returns as a measure of 
the -amount of the tax. Both levies apply exclusively to operations 
wholly within the state or the proceeds of such operations, although 
those operations are interstate in character. 


Moreover, it is not material to the validity of either tax that the 
state also imposes and collects the vehicle registration and license fee 
and the gallonage tax on gasoline purchased in Montana. The validity 
of those taxes neither is questioned nor well could be. Hendrick vs. 
Maryland, 235 U. S. 610; Aero Transit Co. vs. Georgia Commission, 295 
U. S. 285; Sonneborn Bros. vs. Cureton, 262 U. S. 506; Edelman vs. 
Boeing Air Transp., 289 U. S. 249. Nor does their exaction have any 
significant relationship to the imposition of the taxes now in question. 
Dixie Ohio Co. vs. Comm’n., 306 U. S. 72, 78; Interstate Busses Corp. 
vs. Blodgett, 276 U. S. 245, 251. They are imposed for distinct purposes 
and the proceeds, as appellant concedes, are devoted to different uses, 
namely, the policing of motor traffic and the maintenance of the state’s 
highways. 

Concededly the proceeds of the two taxes presently involved are 
not allocated to those objects. Rather they now go into the state’s 
general fund, subject to appropriation for general state purposes. In- 
deed this fact, in appellant’s view, is the vice of the statute. But in 
that view appellant misconceives the nature and legal effect of the 
exactions. It is far too late to question that a state, consistently with 
the commerce clause, may lay upon motor vehicles engaged exclusively 
in interstate commerce, or upon those who own and so operate them. 
a fair and reasonable, nondiscriminatory tax as compensation for the 
use of its highways. Hendrick vs. Maryland, supra; Clark vs. Poor, 
274 U. S. 554; Aero Transit Co. vs. Georgia Comm’n., supra; Morf vs. 
Bingaman, 298 U. S. 407; Dixie Ohio Co. vs. Comm’n., supra; Clark 
vs. Paul Gray, Inc., 306 U. S. 583; cf. S. C. Hwy. Dept. vs. Barnwell 
Bros., 303 U. S. 177. Moreover ‘‘common carriers for hire, who make 
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the highways their place of business may properly be charged an extra 
tax for such use.’’ Clark vs. Poor, supra at 557. 


Taxes for Highway Use 


The present taxes on their face are exacted ‘‘in consideration of 
the use of the highways of this state,’’ that is, they are laid for the 
privilege of using those highways. And the aggregate amount of the 
two taxes taken together is less than the amount of similar taxes this 
Court has heretofore sustained. Cf. Dixie Ohio Co. vs. Comm’n., supra; 
Aero Transit Co. vs. Georgia Comm’n., supra. The state builds the 
highways and owns them. Motor carriers for hire, and particularly 
truckers of heavy goods, like appellant, make especially arduous use of 
roadways, entailing wear and tear much beyond that resulting from 
general indiscriminate public use. Morf vs. Bingaman, supra at 411. 
Although the state may not discriminate against or exclude such inter- 
state traffic generally in the use of its highways, this does not mean 
that the state is required to furnish those facilities to it free of charge 
or indeed on equal terms with other traffic not inflicting similar destruc- 
tive effects. Cf. Clark vs. Poor, supra; Morf vs. Bingaman, supra at 
411. Interstate traffic equally with intrastate may be required to pay a 
fair share of the cost and maintenance reasonably related to the use 
made of the highways. 

This does not mean, as appellant seems to assume, that the pro- 
ceeds of all taxes levied for the privilege of using the highways must 
be allocated directly and exclusively to maintaining them. Clark vs. 
Poor, supra at 557; Morf vs. Bingaman, supra at 412. That is true, 
although this Court has held invalid, as forbidden by the commerce 
clause, certain state taxes on interstate motor carriers because laid 
‘not as compensation for the use of the highways but for the privilege 
of doing the interstate bus business.’’ Interstate Transit, Inc. vs. 
Lindsey, 283 U. S. 183, 186; cf. McCarroll vs. Dixie Lines, 309 U. S. 
176, 179. Those cases did not hold that all state exactions for the privi- 
lege of using the state’s highways are valid only if their proceeds are 
required to go directly and exclusively for highway maintenance, 
policing and administration, Both before and after the Interstate 
Transit decision this Court has sustained state taxes expressly laid on 
the privilege of using the highways, as applied to interstate motor 
carriers, declaring in each instance that it is immaterial whether the 
proceeds are allocated to highway uses or others. Clark vs. Poor, supra 
at 557; Morf vs. Bingaman, supra at 412. 


Appellant therefore confuses a tax ‘‘assessed for a proper purpose 
and... not objectionable in amount,’’ Clark vs. Poor supra at 557, 
that is, a tax affirmatively laid for the privilege of using the 
state’s highways, with a tax not imposed on that privilege but upon 
some other such as the privilege of doing the interstate business. 
Though necessarily related, in view of the nature of interstate motor 
traffic, the two privileges are not identical, and it is useless to confuse 
them or to confound a tax for the privilege of using the highways with 
one the proceeds of which are necessarily devoted to maintaining them. 
Whether the proceeds of a tax are used or required to be used for 
highway maintenance ‘‘may be of significance,’’ as the Court has said, 
“‘when the point is otherwise in doubt, to show that the fee is in fact 
laid for that purpose and is thus a charge for the privilege of using 
the highways. Interstate Transit, Inc., vs. Lindsey, supra. But where 
the manner of the levy, like that prescribed by the present statute, 
definitely identifies it as a fee charged for the grant of the privilege, 
it is immaterial whether the state places the fees collected in the 
pocket out of which it pays highway maintenance charges or in some 
other.’’ Morf vs, Bingaman, supra at 412. 


The exactions in the present case fall clearly within the rule of 
Morf vs. Bingham and its predecessors in authority, and therefore, like 
that case, outside the decisions in the Interstate Transit and like 
cases. Both taxes are levied ‘‘in consideration of the use of the high- 
ways of this state,’’ that is, as compensation for their use, and bear 
only on the privilege of using them, not on the privilege of doing the 
interstate business. Moreover, the flat $10 fee laid by Sec. 3847.16(a) is 
further identified as one on the privilege of use by the fact that 
‘unlike the general tax in Interstate Transit, Inc., vs. Lindsey, 283 
U. S. 183, the levy of which was unrelated to the use of the highways, 
grant of the privilege of their use is by the present statute made con- 
ditional upon payment of the fee.’’ Morf vs. Bingaman, supra at 410. 


“Gross Revenue’’ Fee 


The minimum so-called ‘‘gross revenue’’ fee, on the other hand, 
is technically conditioned on the receipt of such revenue from the 
operations within Montana. But the flat minimum of $15 annually, 
which is all we have before us in the shape the case has taken for the 
purposes of decision here, has none of the alleged vices characteristic 
of gross income taxes heretofore held to vitiate such taxes laid by 
the states on interstate commerce. And appellant has advanced no 
tenable basis in rebuttal of the legislative declaration that this tax too 
is exacted in consideration of the use of the state’s highways, i. e., 
for the privilege of using them, not for that of doing the interstate 
business. Here as in Morf vs. Bingaman, ‘‘there is ample support for 
a legislative determination that the peculiar character of this traffic 
invoives a special type of use of the highways,’’ with enhanced wear, 
tear and hazards laying heavier burdens on the state for maintenance 
and policing than other types of traffic create. 298 U. S. 407, 411. It is 
to compensate for these burdens that the taxes are imposed, and 
appellant has not sustained its burden, Clark vs. Paul Gray, Inc., supra 


at 599, and authorities cited, of showing that the levies have no reason- 
able relation to that end. 


It is of no consequence that the state has seen fit to lay two exac- 
tions, substantially identical, rather than combine them into one, or 
that appellant pays other taxes which in fact are devoted to highway 
maintenance. For the state does not exceed its constitutional powers 
by imposing more than one form of tax. Interstate Busses Corp. vs. 
Blodgett, supra; Dixie Ohio Co. vs. Comm’n., supra.- And, as we have 
said, the aggregate amount of both taxes combined is less than that 
of taxes heretofore sustained. In view of these facts there is not 
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even semblance of substance to appellant’s contention that the taxes 
are excessive. 

Neither is there merit in its other arguments, which we have 
considered, including those urging due process and equal protection 
grounds for invalidating the levies. 

The judgment of the Supreme Court of Montana is affirmed. 


Rail Debenture Holders Fail 
in Suit for More Interest 


A lower court decision to the effect that the holders of a 
railroad security, the interest payments on which were made 
contingent on prior payments to holders of other securities of 
the railroad, were not entitled to the additional interest they 
claimed as having been due them in the last 20 years, the rail- 
road having used the money in question for improvement and 
maintenance of its transportation facilities, was left undisturbed 
by the Supreme Court of the United States, December 8, as it 
denied a petition for a writ of certiorari in No. 196, Aaron L. 
Biltchik and Florence W. Brill, Individually and as Holders of 
Class B Debentures of the Green Bay & Western Railroad Co., 
petitioners, vs. Green Bay & Western et al. 

The petitioners sought review of a judgment of the Wiscon- 
sin Supreme Court affirming, with one judge dissenting, a judg- 
ment of the circuit court of Brown county, Wis., by which the 
complaint of the Class B debenture holders, who sued in their 
own behalf and on behalf of all,other holders of those deben- 
bg similarly situated, was dismissed on its merits, May 14, 

The certiorari petition set forth that the Green Bay & West- 
ern had three classes of securities: (1) Class A income deben- 
tures aggregating $600,000; (2) common stock, in the total 
amount of $2,500,000, and (3) Class B debentures, aggregating 
$7,000,000. It was stated that the Class A debentures and the 
common stock were preferred as to assets and as to distribu- 
tion of net earnings available for dividends, while the Class 
B debentures had no maturity date, no fixed rate of interest, the 
principal of such debentures to be payable only in event of 
sale or reorganization of the railroad, and then only out of pro- 
ceeds which might remain after payment of any liens and 
charges and after payment of the principal of the Class A de- 
bentures and the common stock. It was shown in the petition 
that a covenant covering these securities provided for payment, 
out of annual net earnings of the railroad, of 2% per cent to 
the Class A debenture holders, then 2% per cent to common 
stockholders, 2% per cent out of any remaining surplus to the 
Class A debentures, and for pro-rating of any balance of the 
surplus among the Class B debentures. All the securities, the 
petitioners said, were issued in 1896. 

The petitioners said that by their suit in the county court 
they sought to compel payment of $827,492.82 of net earnings 
of the G. B. & W. for the years 1924 to 1944, inclusive, which 
amount, they said, had been withheld from the Class B deben- 
ture holders and which represented about 1 per cent on the 
face value of the debentures. They said they had received pay- 
ments amounting to an average return ‘of one-half of one per 
cent a year in the 20-year period in question. 

The defendant railroad, they said, contended that any 
amount of annual net income available for distribution to Class 
B debenture holders in any year mentioned in the complaint was 
in fact and in the judgment of the railroad’s board of directors 
necessary to the company to provide for current and prospec- 
tive maintenance of its engines, cars, tracks and other equip- 
ment in such condition as adequately to accommodate the pub- 
lic and for the safe, adequate and efficient transportation and 
handling of passengers and freight. 

In their certiorari petition, the petitioners contended that 
the sustaining of the defendant’s defense was in violation of 
the rights of the Class B debenture holders, as impairing the 
obligation of their contracts and taking private property for 
public use without just compensation, and depriving them of 
property without due process of law. The railroad, in a brief 
opposing the certiorari petition, cited the Wisconsin Supreme 
Court’s finding No. 12, that “all of the income of the defendant 
corporation for the years 1924 to 1944, inclusive, other than the 
sums paid to security holders, was used and necessarily used in 
the public interest for additions and for the betterment for the 
defendants’ railroad and to properly and adequately serve the 
public, to meet competition, and in the best interests of the 
security holders.” The railroad contended that no federal ques- 
tion was involved. 


ACME SUIT TO CHICAGO DISTRICT COURT 


The civil suit recently filed by Acme Fast Freight, Inc., 
against four railroads, in the Superior Court of Cook County, 
on December 2 was transferred to the United States District 
Court at Chicago. The suit is against the Wabash, Lehigh Val- 
ley, Milwaukee, and Union Pacific railroads. In its complaint 
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Acme alleges that on July 26, 1944, it delivered to the Reading 
Railroad for shipment to consignee in Portland, Ore., 29 cans of 
fish liver oil, weighing 1,233 pounds; that the shipment was 
subsequently handled by the four railroads named; and that the 
shipment “was damaged and destroyed while in the custody 
of the defendants, so that three cans valued at $3,054.85 were 
jost. The defendants, though often requested, have refused and 
still refuse to pay plaintiff the sum of $3,054.85.” 

Judgment for that amount, and costs, are sought. The suit 
is docketed as 47C-1722. 


I. C. Obtains Restraining Order 
in Passenger Abandonment Case 


Federal Judge John P. Barnes, of Chicago, on December 5 
entered an order continuing until February 27 the motion of 
the Illinois Central Railroad for a temporary injunction re- 
straining the Illinois Commerce Commission from enforcing 
its order that the railroad restore certain passenger train 
operations between Effingham, IIl., and the Illinois-Indiana 
line. The restraining order against the Illinois commission, 
earlier secured by the railroad, will remain in effect. Joseph 
H. Wright, counsel for the Illinois Central, will meet shortly 
with States Attorney General George F. Barrett in an effort 
to reach agreement that will obviate further court action. 

The case, docketed in the federal district court in Chicago 
as No. 47C-1712, stems from general order No. 47, issued by 
the Office of Defense Transportation on January 11, 1945, 
which provided that no rail carrier should operate a passenger 
train on which occupancy of seats and space therein did not 
average 35 per cent during the month of November, 1944. 
Pursuant to this order, the I. C. discontinued its Effingham 
passenger train service, effective March 1, 1945, at which time 
substitute service was provided. 

On October 17, 1945, the Illinois commission cited the 
railroad to show cause why the service should not be restored; 
a hearing was held and on April 2, 1946, the commission 
ordered the I. C. to restore service. The railroad appealed to 
the state circuit court, and from that court’s judgment to the 
state supreme court of Illinois, which held that, as the plaintiff 
now sought abandonment of the service, it must obtain au- 
thority from the state commission. 


Would Lose $109,717 Yearly 


On September 25, 1947, the railroad petitioned the state 
commission for such authority, declaring that a hard-surfaced 
road parallels the rail line and that “over this highway there 
are now in operation busses and trucks for the accommodation 
of passengers, mail, baggage, and express, providing better 
service than could be furnished through operation of trains; 
and public convenience and necessity do not require operation 
of the train.” 

The I. C. said that a study of the disputed operation, 
covering the period prior to August 1, 1941, showed an annual 
operating loss of approximately $45,000; that by 1945 the loss 
was approximately $75,000 annually; and that it is estimated 
if train service were restored at the present time, such service 
would be operated a deficit of approximately $109,717 annually, 
not counting depreciation on the track or general overhead 
costs. Rail counsel asserted that the state commission order 
of April 2, 1946, violated the plaintiff’s rights, and imposed 
an unreasonable and undue burden on interstate commerce. 

The railroad sought and obtained a temporary restraining 
order after the attorney general, on November 26, had warned 
the I. C. that if it did not comply with the commission’s order, 
Statutory penalties would be invoked, of from $500 to $2,000 
daily, against the I. C. — 


BRAKING SYSTEM ANTITRUST SUIT 


Attorney General Tom C. Clark announced the filing De- 
cember 9 in the United States district court for the southern 
district of New York of a civil action charging seven corpora- 
tions with violating the antitrust laws in connection with the 
manufacture and sale of braking apparatus for motor vehicles 
and industrial equipment. 

The defendants named in the goverhment’s suit, said he, 
were: Bendix Aviation Corporation, South Bend, Ind.; Hydraulic 
Brake Company, Detroit, Mich.; Wagner Electric Corporation, 
St. Louis, Mo.; E. I. duPont de Nemours & Company, Wilming- 
ton, Del.; General Motors Corporation, Detroit, Mich.; Bendix- 
Westinghouse Automotive Air Brake Company, Elyria, Ohio; 
and Westinghouse Air Brake Company, Wilmerding, Pa. 

1946 The complaint charges the defendants, whose combined 
$76 Sales of braking systems and parts totaled approximately 
, 000,000, were conspiring to monopolize the automotive and 
industrial brake business in the United States,” said Mr. Clark. 

he unlawful patent and other activities with which these 
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defendants are charged have resulted in arbitrary prices which 
the American automobile owners have had to pay and are still 
paying for the braking systems of their passenger and com- 
mercial cars, trucks, and buses.” 


NEGRO FIREMEN’S INJUNCTION CASE . 


A preliminary injunction which Judge Holtzoff, of the fed- 
eral district court for the District of Columbia, issued after a 
week’s stay, in a “discrimination” suit instituted by 21 Negro 
firemen employed by the Atlantic Coast Line and the Southern 
Railway against those roads and the Brotherhood of Locomotive 
Firemen and Enginemen, was directed against the railroads as 
well as the brotherhood, at the suggestion of the defendant 
carriers. In his ruling on the plaintiffs’ motion for an inter- 
locutory injunction, Justice Holtzhoff had said that he would 
not grant an injunction against the railroad defendants*because 
“in the performance of their obligations they may be con- 
strained to enter into agreements with labor unions to prevent 
interference with the operation of the line” (see Traffic World, 
Dec. 6, p. 1660). 


OIL FIELD HAULERS’ HOURS OF SERVICE 


T. E. Collins Trucking Co., an oil-field carrier, has filed 
suit in the federal court for the western Louisiana district, 
Shreveport division, asking the court to set aside the Commis- 
sion’s order in Ex Parte MC-2, Motor Carrier Safety Regula- 
tions, Revised, which relates to the maximum hours of service 
of employes, in so far as those regulations have application to 
Collins and other common carriers of oil field equipment in 
interstate commerce. 

Among other things, Collins said rigid enforcement of the 
Commission’s regulations would result in financial failure and 
the loss of competent drivers because the adjustment of the 
drivers’ hours of work, in relation to the type of irregular route, 
on call and demand, affected the success of the motor carriers’ 
operations. 

The case was docketed as civil No. 2301, T. E. Collins and 
B. E. Collins, doing business as T. E. Collins Trucking Co., vs. 
United States of America et al. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Eastern Kentucky District, at London. Fines totaling $00 
were imposed November 24, on B & N Supply & Transfer Co., 
Inc., and Jerrie M. Nichols, of Baxter, Ky., following entry of 
their separate pleas of guilty to an information charging each 
with violations of part 2 of the act. B & N was charged with 
operating as a common carrier of property without a certificate 
having been issued authorizing such operations. Jerrie M. 
Nichols, president and general manager of the corporation, was 
charged with aiding and abetting it in performing such opera- 
br Each defendant was fined $200, which was paid forth- 
with. 

Northern Texas district, Lubbock division, at Lubbock. 
H. W. Stotts, dba H. W. (Bo) Stotts Trucking, of Lubbock, was 
fined $1,000 following entry of his plea of guilty to an informa- 
tion charging him with operating as a common carrier of prop- 
erty without a certificate authorizing such operations, and with 
transporting property without having on file with the Commis- 
sion tariffs containing rates applicable to such transportation. 

Eastern Michigan district, southern division, at Detroit. 
Arthur J. Platten, dba Trailer Transport Co., of Mount Clemens, 
Mich., was fined $3,300, November 14, following entry of his 
pleas of guilty to two informations. The defendant was charged 
with filing with the Commission a false hours of service report, 
with failing to report to the Commission certain accidents in 


‘which his vehicles were involved, with permitting and requir- 


ing his drivers to remain on duty excessive weekly hours, with 
failure to require the keeping of drivers’ logs, and with failing 
to have on file certificates of physical examinations for his 
a drivers. The total amount of the fines was required to be 
paid. 

Eastern South Carolina district, Charleston division, at 
Charleston. On November 28, fines totaling $2,525 were im- 
posed on Peoples Motor Express, Inc., a motor carrier, and 
James B. Thrower, its president, both of Charleston, on their 
separate pleas of guilty to an information charging the motor 
carrier with failing to remit c. o. d. monies within the time 
specified in its tariff, with falsifying a freight bill and receipt, 
with permitting and requiring drivers in its employ to remain 
on duty for excessive weekly hours, with aiding, abetting, com- 
manding and inducing its drivers to falsify their logs, and with 
failing to have in its files doctors’ certificates of physical ex- 
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amination of its new drivers, and charging Thrower with aiding 
and abetting the carrier in committing such violations. Of the 
5050 fine, the carrier was required to pay $1,875, and Thrower, 


Middle Pennsylvania district, at Harrisburg. On December 
2, Frank L. Bowersox, doing business as Inter-State Truck Line, 
of Mechanicsburg, Pa., was fined $1,000 on a plea of guilty to 
a 20-count information charging the defendant with operating as 
a common carrier of property for compensation without author- 
ity from the Commission. The fine, which was required to be 
paid, was imposed on the first 19 counts of the information. 
Imposition of sentence on the last count was suspended for a 
probationary period of one year. 


Revenue Freight Loading 


Revenue freight loading the week ended December 6 to- 
taled 878,588 cars, according to the Association of American 
Railroads. This was 10.9 per cent above the preceding week; 
20.5 per cent above the corresponding week last year, and 13.2 
per cent above the corresponding week in 1945. 

Loading by groups of commodities was reported as follows: 

Grain and grain products, 49,439 cars, 5,588 above preced- 
ing week and 5,568 below corresponding 1946 week. 

Livestock, 16,340 cars, 2,543 above preceding week and 
2,287 below corresponding 1946 week. 

Coal, 197,751 cars, 24,666 above preceding week and 
137,808 above corresponding 1946 week. 

Coke, 14,820 cars, 76 above preceding week and 6,676 above 
corresponding 1946 week. 

Forest products, 49,833 cars, 9,136 above preceding week 
and 940 above corresponding 1946 week. 

Ore, 22,478 cars, 12,514 below preceding week and 8,370 
above corresponding 1946 week. 

Merchandise, 1. c. 1., 117,754 cars, 14,397 above preceding 
week and 11,114 below corresponding 1946 week. 

Miscellaneous, 410,173 cars, 42,357 above preceding week 
and 14,679 above corresponding 1946 week. 


Cumulative Freight Loading 


1947 1946 1945 

Four Weeks of January...... 3,168,397 2.883.863 3,003,655 
Four Weeks of February..... 3,179,198 2,866,876 3,052,487 
Five Weeks of March......... 4,170,420 3.982,240 4,022,088 
Four Weeks of April......... 3,232,947 2,604,049 3,377,335 
Five Weeks of May........... 4,376,122 3,242,821 4,294,351 
Four Weeks of June......... 3,543,476 3,436.013 3.528,630 
Four Weeks of July.......... 3,275,827 3,406.866 3,379,284 
Five Weeks of August........ 4,559,767 4,478,425 4,100,512 
Four Weeks of September.... 3,600,436 3,517,219 3,255,757 
Four Weeks of October....... 3,808,271 3,680.634 3,151,185 
Week of November 1......... 940,746 922,312 851,962 
Week of November 8......... 910,160 913,345 838,218 
Week of November 15........ 878,337 917,124 800,534 
Week of November 22........ 902,672 806,593 716,556 
Week of November 29........ 792,339 660,911 803,774 

MNO: as La yiting baad ae cche 41,339,115 38,319,291 39,176,328 


October Rail Operating Net 
Below Year Ago 


Net railway operating income of Class I railroads in Octo- 
ber this year was nearly $9,000,000 below that for the same 
month of 1946, according to reports filed by the carriers with 
the Bureau of Railway Economics of the Association of Amer- 
ican Railroads. In October, 1947, the net railway operating 
income amounted to $76,433,466 compared with $85,255,053 in 
the same month last year, and the A. A. R., and continued: 


Net railway operating income represents the amount left after the 


payment of operating expenses and taxes but before interest, rentals’ 


and other fixed charges are paid. 

For the month of October, Class I carriers had an estimated net 
income, after interest and rentals, of $48,000,000 compared with $58,000,- 
000 in October, 1946. 

Net railway operating income of the Class I carriers for the first 
ten months of 1947, before interest and rentals, totaled $634,032,344 
compared with $451,952,306 in the same period of 1946. 

Net income, after interest and rentals, of the Class I railroads in 
the first ten months of 1947 is estimated at $364,000,000 compared with 
a net income of $162,000,000 in the corresponding period last year. 

Comparisons of railroad earnings for 1947 with those of 1946 should 
take into account the fact that the first six months of 1946 included a 
period of industrial disturbances, work stoppages and railroad wage 
increases, and railroad earnings were for that reason abnormally low. 

In the twelve months ended October 31, 1947, the rate of return 
on property investment averaged 3.56 per cent, compared with a rate 
of return of 2.08 per cent ‘for the twelve months ended October 31, 1946. 
Property investment is the value of road and equipment as shown by 
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the books of the railways including materials, supplies and cash, less 
accrued depreciation. . 

This compilation as to earnings for the first ten months of 1947 
is based on reports from Class I roads, representing a total of 227,414 
miles. 

Total operating revenues in the first ten months of 1947 amounted 
to $7,121,942,053 compared with $6,332,501,516 in the same period of 
1946, or an increase of 12.5 per cent. Operating expenses in the first ten 
months of 1947 amounted to $5,570,597,755 compared with $5,272,217,603 
in the corresponding period of 1946, or an increase of 5.7 per cent. 


Data for the various districts follow: 


Thirty-two Class I railroads failed to earn interest and rentals in 
the first ten months of 1947, of which seventeen were in the Eastern 
District, five in the Southern Region and ten in the Western District. 


Eastern District 


Class I railroads in the Eastern District in the first ten months of 
1947 had an estimated net income, after interest and rentals, of $114- 
000,000 compared with a net income of $17,000,000 in the same period 
of 1946. For the month of October alone, their estimated net income, 
after interest and rentals, was $14,000,000 compared with $20,000,000 in 
October, 1946. 


The same roads in the first ten months of 1947 had a net railway | 


operating income, before interest and rentals, of $250,085,742 compared 
with $147,186;734 in the same period of 1946. Their net railway operating 
income, before interest and rentals, in October amounted to $27,483,449 
compared with $33,144,943 in October, 1946. 

Operating revenues of the Class I railroads in the Eastern District 
in the first ten months of 1947 totaled $3,252,327,429, an increase of 15.2 
per cent compared with the same period of 1946, while operating ex- 
penses totaled $2,620,296,351, or an increase of 8.3 per cent above 1946. 


Southern Region 


Class I railroads in the Southern Region in the first ten months of 
1947 had an estimated net income, after interest and rentals, of $43. 
000,000 compared with a net income of $11,000,000 in the same period 
of 1946. For the month of October alone, they had an estimated net 
income, after interest and rentals, of $4,000,000 compared with $6,000,000 
in October, 1946. 

Those same roads in the first ten months of 1947 had a net railway 
operating income, before interest and rentals, of $80,552,669, compared 
with $60,400,003 in the same period of 1946. Their net railway operat- 
ing income, before interest and rentals, in October amounted to $7,845. 
588 compared with $9.851.536 in October. 1946. 

Operating revenues of the Class I railroads in the Southern Region 
in the first ter months of 1947 totaled $979,420,078,. an increase of 
8.4 per cent compared with the same period of 1946, while operating 
expenses totaled $781,963.798, or an increase of 3.4 per cent above 1946. 


Western District 

Class I railroads in the Western District in the first ten months of 
1947 had an estimated net income, after interest and rentals, of $207- 
000.000 compared with $136,000,000 in the same period of 1946. For the 
month of October alone, they had an estimated net income. after 
interest and rentals, of $30,000,000 compared with a net income of 
$32,000,000 in October, 1946. 

Those same roads in the first ten months of 1947 had a net railway 
operating income, before interest and renta's, of $303.393.933 compared 
with $244,365,569 in the same period of 1946. Their net railway operating 
income, before interest and rentals, in October amounted to $41,104,438 
compared with $42,258,574 in October, 1946. 

Operating revenues of the Class I railroads in the Western District 
in the first ten months of 1947 totaled $2.890,194,546, an increase of 
10.9 per cent compared with the same period of 1946, while operating 
expenses totaled $2,168,337,606, an increase of 3.5 per cent above 1946. 


RAIL FINANCIAL DATA 

At the end of September, 1947, Class I railroads, exclusive 
of switching and terminal companies, had total current assets 
of $3,552,539,712, including $974,325,463 in cash and $1,001,528,- 
323 in temporary cash investments, as compared with current 
assets of $3,749,137,285, including $1,036,524,197 in cash and 
$1,176,270,172 in temporary cash investments, at the end of 
September, 1946, according to a.statement of selected income 
and balance sheet items of those roads, No. M-125, prepared 
by the Commission’s Bureau of Transport Economics and 
Statistics. 

The statement showed that $126,994,317 of funded debt 
would mature within six months from September 30, 1947, as 
against funded debt of $97,688,181 matured in the comparable 
period from September 30, 1946. 

Total current liabilities stood at $1,847,838,901 at the end 
of September, 1947, as against $1,807,580,449 at the end of 
September, 1946. Included in the current liabilities was ac 
crued tax liability of $632,049,411 at the end of September, 
1947, as against $576,745,346 at the end of September, 1946. 
U. S. government taxes accounted for $469,889,653 of the ac- 
crued tax liability at the end of September, 1947, as compared 
with $417,482,302 at the end of September, 1946. 


FREIGHT CAR ORDERS 
Although more than half of its previous postwar orders for 
10,750 new freight cars are still undelivered, Southern Pacific 
Lines has announced that it is calling for bids for 9,830 addi- 
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tional freight cars. The present authorization, it was stated, 
provides for addition of 3,350 boxcars, 2,650 flat cars, 3,400 
gondolas, 350 covered hopper cars and 80 cabooses. The Santa 
Fe Railway has placed orders for 850 70-ton gondolas, 200 70- 
ton all-steel covered hopper cars, 250 16,000-gallon all-steel 
tank cars, 250 Hart convertible ballast cars, 300 50-ton all-steel 
cross hopper cars and 200 70-ton all-steel cross hopper cars, 
according to F. G. Gurley, Santa Fe president. The Chesapeake 
& Ohio Railway has ordered 200 automobile boxcars equipped 
with ~~" ig auto-loading devices, C. & O. officials have an- 
nounced. 


Felton on Opportunities 
in Freight Car Design 


October deliveries of new railroad freight cars by both 
car builders and railroad shops totaled 8,363, a gain of more 
than 300 per cent over the low month of the year, S. M. Felton, 
president, American Railway Car Institute, stated, in an 
address on “Opportunities in Freight Car Design” presented 
before the recent annual meeting of the American Society of 
Mechanical Engineers, at Atlantic City, N. J. There is every 
reason to believe that the early months of 1948 will witness 
attainment of the 10,000-cars-monthly goal, said Mr. Felton. 

He stated that the national fleet of 1,746,000 freight cars 
includes 369,000 over 30 years old, 178,000 from 26 to 30 years 
old, and 436,000 between 21 and 24 years old. “It seems clear 
that we will have to replace about 1,000,000 freight wars within 
the next five to ten years,” said the speaker. 

Declaring that the railroads’ greatest single opportunity of 
advancement rests with the ability of the industry to design 
and build a better freight car, Mr. Felton posed the following 
questions for engineers and car builders: 


1. What can we do to eliminate or reduce pre-packaging require- 
ments, which now cost more than $1,000,000,000 yearly, or about 20 
cents for packaging to every $1.00 for transportation? 

2. What can we do to eliminate or reduce loss and damage claims, 
now costing more than $100,000,000 annually? 

3. What can we do to pare costs incident to the re-handling and re- 
stowing of freight, amounting today to at least $1,000,000,000 annually? 

4. What can we do to reduce the amount of unproductive dead 
weight in the freight cars, estimated to cost the nation’s railways 
$212,000,000 last year to lug around? 


.5. What can we do to reduce freight car maintenance charges, 


which comprise an annual repair and rebuilding bill of $365,000,000, or 
$1,000,000 a day? 


6. What can we do to reduce the initial and overall costs of freight 
car ownership? 


Among the suggestions advanced by the speaker were the 
following: Wider use of long travel springs in freight car 
trucks; increased study of the application of roller bearings to 
freight cars; development of “shockproof containers” to cut 
pre-packaging costs; reduction of tare weight through the 
Substitution of lightweight structural materials. 

Achievement of a better freight car design “might well 
represent the difference between prosperous railroads and dis- 
tressed railroads. It might ultimately spell the difference be- 


tween private ownership and government control,” concluded 
the speaker. 


Private Car Ownership 


The Commission has issued a 20-page report, statement 
No. 4733, Selected Statistics from Annual Reports of Private 
Car Owners (Persons Furnishing Cars or Protective Service to 
or on Behalf of Railroad or Express Companies) For the Year 
Ended December 31, 1946. 

It said 102 annual reports received from private car owners 
for 1946, classified according to number of cars owned, showed 
28 reports involving 226,120 cars in a class owning 1,000 cars 
or more, and 74 reports involving 23,984 cars in a class owning 
100 but less than 1,000 cars, the total number of cars owned 
having been reported as 250,104. 


Persons owning more than 1,000 cars constituted 27.5 
Per cent of the number of those filing annual reports but 
owned 90.4 per cent of the cars, said the report. It added 
that persons owning less than 100 cars and not filing annual 
reports were more numerous than those represented in a table 
Setting forth these statistics but owned a relatively small num- 
er of cars in the aggregate. All private car owners, except 
those owning less than 10 cars, subject to the provisions of the 
interstate commerce act, were required to file quarterly re- 
ports in 1943 and subsequent years, said the report. 

Exclusion of persons owning less than 10 cars from the 


quarterly reporting and those owning less than 100 cars from 
the annual reporting did not significantly affect the statistics, 
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said the report. It said the number of reports included in the 
tabulation for the fourth quarter of 1946 was 242 and the 
total number of cars owned at close of the year was 257,723. 
On that basis, it said, the entire number of reporting car owners 
might be classified as follows: 

Groups owning 1,000 cars or more—28 owners, 226,120 
cars, 11.6 per cent of owners, 87.7 per cent of cars; groups 
owning 100 but less than 1,000 cars—74 owners, 23,984 cars, 
30.6 per cent of owners, 9.3 per cent of cars; and group owning 
10 but less than 100 cars—140 owners, 7,619 cars, 57.8 per 
cent of owners, 3 per cent of cars. 


FREIGHT CAR REPORT 


U. S. railroads reported an average daily surplus of 2,776 
freight cars and an average daily shortage of 16,859 freight 
ears for the week ended November 29, according to the car 
service division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 0; auto 
box, 53; flat, 47; gondola, 0; hopper, 50; stock, 161; refrigerator, 
2,173; and miscellaneous cars, 292. 

The shortage was made up as follows: Plain box, 10,240; 
auto box, 12; flat, 444; gondola, 3,035; hopper, 2,966; stock, 3; 
refrigerator, 129; and miscellaneous cars, 30. 


NOVEMBER FREIGHT CAR PRODUCTION 


Production of domestic freight cars during November was 
8,928 cars, the American Railway Car Institute announced. The 
November figure compares with a total of 8,364 cars in October, 
marking the sixth consecutive month in which production has 
increased, and a gain of more than 300 per cent from the low 
month of February, the Institute said. 


O. D. T. Asks Legislative Support 
for 1948 Freight Car Program 


Legislation recently introduced in the Senate, providing 
for extension until June 30, 1949, of the authority under which 
the Office of Defense Transportation allocated the use of railroad 
transportation equipment should be amended so as to make it 
clear that the O. D. T. might exercise control over rolling stock 
owned by private car companies and so as to provide anti-trust 
law immunity for freight car builders in their making of agree- 
ments as to distribution of steel among themselves, a subcom- 
mittee of the Senate judiciary committee was told in a hearing 
in which two O. D. T. officials were witnesses. 

In the absence of the proposed extension, the existing pow- 
ers of the O. D. T. to control the use of rail transportation 
equipment would expire February 29, 1948. 

Witnesses in the hearing before the Senate judiciary sub- 
committee, headed by Senator Cooper, of Kentucky, were Fran- 
cis A. Silver, general counsel, and Robert L. Glenn, director of 
manpower and materials, of the O. D. T. The subject. matter 
of the hearing was S. 1807, a bill introduced by Senator Cooper, 
proposing extension through the first half of 1949 of the author- 
ity contained in the second decontrol act of 1947 and delegated 
by the President to federal government agencies to control ex- 
ports and imports, to allocate domestic supplies of certain 
scarce commodities, and to allocate the use of rail transporta- 
tion facilities. 

Car Shortages and Loadings 


Mr. Silver said that a need for continuance of O. D. T. 
control over rail equipment use beyond February 29 was evi- 
denced by daily average car shortage and weekly carloading 
figures for recent weeks. He said the average daily freight car 
shortage on Class I roads in the United States had reached a 
peak in October which had not been exceeded in 24 years, while 
in the same month the weekly carloadings had surpassed those 
of a 17-year period. Retirements of “‘bad order” freight cars 
from rail service in the first ten months of this year, he. said, 
had totaled 65,968, while installations of new cars in rail service 
had totaled 51,861. 


“Until the supply-demand situation with respect to rail 
transportation can be brought into reasonable relationship,” he 
declared, “it is necessary that those government controls which 
have in the past, with the cooperation of shippers and railroads, 
attained a degree of efficient utilization of available freight cars 
unmatched in the history of railroading, be continued.” 


Mr. Silver said that in a suit which had been filed against 
the O. D. T. in a federal court last spring by some tank car 
operators contained a contention that O. D. T. car-allocation 
authority under the first and second decontrol acts covered 
only railroad-owned equipment, and not cars owned by private 
companies. He said the case had been decided in favor of the 
O. D. T., but that the court did not feel compelled to pass on 
the question of O. D. T. powers with respect to privately-owned 
freight cars. He felt it “might be well’ to clarify the language 
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of the Cooper bill so as to specify that the jurisdiction of the 
O. D. T. applied to privately-owned as well as to rail-owned 
equipment. About 13 per cent of the nation’s freight car fleet 
was privately owned, he said. 


O. D. T. and Car Production Plans 


Mr. Glenn said, in his testimony, that new freight car pro- 
duction of 10,000 to 14,000 cars a month was needed to keep 
pace with retirements of worn-out cars; that the number of cars 
“on the bad-order tracks” had been “building up,” and that he 
knew of one railroad which was placing an order for 3,000 cars 
in January and which would retire a like number of cars out 
of its present fleet as rapidly as the new cars were delivered. 

“We have developed in the past week an approval by the 
(American) Iron and Steel Institute for the steel industry to 
furnish us 241,000 tons of steel a month,” said Mr. Glenn. “Of 
that amount, 156,000 tons of various types are to go into a new 
freight car program on a basis of 10,000 cars a month, and 
85,000 tons a month of the steel will go to the railroads for 
repair of bad-order cars.” 

Mr. Glenn said that the O. D. T. hoped, through voluntary 
agreements of the steel industry, the car builders, and the rail- 
roads that operated their own car shops, to obtain production of 
10,000 new cars a month, starting in January, 1947, and. the 
return into service of an average of 3,500 “bad-order” cars a 
month. He stated that Director Johnson, of the O. D. T., had 
received “authority and suggestions from President Truman” to 
initiate as quickly as possible an increase in new freight car 
production up to 14,000 a month. He said O. D. T. representa- 
tives hoped to meet with steel industry spokesmen and other 
interested, parties to ask for a larger allotment of steel in a 
stepped-up program in the second quarter of 1948, so as to bring 
about realization of the goal of 14,000 new cars a month. Such 
a program, he said, would require 325,000 tons of steel a month, 
as against 250,000 for 10,000 cars a month. He added that the 
car builders would be operating near capacity with an output 
of 14,000 cars a month. 


Anti-Trust Immunity Question 


After stating that the Justice Department has given “per- 
mission” for the joint meetings of the O. D. T. with various 
groups to work out the car construction program, he said that 
if the car builders could sit down with the O. D. T. and enter 
into voluntary agreements as to distribution of steel, the present 
“bottleneck” in car production might be broken. He explained 
that the industry representatives were fearful of prosecution 
under the anti-trust law and the Patman act if they entered 
into such agreements. He said a “voluntary clearance” which 


the Justice Department had given for conferences of the car: 


builders with each other and with the O. D. T. had “an expira- 
tion date on it.” Mr. Silver agreed with a suggestion by Sen- 
ator Cooper to the effect that an amendment to the Cooper bill 
relieving the car builders, under the supervision of the Justice 
Department and the President, from provisions of the anti-trust 
laws, would be helpful in the new freight car program. 


As the hearing of the O. D. T. witnesses ended, Senator 
Cooper asked Messrs. Silver and Glenn to prepare for the sub- 
committee a report setting forth conclusions of the O. D. T. as 
to a program of “relating” shipments of various commodities 
over the inland waterways—‘“internal shipping,” as Senator 
Cooper termed it—to the rail freight car conservation program. 


House Acts to Get Information 
on Exports of Freight Cars, Etc. 


Detailed information concerning U. S. exports to all foreign 
countries of various “short-supply” commodities, including rail 
freight cars, in the period since January 1, 1947, and concerning 
foreign orders for such commodities remaining unfilled as of 
December 5, 1947, will be supplied to the House by the Secre- 
tary of Commerce as a result of adoption by the House of a 
resolution (H. Res. 366) calling for the furnishing of such in- 
formation to it by the Commerce Secretary. The House adopted 
the resolution in the form in which it had been reported by its 
interstate and foreign commerce committee (see Traffic World, 
Dec. 6, p. 1667). 

In House discussion of the resolution, Representative 
Mundt, of South Dakota, its author, said that the resolution 
would provide the Congress and the country with “a full set 
of facts with which to determine upon wise provisions of export 
control and economic activity.”” He said that American farmers 
had been unable in the past two harvests to market their crops 
promptly, due to a shortage of freight cars, that much grain 
had been lost through spoilage, and that “now we read that 
while this critical shortage plagued our farmer, American ex- 
porters were shipping over 200 freight cars to Russia.” 
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“Thus,” he added, “this two-faced economic program 
neither makes sense politically . . . nor does it add up eco- 
nomically.” % 


Wartime Freight Bills Overpaid 
by R. F. C., House Group Told 


While spokesmen for the General Accounting Office con- 
tended, in a hearing held by the subcommittee on procurement 
of the House committee on expenditures in executive depart- 
ments, that certain subsidiaries of the Reconstruction Finance 
Corporation had overpaid the railroads in amounts totaling 
more than $9,000,000 in settlement of freight bills for wartime 
transportation of their commodities, through failure to make 
use of land-grant rate deductions, witnesses for the R. F. C. 
maintained that savings which the R. F. C. units had made 
through negotiating reduced rates under section 22 of the inter- 
state commerce act had resulted in savings approximating 
$24,000,000, in the case of only one R. F. C. affiliate. 

The R. F. C. witnesses told the subcommittee, however, 


: that audits of the transportation charges paid by the R. F. C. 


subsidiaries were being made, and that wherever it was found 
that greater savings could have been obtained by application 
of land-grant rates than by the section 22 rates on the basis 
of which charges were paid, claims would be made for refunds 
of the difference by the railroads to the R. F. C. units. 


Welford J. Massie, assistant general counsel of the General 
Accounting Office, described by a subcommittee member as the 
G. A. O. “expert” on land-grant rates, testified about the appli- 
cation of land-grant rates to government traffic under section 
321(a) of the transportation act of 1940 and about widespread 
application of such rates on the basis of U. S. Supreme Court 
decisions. Other G. A. O. witnesses were Theodore Herz, as- 
sistant director of the corporation audits division; Theodore B. 
Westfall, also of that division, and William Ellis, assistant to 
Comptroller General Warren. 


Mr. Herz said his division had estimated that savings total- 
ing about $1,000,000 could have been accomplished by the De- 
fense Supplies Corporation, an R. F. C. subsidiary, if it had 
applied land-grant rates to transportation of components of 
100-octane aviation gasoline, and that more than $8,000,000 
could have been saved by the Metals Reserve ‘Co., another 
R. F. C. subsidiary, had it applied land-grant rates to the metals 
that were transported for it by rail. He said his division had 
made no estimate of the savings that could have been effected 
by still another R. F. C. unit, the Defense Plants Corporation, 
by application of land-grant rates to machinery, equipment and 
building materials moved for that agency, but that the possible 
savings were “probably substantial.” 


Policy of D. P. C. 


The R. F. C. traffic division, Mr. Herz said, had recently 
prepared claims totaling about $400,000 on freight bills paid 
for movements of copper to army ordnance plants by the Metals 
Reserve Co. prior to June 30, 1945. He cited figures on which 
he based an estimate that the ultimate outlay by the Defense 
Plants Corporation for wartime freight transportation was 
about $140,000,000. He said that that agency had a policy of 
making no claim for land-grant rates on its equipment or metals 
when the shipments moved over land-grant roads. 


Robert Brown, special counsel of the subcommittee, read 
a memorandum dated May 29, 1947, from the R. F. C. board 
of directors to the Comptroller General, in which it was stated 
that the R. F. C. should withhold from payments of current 
freight bills amounts equal to the difference between the 
freight charges paid on past shipments for the account of the 
R. F. C. or its corporate affiliates and the charges due under 
the land-grant rates, but that “final determination . . . generally 
will have to be postponed until . . . (there are) more court 
decisions on the question of such applicability under section 
321(a) of the transportation act of 1940.” 


“When you look at the Defense Supplies Corporation cas¢ 
decided by the Ninth Circuit Court comparatively recently, 
said Mr. Massie, “we would have to take the view that the 
over-all purpose (of the shipments made by the R. F. C. sub- 
sidiaries in question) was the furtherance of the war effort and 
that even though this is not a military outfit, to the extent that 
it operates an individual transaction as an adjunct to the mili- 
tary forces in acquiring property and providing equipment and 
so forth necessary to the prosecution of the war, the right of 
land grant would apply. . . . I certainly do not think it is neces- 
sary to wait for more court decisions if we have facts that 
bring them within the already decided cases, and I think in 4 
large percentage we should get them.” 


“Therefore,” asked Mr. Brown, “if we, the Congress, au: 
thorize the G. A. O. to go over and take over for the R. F. C; 
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which is not willing to go ahead at this time with recovery of 
these land-grant rates, you would be willing to do so?” 

“We would be willing to undertake it to the fullest extent 
possible, and I feel certain of some good results,” Mr. Massie 
replied. 


Position of R. F. C. 


Harvey J. Gunderson, director and former general counsel 
of the R. F. C., was the next witness. He was accompanied by 
James L. Dougherty, R. F. C. general counsel. Mr. Gunderson 
referred to a memorandum addressed to him December 4, 
1943, by M. E. Miller, traffic manager of the Metals Reserve 
Co., in which it was stated that his (Mr. Miller’s) department 
understood that under section 321(a) the materials handled 
by the Metals Reserve Co. might not be shipped under land- 
grant rates, “this interpretation being based on the fact that 
with the exception of materials sold to the Army or the Navy, 
it is impracticable to determine that it is for ‘military or naval 
and not for civil use.’” Mr. Gunderson then read a memo- 
randum he had written, as R. F. C. general counsel, to Mr. 
Miller on January 21, 1944, in which he gave the advice that 
the M. R. C. should continue to consider that it was not en- 
titled to land-grant rates under the statute. 


Mr. Gunderson stated that since the U. S. Supreme Court 
had handed down its decision in the Northern Pacific land- 
grant case, March 3, 1947, “our traffic department is going 
back and filing claims that will carry out that decision.” 

“Our traffic people,” he said, “estimate that on M. R. C. 
shipments alone of $87,000,000 in freight bills that we have 
paid to date our negotiations in getting revised rates under 
section 22, of which we have 625, have resulted in savings in 
rates in excess of $24,000,000. . . . So in the over-all, the posi- 
tion of the government is certainly more favorable than if we 
had land-grant rates, in which case we would have saved only 
$8,000,000.” 


Ten-Year Statute of Limitations 


Mr. Gunderson said that as to recovery of overpayments 
on government traffic the two-year statute of limitations did 
not apply, and that, instead, “you have a 10-year statute of 
limitations.” j 

“Unless the land-grant rate in the cases we are examining 
is less than the rate we secured under section 22,” he said, 
“we still do not intend to file under the land-grant, because it 
will cost us money.” 

He said that 85 per cent of the traffic in question had 
moved over eastern railroads as to which land-grant rates did 
not apply. He suggested that in computing the amount of 
“savings” that might have been possible by land-grant rate 
application, the G. A. O. had taken “the whole $80 million 
freight bill and figured that 10 per cent of the railroads were 
land-grant and that consequently there was an $8 million 
saving on the land-grant rates.” Mr. Herz said that this de- 
scribed the G. A. O. process in a general way, but that the 
G. A. O. had done “a little better than that” and had employed 
a rate specialist for a period of two months to make an analy- 
sis of the freight charges paid, by a sampling method. 


“The traffic departments of the various parts of the 
R. F. C. have at all times acted in the best interests of the 
government,” said Mr. Gunderson. “If any cases show land- 
grant rates. better than section 22 rates, we still can go back 
and claim a refund for the difference from the government.” 


High Cost Audit Suggested 


He ‘suggested that an audit of Defense Plants Corporation 
purchases by the G. A. O. for the purpose of recovery of land- 
grant rate differentials might ‘cost you so much it might be 
wiser not to undertake it, if it is not going to pay its own 
Way.” 

In the course of further discussion, Mr. Ellis said he 
thought the G. A. O. had “the only complete set of tariffs in 
the United States.” 

Mr. Dougherty placed in the hearing record a list of 17 
cases in which the R. F. C. was claiming freight charge re- 
funds, to show, he said, that “the R. F. C. has not just been 
sitting idly by and letting the railroads romp away with a lot 
of the government’s money.” 

Mr. Ellis said that the G. A. O. was now collecting “well 
over $100,000,000 a year in transportation payments made 
generally,” and that the collections were made by “a relatively 
low-cost process.” 


POST OFFICE DEPT. RESEARCH 
Under terms of a bill (H. R. 4638) introduced by Repre- 
Sentative Miller, of California, the Postmaster General would 
be authorized and directed to establish in the Post Office De- 
partment a division of research and development, whose duty 
would be to “conduct a program of research and development 
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for the purpose of improving existing equipment used in the 
postal service and of introducing new types of equipment for 
use in such service in order that the business of the Post Office 
Department may be more efficiently and economically oper- 
ated.” The bill would authorize an appropriation of $100,000 
annually for carrying out its purposes. 


Norris on Alleged Overcharges in 
Handling Government War Freight 


There is a Santa Claus, and he is a tangible creature of 
steel and steam and oil and flanged wheels, the American rail- 
roal, which 117 years ago brought the American people the 
priceless gift of efficient, economical mass _ transportation, 
Ernest E. Norris, president of the Southern Railway System, 
told the Cincinnati Chamber of Commerce forum meeting, 
December 9. The meeting was sponsored jointly by the Ohio 
Valley Transportation Advisory Board, the Cincinnati Traffic 
Club, and the Cincinnati Board of Trade. 

“Look anywhere in our land and you'll see this Santa 
spreading cheer among our people and giving life, strength and 
unity to our country,” said Mr. Norris. “From a pack bulging 
with countless blessings, he distributes jobs that provide the 
livelihood of millions—huge tax payments that help to build 
highways, airports, waterways—orders for $1,500,000,000 worth 
of the products of our forests and farms, factories and mines.” 

The president of the Southern Railway said that the City 
of Cincinnati had its own “Santa Claus,” the Cincinnati South- 
ern Railroad, which was purchased by the city for $18,000,000 
and leased to the Southern, and which has returned to the city 
approximately $75;000,000 in rentals and taxes. Mr. Norris 
criticized the city’s master plan, which would remove the pro- 
duce industry and railroad facilities from the Central Bottoms 
area. “Such a step would greatly weaken your own railroad 
because the produce industry is the only large industry on the 
line in Cincinnati,” he declared. ‘Moreover, your railroad 
could not be built into any other section of the city where other 
industries now are located or could be located.” 


Hits Department of Justice 


“Fishing for catfish from the ‘Queen Mary’s upper decks is 
no more ridiculous than the current ‘fishing expedition’ of the 
Department of Justice in the matter of alleged overcharges on 
the handling of government freight during the war,” declared 
Mr. Norris. 

Continuing, he said: 


Early in the war, at the request of the director of the Office of 
Defense Transportation, and after written approval of the Department 
of Justice, a committee of traffic officers was set up to negotiate re- 
duced rate requests by government agencies. Compared with commer- 
cial rates, reductions aggregating more than $500,000,000 were made in 
freight charges on war traffic. All of this was considered entirely 
satisfactory by the military transportation men. 

In addition, land grant reductions on government traffic during 
the war years are estimated by government authorities at $800,000,000. 
Furthermore, through heavy wartime taxation rates, the government 
already has received up to 85.5 per cent of the railroads’ taxable income. 
Now it wants the remaining 14.5 per cent. The simple truth is that, 
during the war, the railroads’ increased operating costs, coupled with 
heavy income and excess profits taxes, not only prevented excessive 
earnings, but actually operated to deny the railroads a fair return in a 
time of unprecedented business. 

But these facts don’t deter the Department of Justice from howling 
to the high heavens that the committee it approves-was an ‘‘unlawful 
conspiracy,’’ and from making fantastic complaints of alleged over- 
charges. If these overcharges were allowed it would result in confisca- 
tion of the entire working capital, and more, of all the railroads and 
would destroy the solvency of most of them. 


Reverting to his “Santa Claus” simile, Mr. Norris reminded 
his audience that “better, more efficient railroad service will 
not continue to come out of the railroad’s Santa pack unless 
America shows greater appreciation of the value of his services. 
You must give him encouragement and proper financial nourish- 
ment by placing a larger piece of ‘cake’—in the form of ade- 
quate earnings— under the Christmas tree for him, so that he 
will have the incentive and the strength to keep up his good 
work. . . . Continually inadequate earnings can ‘shoot’ Santa 
Claus deader than the proverbial doornail. That’s why the rail- 
roads are asking for earnings sufficient to enable them to have 
an average return on net investment of. at least six per cent. 
Last year the average return was a meager 2.75 per cent, and a 
return of only 3 per cent is anticipated for this year.” 


MERCHANT MARINE COMMITTEE MEMBERS 
The House has agreed to a resolution (H. Res. 387) elect- 
ing to membership of its committee on merchant marine and 
fisheries the following: Representatives O’Toole, of New York; 
Meade, of Maryland, and Thompson, of Texas. 
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Fuel Transport Problems in East 
Hold Attention of Congress 


As two House committees took up consideration of House 
resolutions introduced by Representative (Mrs.) Rogers, of 
Massachusetts, calling for the furnishing of information about 
coal and petroleum transportation shortages in the eastern 
states by government agency heads (see Traffic World, Dec. 6), 
Senator Saltonstall, of Massachusetts, made public a letter he 
had received from Director Johnson, of the Office of Defense 
Transportation, in response to the senator’s request for “a 
comprehensive report” on the expected availability of tank cars 
and coal cars for the New England states in the winter months. 

Two of the resolutions introduced by Mrs. Rogers, H. Res. 
380, directing a request for information on coal and oil exports 
to the Secretary of Commerce, and H. Res. 382, asking the 
O. D. T. director to furnish information to the House concern- 
ing coal car shortages, were under consideration by the House 
interstate and foreign commerce committee, to which they had 
been referred. Another of the four Rogers resolutions, H. Res. 
383, was being considered by the House committee on armed 
services. It asked the Secretary of the Navy to advise the 
House concerning use of oil tankers controlled by the Navy. 
Awaiting consideration by the House merchant marine and 
fisheries committee was H. Res. 381, calling for information 
from the Maritime Commission about the placing in service of 
“idle tankers” under the commission’s control. 

Senator Saltonstall, in a statement relative to the letter he 
had received from Director Johnson, called attention to the 
O. D. T. director’s view that it was probable “a tight situation” 
in transport of coal and oil would exist in the coming winter 
a. The material part of the O. D. T. director’s letter 

ollows: 


While it is very difficult to appraise potential transportation that 
will be available to handle coal and oil shipments during the winter 
months, it becomes increasingly apparent that a tight situation will 
exist. The coal car outlook for New England, broken down into sources 
of supply, is as follows: 


As of November 15, total shipments of bituminous coal to New 
England amounted to 17,307,662 net tons as compared with 16,796,418 
tons in the corresponding period of 1946. Approximately 65 per cent of 
this tonnage originated in the southern fields and moved tidewater 
through Hampton Roads. The balance originated in the northern fields 
and moved all-rail. The supply of cars for movement through Hampton 
Roads has been and will continue to be adequate to meet potential 
demands in the coming winter. However, indications are that the 
better grades of coal, particularly those suitable for making coke and 
those preferred for household heating, will be difficult to obtain owing 
to immense demands and inadequate production of this type coal. This 
condition is quite general throughout the country. 


Car shortages in the northern fields, where New England obtains 
about 35 per cent of its bituminous coal, are causing curtailment in 
supply. However, there has been some improvement during the past 
few weeks, and now that coal shipments to the lakes are over, there 
will be more cars with which to fill orders to New England and other 
areas. 


No Car Shortage for Anthracite 


Anthracite shipments to New England so far this year show a drop 
of approximately 1,000,000 tons under the corresponding period of 1946. 
Reports indicate that had dealers and consumers purchased a substan- 
tial part of the season’s requirements during the summer, as they 
usually do, sufficient anthracite would have been available this winter. 
Now, however, due to limited production capacity, it is impossible to 
recoup this loss which was. sustained when mines curtailed production 
during the summer months because of lack of orders. This is not a 
case due to car supply and no general car shortage is foreseen in the 
anthracite fields. 

Indications are that the fuel oil supply situation is not as good as 
in coal. Demands for oil products are now greater than in any year 
during the war when military needs were tremendous. The situation 
is definitely tightening in New England and other eastern states and 
no immediate relief is expected. 

The present ocean tanker shortage created by the unexpected in- 
crease in both military and domestic requirements and other factors is 
Particularly serious at present and the situation is not expected to 
improve until laid-up tankers now being made ready by the U. S. 
Maritime Commission are made available, 

As to tank cars, the ability of the railroads and the oil industry to 
acquire new cars quickly is limited by shortages of steel and other 
materials. 

In summary, greater tanker availability would materially improve 
the situation; but would possibly not entirely solve the present supply 
stringency in oil products. 


Tank Car Plea by O. D. T. Head 


President Faricy, of the Association of American Railroads, 
and President Hood, of the American Short Line Railroad As- 
sociation, have received telegrams from Director Johnson, of 
the O. D. T., requesting that they urge member lines to expedite 
tank car movements. The telegrams read as follows: 


Please advise your member lines increasing shortage of petroleum 
makes it imperative that there be no delay in movement of any tank 
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cars. Urge executives personally see that tank cars move utmost 
promptness. 


Resolutions Reported Favorably 


H. Res. 380 and H. Res. 382 were favorably reported to 
the House by its interstate and foreign commerce committee 
after a hearing in which the witnesses were William C. Foster 
Under Secretary of Commerce; Arthur H. Gass, director of 
railway transport, Office of Defense Transportation, and Mrs. 
Rogers, the author of the resolutions. 

The House armed services committee made an unfavorable 
report to the House on H. Res. 383, saying its action was baseq 
on a letter its chairman had received from W. John Kenney, 
Acting Secretary of the Navy, and the House agreed to a 
motion to “lay the resolution on the table.” 

Mr. Foster submitted data to the interstate and foreign 
commerce committee showing that fuels of various types had 
been exported from the United States to Foreign countries in 
the first nine months of this year in the following amounts: 
Anthracite, 6,338,000 short tons; bituminous coal, 5,484,000 short 
tons; crude petroleum, 34,280,000 barrels; natural gasoline, 
3,687,000 barrels; blending agents and anti-knock, 18,831,000 
gallons; aviation motor fuel, 2,869,000 barrels; motor fuel and 
gasoline, n.o.s., 25,623,000 barrels; gas, oil and distillate fue] 
oil, 20,756,000 barrels; lubricating oil, 4,117,000 barrels; avia- 
tion high viscosity, 1,174,000 barrels; aviation, medium viscosity, 


2,929,000 barrels, and lubricating oils, n.o.s., 1,536,000 barrels, | 


According to the data he submitted, the U. S. exports of petro- | 
leum and its products in the first half of this year were, in the | 


case of each product, a smaller percentage than in 1939. 
Coal Movements to New England 


Mr. Gass, in his testimony, stated that the all-rail move- 
ment of coal to New England in the first 47 weeks of 1947 
totaled 5,966,950 tons, as against 6,167,755 tons in 1946, while 
coal moved to New England by tidewater in the same 47 weeks 
of this year totaled 11,737,710, as against 11,035,552 tons in 
the 1946 period. 

Mrs. Rogers said that the government agencies to which 
her resolutions were directed had not refused to give informa- 
tion she had requested, but that they “have not given me all” 
the information sought. 

Acting Secretary Kenney’s letter to Chairman Andrews, 
of the House armed services committee, contained information 
about reconditioning of 50 tankers from the Maritime Com- 
mission’s laid-up fleet, for use in military service. It was stated 
in the letter that it was expected 16 of these tankers would 
be in service by the end of December and that all 50 would 
be in active operation “by late January or mid-February, 1948.” 


Fuel Inquiry by House Unit 


Chairman Wolverton, of the House interstate and foreign 
commerce committee, announced on December 5 that his com- 
mittee would undertake “a full and complete study of the 
entire subject of the threatened shortage of fuels, both as to the 
present and the future,” and that the study would be conducted 
by members of the committee staff, supplemented by hearings 
to be held by the full committee, beginning December 11. 


“The scope of the study,” he said, “will be broad enough 
to cover all types of fuel, sources and amount of available 
supplies, present and future demands, and all related matters, 
including production, processing, distribution and transporta- 
tion of the same. Foreign as well as domestic aspects of the 
subject will also be carefully examined. . . . The country’s 
daily demand for petroleum has increased from 3,373,000 bar- 
rels a day in 1939 to an estimated 5,396,000 barrels a day in 
1947. As late as last August it was estimated that the U. S. 
demand would increase to 6,000,000 barrels a day and the 
total world demand to 10,000,000 barrels a day by 1951. From 
present indications this figure may be attained by 1950 or even 
as early as 1949. This is‘a truly alarming situation. .. .” 


Senate Committee Conference 


Nearly 70 invited representatives of the coal, petroleum 
and transportation industries, and of a number of government 
agencies, were present at a conference held December 9 in 
the hearing room of the Senate banking and currency com- 
mittee under the direction of a subcommittee of the Senate 
interstate and foreign commerce committee, for discussion of 
possible steps to relieve threatened fuel shortages in the 
eastern seaboard states in the coming winter months. 

_ In an opening statement, Senator Tobey, of New Hamp- 
shire, chairman of the subcommittee, described the meeting as 
an “unorthodox gathering,” a round-table conference “called 
under the injunction given by Isaiah some four thousand years 
ago, which will always bear repetition, ‘Come, let us reason 
together’.” He said the subcommittee hoped that at the end 
of the day’s sessions it would be able, “figuratively speaking,’ 
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to hold up a test tube and.“find therein a precipitation of facts 
on the problem, and solution thereto, which will relieve the 
apprehensions and doubts which prevail today on the part of 
the fuel-consuming public.” 

Members of the subcommittee, in addition to Chairman 
Tobey, were Senators’ McMahon, of Connecticut; Moore, of 
Oklahoma; Hawkes, of New Jersey, and Myers, of Pennsyl- 
vania. 

Howard W. Page, of the Standard Oil Co. of New Jersey, 
said that his company had a fleet of 134 tankers, of which 50 
were in the coastwise service, while the others were operating 
“all over the world,” some engaged in transporting imports 
of oil. He said the company could move more oil for the 
domestic supply by cutting down on its commitments to Eng- 
land, France and other foreign countries. 


M. C. Member Discusses Tankers 


Commissioner Mellen, of the Maritime Commission, arose 
to state that the commission now had 44 tankers in its laid-up 
fleet, plus five tankers that were substantially damaged and 
subject to repairs. All of them could have been repaired long 
ago and could have been in operation now if the commission 
had sold them to U. S, operators, he said. Asked why they had 
not been sold to American citizens, he said that some months 


-ago “pressure was brought to bear’ by sources not known to 


him, for the sale of tankers to foreign operators. He said the 
commission now had 177 applications for purchase of T-2 type 
tankers for operation under the U. S. flag, and that, as of 
November 12, the commission had a total of 260 “citizen” 
applications for purchase, including some involving proposals 
for transfer to Panamanian registry. If the commission-owned 
tankers were operating under the U. S. flag, he said, they 
could operate in domestic areas and, at the same time, into 
the Persian Gulf. He said the Maritime Commission had been 
operating “a great many” tankers under agency agreements 
and was still doing so. The tankers that had been proposed 
to be “sold foreign,” he said, had not yet been sold, except for 
31 that had been sold to Britain and one sold to Turkey earlier 
in the year. 


Opposes Foreign Sales 


“It’s contrary to public policy to sell these tankers to non- 
citizens,” he said. “If there are no surplus tankers, I want them 
all retained under the jurisdiction of the United States gov- 
ernment.” 

He charged that “a lot” of oil companies had been putting 
their tankers in world service, at advantageous charter rates, 
and had then come to the Maritime Commission “to get more 
tankers at low (charter) rates.” He urged that the 49 tankers 
in the commission’s laid-up fleet be sold to U. S. citizens im- 
mediately so they might be repaired and placed in service, 
but he agreed with Senator Moore that the process of repairing 
them would mean delay in placing them in service. 

B. B. Jennings, president of the Socony-Vacuum Oil Co., 
New York City, said there was now an “over-all discrepancy” 
between petroleum.demand and supply, and that there had 
been a heavy demand from the armed forces which the oil 
industry did not anticipate. He urged encouragement of con- 
servation of gasoline and fuel oil. 


Views of John L. Lewis 


John L. Lewis, president of the United Mine Workers of 
America, said that U. S. coal production was now about six 
times that of Great Britain; that less than 400,000 coal miners 
in the United States were producing 680,000,000 tons of bitu- 
minous coal this year; that in no other country could coal be 
purchased for export, and that this production record had 
been made “despite the fact that, since the war, the coal indus- 
try has suffered from an acute inadequacy of transportation.” 
He said daily coal car shortages in recent months had ranged 
from 20,000 to 40,000 cars; that the railroads had “fallen 
Short” 35,000 cars in many weeks, and this meant that the 
United States had to do without 1,125,000 tons of coal in each 
of those weeks. He said that “certain railroads” had “fallen 
down” on the coal car supply, and that allocation of cars to 
various lines had been discontinued since the war. He said that 

various factors,” including a reduction of exports, had been 
responsible for reduction of the daily average shortage of coal 
Cars in the week ended November 29 to 11,000. 

Asked by Senator Hawkes whether “some better plan” 
could not be devised for using railroad cars continuously and 
thus keeping the coal moving could not be devised, Mr. Lewis 
Said he knew no reason why “the Department of Commerce 
and the American Railroad Association” could not work out a 
Solution of the problem, and he implied that establishment of 


a priority system might be the solution, with coal movements: 


receiving priority. He said there had been instances in which 
cars had been sent to the Pacific coast, loaded with machinery, 
and had not returned to the east for three weeks. 


1739 


Governor Bradford, of Massachusetts, said there was no 
coal shortage in New England. He suggested a pooling of the 
resources of the oil companies to deal with the threatened oil 
shortage in the New England states. 


Loading Improved, Says Rathbone 


M. J. Rathbone, of New York City, president of the Stand- 
ard Oil Co. of New Jersey, told the Tobey subcommittee that 
one thing his company had done in meeting threatened oil trans- 
portation shortages was to increase its utilization of tank cars 
by improved loading. He said that by such means an additional 
500 tank cars out of the company’s fleet had become available 
for service “where they were needed the most.” At the present 
time, he said, his company was moving 50,000 barrels of west 
Texas crude oil a day to “deep water.” He added that the com- 
pany recently had started trainload movements of tank cars 
transporting kerosene and heating oil to the New York-New 
England area and that such movements would be continued 
“right on through the winter.” 

“We have also made quite a shift from short-haul in tank 
cars to trucking, and that work continues,” he said. ‘That’s 
another case where we can add to our tank car fleet by convert- 
ing the short-haul to truckers.” 

He said his company had increased its tanker fleet within 
the last year from a total of 92 to a total of 189 as of November 
21. He said it had been “a very common practice” for “groups 
of people” to buy tankers from the Maritime Commission and 
then charter them on long-term contracts to the oil companies. 
Senator Hawkes viewed this practice as analogous to the rent- 
ing of tank cars by chemical companies that needed them sea- 
sonably. 

Admiral W. W. Smith, Maritime Commission chairman, 
discussed at some length the tanker sales problems of the com- 
mission and said that the proposed sale foreign of 100 govern- 
ment-owned tankers was being held up pending receipt from the 
Attorney General of a ruling as to the legality of such sales, 
which ruling, he said, the President had requested. If the ruling 
was negative, he said, the commission would at once sell these 
tankers to American citizen applicants for their purchase. 

Chairman Smith said that the commission had 254 tankers 
available for sale on June 25 and that since then it had sold 
192 tankers to American citizens. Charles H. McGuire, of the 
commission’s traffic division, said that the commission’s general 
counsel had given unqualified advice that the commission had 
no authority to control the use of a vessel it had owned, once 
the vessel had been sold. He agreed with Senator Tobey that 
existing law might be changed to permit such control. 

After Commissioner Mellen had indicated that the commis- 
sion had a policy of separating tanker purchase applications 
as between experienced and inexperienced (or “investor’’) oper- 
ators, and had stated that the merchant ship sales act con- 
tained no provision for distinction between types of applicants, 
Senator Hawkes said he thought it conceivable that the oil 
companies had said, when they learned that the commission 
last June planned to sell 100 tankers foreign, “What is the 
use of our buying any more tankers here, because when those 
100 go over there we’ll bring back the ones we’ve got over 
there, and we will have enough here.” 


A. A. R. and O. D. T. Testimony 


J. H. Aydelott, vice-president, operations and maintenance, 
of the Association of American Railroads, stated that the 
“picture” as to coal movements was looking “a good deal 
better” now since the Great Lakes navigation season had closed 
“Jast week.” He said that in 1946 the railroads averaged 55.9 
miles a day in movement of tank cars, and that in September 
of this year that average had been raised to 67 miles a day, 
or about 20 per cent. He stated that ‘‘the tank car people’ had 
told the railroads in a conference in Chicago last summer 
that if the railroads would increase the daily tank car mileage 
10 per cent, the equivalent of 10,000 tank cars would be added 
to the nation’s tank car fleet. 

Homer C. King, director of the Commission’s Bureau of 
Service and deputy director of the Office of Defense Transporta- 
tion, was asked by Senator Tobey why there had not been 
placed in effect a prohibition, such as was effected in the war, 
against use of tank cars for movements of less than 200 miles. 
Mr. King said that the O. D. T. had studied that matter but 
had been advised that such action would not be feasible. He 
said tank cars were now moving longer distances than they 
moved “a month or two ago.” To a question by Senator Tobey 
as to why trainloads of tank cars to the east were not run 
now, as they were in the war, Mr. King said that the tank 
cars were pooled in wartime and that the O. D. T. doubted 
that such a plan would work well now. To a suggestion that 
coal cars might be “allocated” to meet emergencies, Mr. King 
said he thought the coal movement had improved some re- 
cently. He added that the A. A. R. car service division had 
authority to distribute cars of all kinds and that if it did 
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not do so, the O. D. T. and the I. C. C. would see to it that 
the cars were distributed. He said some tank cars ought to be 
moving faster than they were. 

“TI have under my direction about 50 or 60 men, and 
most of them are working on that very problem,” he said. 
“We are finding some delays, not too bad, and not on the 
part of the railroads.” 

He advised the oil companies to “search out themselves” 
any tank cars that were delayed and said they would find a 
few instances of delay. He noted that the Commission on 
December 8 had made public “an order voted on by Division 3 
on December 2,” establishing demurrage on tank cars at un- 
loading points. 


Gass Urges Antitrust Law Relief 


Arthur H. Gass, O. D. T. railway transport director, ad- 
vocated antitrust law relief for the oil companies so as to permit 
them to act collectively in dealing with their transportation 
problems and make freer interchange of cars. He said that a 
regulation identified as ““TR-3” was one under which antitrust 
law immunity had been granted until December 15 of this 
year for arrangements under which movements of tank cars 
for transportation of anhydrous ammonia, liquefied gas, and 
chlorine might be made from the nearest source of supply. 

A statement by Senator Hawkes, recommending a number 
of steps to relieve the fuel shortage situation in the east, was 
inserted in the conference record. Among the steps he proposed 
were: The making available by the government of all tankers 
possible for the coastwise movement of oil to the east; reduc- 
tion of oil exports, and enactment of legislation granting anti- 
trust immunity for local consultations by oil companies on 
problems of distribution of the available supply. 


Tank Truck Facilities 


John V. Lawrence, managing director of the American 
Trucking Associations, Inc., discussed a survey he said had been 
made this month by the National Tank Truck Carriers Confer- 
ence. He said the survey showed there were ample tank truck 
facilities in “all but a few regions.” The tank truckers were 
operating 24 hours a day in South Dakota and in west coast 
areas, but in New England they were operating only eight hours 
a day, and in the middle Atlantic states, 12 to 16 hours a day 
in some operations, and 20 to 24 hours a day in a few opera- 
tions. If the tank truck operations in New England could be 
stepped up to 15 hours a day, he said, the trucks could handle 
all the rail movements of petroleum of less than 100 miles 
where loading and unloading facilities were available for trucks. 
He stated that the capacity of the tank truck movements could 
be increased by effectuation of longer work hours at loading 
and unloading points. 

Others who made statements at the conference were: Sen- 
ator Lodge, of Massachusetts; Rear Admiral William H. Cal- 
laghan, assistant chief of naval operations (transportation) 
U. S. Navy; Walter S. Hallanan, chairman of the National 
Petroleum Council; Hines H. Baker, executive vice-president, 
Humble Oil & Refining Co., Houston, Tex.; Huntington T. 
Morse, special assistant to the Maritime Commission; W. E. 
Gannon, purchasing agent, Bureau of Federal Supply, Wash- 
ington, D. C.; William E. Warne, Assistant Secretary, Depart- 
ment of the Interior; R. G. Dunlop, president, Sun Oil Co., 
Philadelphia; William K. Warren, president, Warren Petroleum 
Co., Tulsa, Okla.; Russell B. Brown, general counsel, Inde- 
pendent Petroleum Association of America, Washington, D. C., 
and L. Ebersole Gaines, president, National Coal Association, 
Washington. 


As the conference ended, Chairman Tobey asked the oil 
company representatives to form a committee the next day for 
the purpose of giving to his subcommittee a “picture of the dis- 
ease and cure as you see it.” 


House Committee Action 


In an executive session on December 10, the House inter- 
state and foreign commerce committee rescinded its earlier 
action to report favorably H. Res. 380 and H. Res. 382, both 
introduced by Representative (Mrs.) Rogers, of Massachusetts. 
It was stated at the committee that the decision to table H. Res. 
380, directing a request for information about coal and oil ex- 
ports to the Secretary of Commerce, was made because the 
‘nformation was already provided under terms of H. Res. 366, 
the Mundt resolution which the committee had already reported 
(see Traffic World, Dec. 6, p. 1667), and that action to table 
H. Res. 382 was taken because the information it called for had 
already been supplied to the committee. 


Two More Resolutions Introduced 


Representative (Mrs.) Rogers has introduced H. Res. 394, 
to prohibit sale of tankers by the Maritime Commission to 
foreign persons, companies, corporations and governments, and 
H. Res. 395, to prohibit export of coal, gasoline, fuel oil, and 
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other petroleum products. H. Res. 394 was referred to the 
House committee on merchant marine and fisheries and H. Res. 
395 was referred to the House interstate and foreign commerce 
committee. 


Railroads Ask for Tax Relief on 
Overcharges Recouped by U. S. 


On behalf of the member lines of the Association of Amer- 
ican Railroads, Joseph F. Mann, chairman of the A. A. R. 
subcommittee on federal revenue legislation, has presented to 
the House ways and means committee a plea for enactment 
of a tax amendment which he said was “merely designed to 
prevent the taxation at wartime rates of large amounts of 
paper income which was never actually realized by the car- 
riers.” 

In a statement he filed with the committee, Mr. Mann said 
that the problem he was outlining, involving tax adjustments 
on amounts actually received by the carriers for transportation 
of government traffic in the war years after the auditing of 
the freight bills by the Comptroller General and subsequent 
recoupment of overcharges by the government, was “the most 
important tax problems affecting the railroads today.” His 
explanation of the railroads’ tax problem with respect to moneys 
received by them in the World War II years for the transporta- 
tion of government traffic, included the following: 


Beginning in 1940 the government was entitled to reduced land- 
grant rates only with respect to military or naval property of the 
United States moving for military or naval and not for civil use. At 
the time of moving the tremendous volume of traffic for the govern- 
ment during the emergency period the railroads were in many instances 
uncertain whether a particular shipment was of a character entitling 
it to the reduced rate. Often this was necessarily so for security 
reasons. In many instances the shipping papers did not disclose the 
interest of the United States in the shipment; and even where the 
United States was disclosed as the shipper or consignee, in a great 
many instances, neither the railroad nor the individuals offering the 
shipment had any means of determining the ultimate use of the 
property. 

“‘Cutbacks’’ and Non-Land-Grant Rates 


Accordingly, when the nature of the product and the shipping 
papers did not disclose its ultimate use, the railroads could not know 
whether the reduced land-grant rates applied and, perforce, rendered 
bills for the transportation service to the government at the estab- 
lished rates without the land-grant deductions. ...It was provided in 
... the transportation act of 1940 that the bills rendered by the rail- 
roads should be paid initially without audit, and this was done. However, 
that act also provided that, upon audit of a bill by the Comptroller 
General of the United States and upon determination by him that the 
original charge was incorrect, any overpayment might be deducted from 
some other amount due to the carrier from the United States. Such 
adjustments and recoupment of overcharges are referred to as ‘‘cut- 
backs.”’ 

Due to the tremendous volume of war traffic the Comptroller General 
was unable to keep the audit of the transportation bills on a current 
basis. Land-grant deductions were abolished by statute as of October 
1, 1946,...but the Comptroller General has not yet completed the 
yg of the vast accumulation of bills for traffic moving prior to that 

ate. 

Many of the railroads were subject to the excess profits tax during 
some or all of the years 1942 to 1945 when the great volume of emer- 
gency government traffic was moved. Many of the cutbacks have been 
made in the taxable years 1946 and 1947, during which years no excess 
profits tax was in effect. Furthermore, substantial amounts of cutbacks 
are still to be made. If the carrier is required to treat as gross income 
the amount originally billed, and this amount is subjected to excess 
profits tax with the only offset a deduction of the cutback in a later 
year when no excess profits tax is applicable, it is obvious that a 
serious inequity results. It is this inequity which the proposed legisla- 
tion is designed to remove. 


Distortion of Taxable Income 


Mr. Mann said that if the railroads billed the government 
for $1,000 for transportation of a carload of goods in 1944 and 
if in 1947 the Comptroller General found that $500 was the 
correct charge, a distortion in taxable income resulted if the 
entire $1,000 was treated as income in 1944 and a deduction 
of $500 was allowed for the cutback in 1947, since the $500 
overcharge might be subject to excess profits tax at 85% per 
cent for 1944, while the deduction of $500 in 1947 would 
afford relief to the extent of only 38 per cent—a disparity of 
47% per cent between the 1944 and the 1947 tax rates. 

“So great is this disparity,” he added, “that as a matter 
of fact the carrier may finally have to pay a tax as though 
on a profit when actually a loss was incurred.” 

In support of that statement, he showed that, where the 
original freight bill to the government in 1944 was $1,000, with 
the tax rate at 85% per cent, the tax was $855, leaving $145 
as the maximum the carrier could retain; that jon repayment 
of $500 of revenue in 1947, with reduction in federal income tax 
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in 1947 at the rate of 38 per cent, the net cost of repayment 
to the government by the carrier would be $310, and that, 
accordingly, the minimum loss to the carrier for handling the 
shipments would be $165. 

He said the legislation he proposed was broad enough not 
only to take care of land-grant cutbacks but also to provide 
for other adjustments of the transportation charges on govern- 


‘ment traffic, including those made as a result of reparations 


payments the carriers might have to make as a result of 
complaints filed by the Attorney General with the Commission, 
alleging excessive charges for handling certain classes of gov- 
ernment traffic. 

“The railroads,” he said, “are in a serious squeeze, tax- 
wise, aS a result of the several years of delay in determining 
the amount of charges to which they are lawfully entitled for 
handling government traffic. They are not complaining of this 
delay, well knowing that the volume of traffic was so great 
that it was physically impossible for the Comptroller General 
to make an audit of the transportation bills currently as they 
were rendered. On the other hand, the railroads have in no 
way been responsible for this delay in the final determination 
of the amount due them for handling the traffic... .” 


Senator Asks U. S. Merchant Fleet 
Welfare in Foreign-Aid Program 


Senator Magnuson, of Washington, a member of the Senate 
interstate and foreign commerce, has asked the Maritime Com- 
mission to prepare for him, “at frequent intervals,” data on the 
proportion of European-aid cargoes carried in American-flag 
vessels and on the proportion of such cargoes carried in ships 
of other countries. : 

“I should like the commission to call to my attention im- 
mediately,” he said in a letter to Vice Admiral W. W. Smith, 
chairman of the commission, “any drop in the percentage car- 
ried by American-flag vessels and any proposal to use these 
(European interim-aid) funds in connection with transactions 
under the ship sales act.” 

The Magnuson letter, made public at the senator’s office, 
contained the advice that the senator had been assured by his 
colleagues that none of the funds authorized to be appropriated 
under the so-called “interim aid bill,” S. 1774, would be used 
for purchase of U. S.-owned vessels or for the payment for such 
vessels already purchased under the merchant ship sales act 
of 1946. He said he wanted the information he was asking the 
commission to supply “in order to guarantee that the intent of 
the Congress is not violated in this connection.” i 

He noted that he had proposed an amendment to the in- 
terim aid bill so as to guarantee that American-flag ships would 
participate in the program “at least to the same extent as they 
have participated in our foreign trade during the last six 
months,” and said he believed that the present ratio of U. S. 
foreign trade carried in American bottoms was the minimum 
percentage necessary for the preservation of the American mer- 
chant marine. He said he had withheld his amendment at the 
request of the chairman of the Senate foreign relations commit- 
tee and the Senate majority leader (see Traffic World, Nov. 29, 
p. 1601). Both of those senators had joined with him in the 
debate on the bill, he said, in expressing “the expectation that 
the intent of my amendment would be carried out administra- 
tively under the interim aid program and that the amendment 
would be written into any long term aid program.” 

“I note with satisfaction,” he wrote, “the reference to a 
long range program for the merchant marine, and in particular 
to American-flag participation in the carrying of relief and re- 
construction cargoes, contained in the President’s message to 
Congress on December 1. I would appreciate information as to 
the Maritime Commission’s proposal in this regard, particularly 
in regard to the commission’s position on the shipping proposals 
contained in the sixteen-nation Paris report.” 


Vessels for Interim-Aid Shipment 


In the House, when debate was in progress on the House 
version of “interim-aid” legislation (H. R. 4604), Representa- 
tive Bradley, of California, a member of the House merchant 
Marine committee, said he hoped the federal administration 
would see to it that at least 50 per cent of American goods 
Shipped to Europe under the interim-aid program were carried 
in American-flag vessels. 

He said the House bill would not permit foreign countries 
who would be beneficiaries of the interim-aid legislation to use 
the money they would receive from this country to purchase 
American ships. The Senate bill, S. 1774, which the Senate 
had passed, he said, contained no such restriction.. He indi- 
Cated that he would insist on retention of such a provision in 
the legislation when it came up for final passage. 

“One reason for the failure of America to hold its own in 
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the merchant marine sérvice,” he said, “is our differentiation 
between Americans who go to sea and Americans who remain 
ashore. To my mind it would be just as logical to invite for- 
eign workmen to come to the United States and operate our 
idle factories, take over establishments now in the hands of 
the War Assets Administration for disposal, and there to turn 
out relief goods for foreign lands, as it is to advocate turning 
American ships over to foreign governments for the purpose 
of carrying American relief supplies. The American who goes 
to sea has just as much right to the protection of his job by 
the government as has the American who stays ashore. .. .” 


Bill Would Let Canadian Vessels 
Operate Between Alaska Ports 


Senator Butler, of Nebraska, in an address in the Senate 
called attention to a bill introduced by him, to amend existing 
shipping laws of the United States so as to permit merchant 
ships of Canadian registry to operate between ports in Alaska. 
The bill is identified as S. 1834. a 

On a recent trip he had taken to Alaska, Senator Butler 
said, he had found that available transportation facilities be- 
tween points within Alaska and from Alaska to “the outside 
world” were extremely inadequate; that there was only one 
railroad, and very few highways, and that the situation was 
particularly bad in southeastern Alaska, “where most of the 
population is located” and where rail service was not provided. 

“As a practical matter,” he said, “such communities as 
Juneau, Ketchikan and Wrangell have to depend almost ex- 
clusively on either steamships or airplanes for their communi- 
cations with the outside world, or with each other. ... It 
happens that the American coastwise shipping laws have effec- 
tively reduced the water transportation available to Alaskans 
to two American lines under the same ownership, plus a third 
small operator, whose few small vessels carry freight pri- 
marily. As a natural result, the service available for travel 
and transportation in the territory has been poor, uncertain, 
expensive and infrequent. 

“My proposal is that the present law be relaxed to the 
extent of permitting Canadian vessels to transport passengers 
and/or freight between two Alaskan cities. . . . It is obviously 
an inefficient system which requires a businessman who may 
have traveled from Juneau to Ketchikan to wait in Ketchikan 
for days for an American vessel to pick him up for the return 
trip, when a Canadian vessel has to bypass him because of the 
laws now in effect. 

“Canadian steamship lines have long rendered efficient 
service through 500 miles of American water in Alaska to 
Skagway and thence into the Yukon Territory. These same 
lines have built up an important tourist industry in that area. 
By giving them the right to transport. American citizens or 
freight between southeastern Alaska ports, we would be con- 
tributing toward development of Alaska.” 

Senator Butler said that the second section of his bill 
would “simply remove a discrimination against Alaska,” by 
permitting goods shipped from the United States through Can- 
ada to a Canadian port on the Pacific to be removed from that 
port to Alaska by Canadian vessels. He said the Jones act of 
June 5, 1920, prohibiting transportation of goods in the U. S. 
coastwise trade in foreign vessels, contained an exemption 
under which shipments originating in the United States might 
move by rail through Canada to a Canadian port such as Van- 
couver and thence by Canadian vessel to a U. S. west coast 
port, but that the exemption did not apply to shipments from 
the Canadian port to Alaska. 

By its terms, the Butler bill would amend section 8 of 
the act of June 17, 1886, as amended (46 U. S. C., sec. 289), 
and section 27 of the merchant marine act, 1920, as amended 
(46 U. S. C., sec. 883). The bill was referred to the Senate 
interstate and foreign commerce committee. 


Companion Bill in House 


Delegate Bartlett, of Alaska, introduced in the House 
H. R. 4648, a companion bill to the Senate bill (S. 1834) intro- 
duced by Senator Butler, of Nebraska, to permit Canadian 
vessels to operate between Alaska ports. 


CRITICISM OF W. S. A. CHARTER ACTION 

In a letter addressed to the Speaker of the House in Con- 
gress and referred to the House committee on expenditures in 
executive departments, Comptroller General Lindsay C. Warren 
has described a wartime amendment of a charter agreement 
between the War Shipping Administration and the Merchants 
& Miners Transportation Co., covering the S. S. Norluna, as a 
transaction that appeared to involve “an excessive and highly 
improper expenditure of public funds.” He said there were 
indications that “the government officials responsible for the 
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action wholly and consciously disregarded the interests of the 
United States to an almost unbelievable extent.” 

The Comptroller General said that after the ship had been 
chartered by the W. S. A. it had run aground and had been 
declared “a constructive total loss,” with the sum of $294,700 
being paid for the loss of the ship; that 17 months later the 
W. S. A. issued a new general order (No. 37) under which a 
new charter was entered covering the Norluna over two years 
after the loss of the vessel at a higher rate of charter hire, 
resulting in payment by the United States to the owner of 
additional charter hire of $32,291.28. 

“Though equitable considerations might be regarded as 
tempering the impropriety of increasing the amount payable 
for the vessel while it was in operation,” said the Comptroller 
General, “what possible justification could there have been for 
paying charter hire for the vessel after it had become a con- 
structive total loss? ... Payment of charter hire for a vessel 
after it has been lost would seem to be no different than pay- 
ment of rent for a house after it has been destroyed by fire 
and the owner has acquired a vested right to the insurance.” 


Codification of Shipping Laws 
Proposed by House Bill 


Representative Robison, of Kentucky, a member of the 
House judiciary committee, has introduced H. R. 4619, provid- 
ing for revision, codification and enactment into law of title 46 
of the United States Code, entitled “Shipping,” so as to assemble 
under one title and under appropriate headings the existing laws 
affecting the merchant marine. 

The bill covers 345 printed pages and embodies five parts 
under the general heading of “Title 46-Shipping,” as follows: 
(I) Merchant marine; (II) customs requirements and regula- 
tions; (III) inspection, construction, equipment, and safety; 
(IV) seamen, and (V) liability. 

A declaration of the ‘“‘maritime policy of Congress” set forth 
in the bill contains a number of additions to and revisions of 
the policy declaration in the merchant marine act, 1936, and 
reads as follows: 


It is necessary for the national defense and security and for the 
proper growth and develcpment of its foreign and domestic commerce 
that the United States shall have a merchant marine of the best 
equipped, safest, and most suitable types of vessels, constructed in 
the United: States and manned with a trained and efficient citizen 
personnel sufficient to carry its domestic water-borne commerce and a 
substantial portion of its water-borne export and import foreign com- 
merce and to provide shipping service on all routes essential to main- 
tain the flow of such commerce at all times, and capable of serving 
as a naval or military auxiliary in time of war or national emergency, 
owned and operated privately under the United States flag by citizens 
of the United States. 

It shall be the policy of the United States to provide efficient 
American-owned facilities for ship-building and ship repair, marine 
insurance, and other auxiliary services, and to do whatever may be 
necessary to develop and encourage the maintenance of such a mer- 
chant marine. 

In the disposition of vessels and shipping property, in the making 
of rules and regulations, and in the administration of the shipping 
laws, the Maritime Commission shall keep always in view this purpose 
and object as the primary end to be attained. 


POSTAL RATE-MAKING HEARING 


A subcommittee of the House post office and civil service 
committee will begin hearings December 15 on rate-making 
procedures for the postal service. Among the witnesses to be 
heard are representatives of the Post Office Department, the 
Civil Aeronautics Board, the Interstate Commerce Commission, 
the National Association of Magazine Publishers and the postal 
committee on books. The members of the subcommittee are 
Katharine St. George, of New York, chairman; Homer R. Jones, 
of Washington, and Tom Murray, of Tennessee. 


EXPORT CONTROL EXTENSION 


Chairman Wolcott, of the House banking and currency 
committee, has introduced H. J. 273, to aid in the stabilization 
of commodity prices and to aid in further stabilizing the econ- 
omy of the United States. Among other things, the resolution 
provides for extension of export controls and controls over 
transportation facilities. The bill reflects the views of the 
Republican leaders in the Congress as to what should be done 
at this time with respect to combating inflation. 


WILL SEEK CROSSER ACT REPEAL 


The Railroad Employes Pension Protective Committee of 
the Chicago Area has been reorganized as the National Rail- 
road Pension Forum, Inc., and will send representatives to 
Washington when Congress reconvenes, to press for repeal of 
the Crosser amendments to the railroad retirement act, Thomas 
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Stack, of Chicago, employe of the Rock Island Lines and presi- 
dent of the forum, announced. 

Mr. Stack said his organization wants increased pensions 
to compensate for higher living costs, “retirement for males at 
the age of 60 instead of at 65, as at present,” and reduced pen- 
sion costs. The forum president denied he was “anti-union’” or 
“part of the railroad lobby.” He stated that the forum is a vol- 
untary, nonprofit organization, that all officers serve without 
pay, and that annual dues are $1.00 to cover costs of issuing 
educational material. 


Loss and Damage Claims Up 
33.1 Per Cent, A. A.R. Reports 


Freight loss and damage to railroad shipments for the first 
six months of 1947 totaled $56,184,020 as compared with a 
total of $42,035,665 in the same period in 1946, an increase of 
33.1 per cent, C. C. Beauprie, assistant secretary, freight claim 
division, Association of American Railroads, has announced on 
behalf of the National Freight Loss and Damage Prevention 
Committee. 

A tabulation of the assigned causes for the damage showed 
an unprecedented increase in some of the causes, as follows: 


Error of employe, 82.6 per cent; concealed loss, 80.7; theft, other 
than entire package, 63.6; concealed damage, 57.1; improper handling, 
48.8; delay, 42.5; train accidents, 39.6; loss of entire package, 39.5; 
theft of entire package, 38.9; unlocated damage, freight not in pack- 
ages, 34.0; freezing or heater failure, 31.8; loss, other than entire pack- 
age, 25.2; unlocated lamage, freight in packages, 24.8; defective or 
unfit equipment, 20.7; and improper refrigeration or ventilation, 18.4, 


Damage assigned to fire, marine and catastrophes decreased 
2.6 per cent from the 1946 figure. 

Among the commodities showing the highest percentage 
increases in freight loss and damage were the following: 


Refrigerators, 273.3; automobiles, tires, etc., 149.8; plumbers’ goods, 
129.3; stoves, parts, etc., 116.2; enamelware, 107.2; furnaces, 90.7; sugar, 
85.2; and furniture (new), 60.9. 


RAILWAY WORKERS’ POLITICAL LEAGUE OFFICERS 


Arthur E. Lyon, executive secretary of the Railway Labor 
Executives’ Association, has been named chairman of the re- 
cently organized “Railway Labor’s Political League” (see Traf- 
fic World, Nov. 22, p. 1511). Other officers are H. W. Frazer, 
president of the Order of Railway Conductors and chairman of 
the Railway Labor Executives’ Association, vice-chairman, and 
Harvey W. Brown, president of the International Association of 
Machinists, secretary-treasurer. 

The executive committee of the league is composed of the 
three officers named above and George M. Harrison, grand 
president, Brotherhood of Railway and Steamship clerks, etc.; 
D. B. Robertson, president, Brotherhood of Locomotive Fire- 
men and Enginemen; G. E. Leighty, head of the telegraphers; 
Fred N. Aten, of the A. F. of L. railway shopcrafts department, 
and W. J. Van Buren, of the Masters, Mates and Pilots. 

As to financing the activities of the league Mr. Lyon said 
the small expense that would be necessary would be met by 
voluntary contributions of individual railway workers. He said 
that the activities of the league would be entirely separate from 
the railway labor organizations, and that no financial support 
for the league would be obtained from the labor organizations. 


CANADA’S TRAVEL REGULATIONS 

Under the new restrictions on travel by Canadians, the 
maximum amount of U. S. dollars which a Canadian resident 
is permitted to obtain and use for travel purposes (apart from 
necessary business travel) between November 15, 1947, and 
November 15, 1948, is $150. There is no restriction on the num- 
ber of trips as long as this annual allotment is not exceeded. 

Where amounts greater than the annual allotment are 
needed for travel for genuine health or educational reasons, 
applications are given consideration by the Foreign Exchange 
Control Board. 

“We have been spending on pleasure travel in the United 
States within the last year over $130,000,000,” stated D. Leo 
Dolan, director, Canadian Government Travel Bureau. 
“Frankly, we cannot stand that drain on our American dollars 
‘for merely pleasure travel. If-we are to continue as the best 
customer of the United States, we cannot spend our available 
American currency for pleasure and still do business with you. 
... Just as soon as we are able, these travel restrictions will be 
removed.” 


CHANGE IN DOCKET 


Hearing in MC 109181, assigned for December 8, at New York, N. Y., 
was postponed to a date to be fixed. 
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WATER TRANSPORTATION 


Port Authorities Act on Tidelands, 
Hazardous Cargoes, Coastal Shipping 


Thirty-sixth annual meeting at West Palm Beach, Fia., 

December 3-6 takes action on ten resolutions involving 

national policy; elects R. K. Smith, chairman, National 
, Harbours Board of Canada, as 1948 president 


By PAUL A. AMUNDSEN 
Special Correspondent at West Palm Beach 








e In a three-day conference, The American Association of 

Port Authorities at its December 3-6 meeting passed ten 

important resolutions affecting national port policy and opera- 
tions. 

The meeting, thirty-sixth in a long annual procession, was 
opened by Governor Millard Caldwell of Florida, who keynoted 
by stating that Florida, with 1,500 miles of ocean frontage, was 
keenly interested in the tidelands problem. He predicted that 
the recent Supreme Court decision denying state ownership of 
submerged lands would involve more litigation than any other 
decision in the court’s long history. 

After hearing from attorneys general of the states of 
Florida, Texas, Louisiana, and Nebraska, the association at 
its final sessions passed a resolution which basically supported 
the efforts of the National Association of Attorneys General 
in legislation which the latter group were to introduce in Con- 
gress. The proposed bill will recognize and confirm that the 
territorial boundaries of coastal States extend at least three 
miles seaward. 


Smith Elected President 


Heading the slate of officers for the coming year is Presi- 
dent R. K. Smith, chairman of the National Harbours Board 
of Canada. Mr. Smith succeeds E. O. Jewell, general manager 
of the Port of New Orleans. The new panel of officers is 
rounded out by H. C. Brockel, director of the Port of Milwaukee, 
first vice-president; A. H. Abel, general manager and chief 
engineer of the Port of Oakland, second vice-president; and 
Alva P. Frith, director of the Port of Lake Charles, third vice- 
president. Elected as secretary and treasurer was Tiley S. 
mame who has served in that capacity consecutively since 

Paul A. Amundsen, editor of World Ports magazine, located 
in Washington, D. C., was appointed assistant to the president 
of the association in a new move designed to supply the group 
with headquarters at the capital and at the same time provide 
efficient liaison between committee chairmen and _ individual 
members between meetings. 


Panel Discussions 


a Among panel discussions presented at the meeting were 
ose on:. 

Handling of Hazardous Cargoes: Speakers, Billings Wilson, 
chairman, director of operations for the Port of New York 
Authority; Rear Admiral G. T. Finlay, commander of the 
Eigtith Coast Guard District, New Orleans; Rear Admiral Frank 
D. Higbee, U. S. C. G. Ret., Port Warden, Los Angeles; Coast 
Guard Captain Joseph A. Kerrins, of the administrative offices 
in Washington; and Capt. M. P. Schermerhorn, manager, The 
American-Hawaiian Line. 

Ports and National Defense: Speakers, Brig. Gen. Robert 
H. Wylie, manager, Board of State Harbor Commissioners, San 
Francisco, chairman; Col. Tom Weed, assistant chief of the 
transportation corps, U. S. Army; Captain Joe Jelly, deputy 
chief of civil engineers and of the bureau of yards and docks, 
U. S. Navy; R. K. Smith, chairman of the National Harbours 
~ pa of Canada; and R. T. Spangler, director, Port Everglades, 

orida. 

Report of Howard G. Freas: Speakers, Col. Warren D. 
Lamport, general manager, Port of Seattle, chairman; Mark 
H. Gates, secretary, Board of State Harbor Commissioners, 
San Francisco; George La Roche, general manager and counsel, 
Commission of Public Docks, Portland, Oregon; and Frank G. 
Ranney, Milwaukee commissioner, who read a report by H. C. 
Brockel, director of the Port of Milwaukee. Mr. Brockel was 
bP 0 from attending the meeting by the death of his 
mother. 


Port Administration and Finance: An international panel 
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with speakers, E. L. Cousins, O. B. E., Toronto Board of Har- 
bour Commissioners; Janiero Prieto, Camara Maritima y 
Portuaria, Valparaiso, Chile; Dr. Fernando Viriato Miranda 
de Carvalho, administrador do Porto do Rio de Janeiro, Brazil; 
Rafael Ouina Pepein, commander in chief of the Port of Cuidad 
Trujillo, Dominique; Maximilliano Zincke y Rubina, Sr., man- 
ager of the free port of Matanzas, Cuba; and Lewis I. Bour- 
geois, director of commerce, Port of New Orleans. 

Intercoastal and Coastwise Shipping: Speakers, Walter P. 
Hedden, director of port development, Port of New York Au- 
thority, chairman; Ralph Schneider, U. S. Maritime Commis- 
sion; L. A. Parish, manager, Pan-Atlantic Line; and George 
W. Morgan, president, Association of American Shipowners. 

Submerged and Reclaimed Lands Legislation: Speakers, 
L. I. Shelley, general counsel, Port of New York Authority and 
the American Association of Fort Authorities, chairman; Tom 
Watson, attorney general for the state of Florida; Walter 
Johnson, attorney general for the state of Nebraska; John L. 
Madden, deputy attorney general for the state of Louisiana; 
and Elton Hyder, deputy attorney general for the state of 
Texas. 


Resolutions 


Growing out of this series of panel discussions was the 
set of policy resolutions, summarized as follows: 


Favoring the extension of the reciprocal trade agreements act of 
1934 for a period of three years beyond its present expiration date, 
June 12, 1948; with copies of the resolution to be sent to the chairman 
of the House committee on ways and means, the Senate committee on 
finance, the Secretary of State, Secretary of Commerce, and other in- 
terested public officers. 

Favoring the adoption of bills H. R. 4350 and H. R, 4351, now 
pending before Congress, providing for the expansion of operations of 
foreign trade zones in the United States, to include the manufacture 
and exhibition of goods therein; with copies of the resolution to be 
sent to Congressmen Ellsworth Buck and Emanuel Celler, legislative 
sponsors, and to the chairman of the Foreign Trade Zones Board and 
other interested public officers. 

Commending and endorsing the action of the Congress of the United 
States in authorizing a detailed survey of the operations of the Bureau - 
of Customs for the purpose of determining and recommending a plan 
or plans that will result in the movement, and clearance of merchandise 
and the inspection of incoming:passengers’ baggage; with copies of the 
resolution to be sent to the chairman of the House and Senate com- 
mittees on appropriations, the Secretary of the U. S. Treasury and the 
Commissioner of Customs. 

Accepting and approving in principle the report of the association’s 
hazardous cargo committee, which contains recommendations for fire 
prevention measures on waterfront facilities. The association recom- 
mends to its members and other waterfront property owners the adop- 
tion of these or similar rules and regulations in their respective com- 
munities by public ordinance or other official action. 

Empowering the hazardous cargo committee of the association to 
present to the President of the United States, Secretary of the Treasury, 
Commandant of the Coast Guard and appropriate committees in the 
House and Senate and individual congressmen and senators the urgency 
of enabling the U. S. Coast Guard to provide personnel and equipment 
for supervising the harbor transfer of hazardous commodities between 
ship and shore; and urging provision of adequate appropriations for 
same; estimated to amount to one million dollars per year; (copies of 
this resolution to be forwarded to The Honorable, The Minister of Trans- 
port, Canadian Government, Ottawa, for his information). 

Approving and recommending that the sound signal for ships on 
fire as described and set forth in U. S. Coast Guard Notice to Mariners 
No. 15, 11th Coast Guard District, dated August, 1947, be adopted as a 
standard signal at all American ports and that the Chief of Naval 
Operations be and he is hereby urged and requested to incorporate the 
said signal in its International Signal Book H. O. 87; the committee on 
hazardous cargo being authorized to transmit copies of the resolution 
to the proper authorities. 

Authorizing the association’s board of directors to institute study 
of the matter of taking over the port facilities by the federal govern- 
ment in time of emergency and their return when such emergency is 
over, to formulate fair and equitable principles governing such matters 
and to urge the adoption of such principles upon the Secretary of 
National Defense and other appropriate U. S. officials. 

Endorsing the recommendation of the President’s Advisory Commit- 
tee on the Merchant Marine whereby vessels remaining under govern- 
ment ownership be offered for sale on a competitive bid basis for 
operation in the domestic trade and that the price of vessels of like 
type, condition and usage sold prior to now be adjusted to the basis 
of the average price realized on these competitive bids; and further 
urging the Maritime Commission to adjust charter rates on vessels to 
be used exclusively in domestic trade necessary to the development of 
an adequate merchant marine; and further urging Congress to amend 
the Internal Revenue Code to permit more rapid and flexible deprecia- 
tion of investment in merchant vessels; and further urging the Inter- 
state Commerce Commission to vacate by January 1, 1949, all certificates 
of public convenience and necessity issued to domestic common carriers 
by water which do not by that date resume or institute adequate service 

in compliance with their certificates; and seeking congressional au- 
thority to extend this policy to certificates automatically issued under 
the so-called ‘‘grandfather’’ rights; and further urging Congress to 
appropriate funds to the Maritime Commission to continue on an ade- 
quate scale study in cooperation with port terminal operators and cargo 
handlers of more efficient terminal design and methods of freight 
handling. 


Advocating and urging the adoption by Congress of legislation to 
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be sponsored by the National Association of Attorneys General recog- 
nizing and confirming that the territorial boundaries of the several 
coastal states extend at least three miles seaward and recognizing and 
confirming to the respective states title and ownership of all navigable 
waters within such territorial boundaries; and further resolving that 
the association oppose any legislation to authorize the Department of 
the Interior or any other federal agency to lease lands beneath navigable 
waters. . 

Urging upon Congress the early adoption of a statute clearly pro- 
viding that the master of a merchant marine vessel shall be in command 
of that vessel and that all officers and crew thereof shall be subordinate 
to the lawful orders of the master. . 


Ice-Free Barge Traffic Assured 
for Winter on Illinois River 


As Secretary Krug, of the Department of the Interior, an- 
nounced adoption of “emergency measures” to assure that the 
Illinois River waterway would be kept open through the win- 
ter months for “the movement of more than a million tons a 
month of coal, oil, and other essential commodities into the 
greater Chicago area,” the Department of the Army announced 
that its Corps of Engineers was taking steps to assure ice-free 
barge traffic on the Illinois River throughout the winter and 
to extend the season for waterborne traffic on the Upper Mis- 
sissippi, between St. Louis, Mo., and St. Paul-Minneapolis, 
Minn. 

“The actual operations,” the Department of the Army 
said, “will be performed by the Inland Waterways Corporation 
(Federal Barge Lines) and the U. S. Coast Guard, using ice- 
breaking towboats and ice plows.” 

Secretary Krug, after stating that the I. W. C. and the 
army engineers had agreed to undertake to keep the channels 
and locks of the waterway sufficiently free of ice to permit 
maximum barge traffic, said that shortages of open-top cars, 
oil tank cars, and box cars had seriously hampered the move- 
ment of coal, oil, grain and other necessary commodities 
throughout the middle west. 

“The additional barge transportation which will now be 
made available,” he said, “not only will provide urgently 
needed transportation into the Great Lakes area but will free 
railroad cars for use in other parts of the middle west.” 


Support by Oil, Coal Industries 


He said that the project had the full support of the oil, 
coal and inland waterway industries; that the National Petro- 
leum Council had made a report describing the project as 
urgent and feasible, and that action to keep the Illinois River 
open for navigation in the winter months also had been recom- 
mended by the Coal Advisory Council. His announcement in- 
cluded the following: 


The Illinois River, which flows into the Mississippi River at Grafton, 
Ill., north of St. Louis, Mo., has long been a main artery for trans- 
porting commodities to Chicago and the Great Lakes. This winter, 
about 1,211,500 fons of various commodities are scheduled for ship- 
ment each month along the waterway. They include about 510,000 tons 
of coal, 407,000 tons of petroleum, 135,000 tons of grain, 13,000 tons of 
sulphur, 10,500 tons of steel, iron and scrap, 95,000 tons of sand and 
gravel, and 41,000 tons of merchandise. 

About 75 per cent of all petroleum shipped is fuel oil, most of 
which goes to consumers in the greater Chicago area. Some crude petro- 
leum also is shipped to refineries at Lockport and Lemont, Ill. 

In past years, ice-breaking operations with light equipment, or by 
the cooperative action of carriers, have not been completely effective 
in keeping traffic open during winter months. In 1946-47, a mild win- 
ter, ice completely stopped the flow of transportation for 18 days, and 
traffic was greatly reduced for about 20 or 25 additional days because 
of inadequate clearance along the river. From mid-December through 
mid-March, barging efficiency also was cut to 50 per cent of what 
would have been normal for the other nine months. 


“Alleviation” of Rail Car Shortage 


The Department of the Army said that Lieutenant Gen- 
eral Wheeler, army chief of engineers, had directed that the 
locks in the Upper Mississippi River remain in operation to 
handle river traffic as long as Coast Guard ice-breaking facili- 
ties continued and shippers moved waterborne commerce along 
this route. The locks in the Upper Mississippi, it said, were 
usually closed down at about this time of year for the re- 
mainder of the winter. It quoted General Wheeler as saying 
that “extending the traffic season on the Upper Mississippi and 
maintaining ice-free channels for barge operations along the 
Illinois through the winter will permit movements of oil, coal 
. and other commodities over water routes to the Great Lakes 
and midwest areas and will alleviate possible shortages in rail 
facilities during the critical cold-weather months.” 


SHIPPER’S EXPORT DECLARATIONS 


J. Edward Ely, chief, foreign trade division, Bureau of the 
Census, Department of Commerce, has issued Circular Letter 
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No. F-T-47 to collectors of customs, exporters, and others con- 
cerned on the subject of shipments, other than those to United 
States government agencies, made to one port in a U. S. ter- 
ritory or possession and laden on one vessel or one aircraft, 
as follows: 


Reference is made to Circular Letters No. FT-20, issued November 
7, 1945, and No. FT-41, issued September 26, 1947, providing that 
collectors of customs permit subject shipments destined to one port 
on Puerto Rico to be reported on the same Shipper’s Export Declaration 
(Commerce Form 7525-V) and that no consignee information need be 
furnished by shippers. 

Effective immediately the provisions of Circular Letters No. FT-29 
and No. FT-41 are extended to vessel and aircraft shipments to al) 
United States territories or possessions. Collectors of customs wil} 
permit the reporting on the same export declaration of any number of 
shipments destined for any number of consignees, provided that all 
shipments reported on the declaration are made on one vessel or one 
aircraft and to one port in the United States territory or possession, 
There is no change in the requirement for filing Shipper’s Export Decla- 
rations in duplicate for such shipments. 


Ban on Some Coal Exports Issued 
by Federal Committee 


The United States Coal Operating Committee, a federal 
government inter-agency committee, has announced a ban on 
exports from this country of lump and double-screened coal. 

The committee originally made the ban effective Decem- 
ber 4 but later changed the effective date to December 15 in 
order, it said, to give coal exporters more adequate opportunity 
to adjust to the new regulation. 

In a statement concerning the placing of the embargo, 
the Office of International Trade, Department of Commerce, 
explained that lump and double-screened coal were special 
sizes of bituminous restricted for overseas export, which sizes 
were generally used for residential and industrial heating in 
the United States, and that the action was taken in order to 
make available more domestic supplies of these sizes, and to 
assure more efficient distribution of coal supplies. The total 
quantity of coal exports would not be reduced, said the O. I. T. 
in its statement, which cdded: 


The current rate of bituminous coal exports overseas is approxi- 
mately 3,500,000 tons per month of all types, representing about 6 per 
cent of the total production of bituminous coal, Relatively small quan- 
tities of lump and double-screened sizes of bituminous are normally 
shipped overseas, because they are liable to breakage in the course of 
shipment. However, O. I, T. estimated that an additional 450,000 tons 
a month of the sizes of coal most commonly used for heating will be 
available for U. S. consumers as a result of this action. 

Comparable restrictions are already in effect governing the export 
overseas of certain types of anthracite coal used for home heating. 

Shipments of lump and double-screened bituminous coal which are 
on docks, on lighters, or already loaded for export on ships awaiting 
customs clearance, or in transit to a port under an authorized export 
license prior to December 15, may be exported without regard to this 
embargo. 

The O. I. T. may license individual cargoes of lump and double- 
screened bitmuinous coal to meet special requirements where conclusive 
evidence is provided indicating that serious loss of efficiency in foreign 
countries would result from enforced use of substitute heating mate- 
rials, or that these particular sizes of bituminous coal are available at 
individual mines in excess of domestic orders. 


Requirements of importing countries will be largely supplied by 
run-of-mine coal for export which is not prohibited by this embargo. 
These countries are not expected to be seriously affected by this re- 
striction since there is no shortage of run-of-mine types of coal at the 
present time. 


Port of Baltimore Written Up 
by Commerce Department 


The Department of Commerce in the December 6 issue of 
its Foreign Commerce Weekly published an article on the port 
of Baltimore written by John Weber, district manager, and 
staff of Baltimore district office of the department, entitled 
“Baltimore Scores Advances in Role of World-Trade Port.” 

“The city of Baltimore has been serving the United States 
and foreign countries as an international seaport for more 
than 200 years,” says Mr. Weber. 


The article contains a detailed description of the size and 
location of the port and its facilities and of the commerce 
passing through the port. It also contains a statement by G. H. 
Pouder, director of the Export and Import Bureau of the 
Baltimore Association of Commerce in regard to Baltimore 
and its port activities. 


Mr. Pouder said that the port of Baltimore had made strik- 
ing progress since World War II and was now ready to “take 
full advantage of the inevitable expansion of international 
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commerce—the world-wide advance in foreign trade which is 
pound to come. 

“Baltimore’s port,” he said, “looks to developments such 
as the Marshall Plan, the Geneva pacts, and the program of 
the International Trade Organization as hopeful omens for its 
future. Their early commercial effects may be small, but they 
hold great promise for development of private trade within the 
next few years. A major ocean port such as Baltimore, which 
has proved its mettle in low-cost and expeditious handling of 
ships and cargoes, should hold a front position in this forward 
movement, .. .” 

In the post-war period Baltimore had handled successfully 
about one-third of the coal and grain cargoes moving for 
European relief and a huge quantity of other materials for 
world rehabilitation, said Mr. Pouder. 

The article on the port of Baltimore was one of a series 
published in the Foreign Commerce Weekly, dealing with 
world-trade efforts, aims and facilities of various business cen- 
ters of the United States. 


U. S. WATERBORNE TRADE 


The total shipping weight of exports and imports carried 
on American flag vessels decreased from 51.1 per cent in July 
to 50.1 per cent in August, according to an announcement of 
the Bureau of Census, Department of Commerce, which added: 


American flag vessel participation in the United States foreign trade 
was substantially below the 1946 monthly average of 60.3 per cent. 

In the foreign trade with 13 of a total of 20 foreign trade areas, 
American flag vessel participation declined, with the sharpest losses 
recorded for the Gulf Coast Mexico, the Australasia, and the Atlantic 
Canada and Newfoundland Trade Areas. American flag vessel partici- 
pation increased in the trade with the remaining seven foreign trade 
areas, with the greatest gains in the United Kingdom and Hire, the 
Great Lakes Canada, and the Azores, Mediterranean and Black Sea 
Trade Areas. ; 

The six trade areas with the greatest combined export and import 
cargo tonnage in August were: Great Lakes Canada, 7.7 billion pounds, 
33 per cent on American vessels; Bayonne-Hamburg Range, 6.3 billion 
pounds, 63 per cent on American vessels; Caribbean, 6.0 billion. pounds, 
72 per cent on American vessels; Azores, Mediterranean and Black Sea, 
35 billion pounds, 60 per cent on American vessels; Baltic, Scandi- 
navia, Iceland and Greenland, 2.9 billion pounds, 42 per cent on Ameri- 
can vessels; and United Kingdom and Eire, 2.9 billion pounds, 32 per 
cent on American vessels. 


Ship Conference Agreements 


Member lines of the Swiss-North Atlantic Freight Con- 
ference have filed with the Maritime Commission a modified 
agreement, designated as No. 7860-2, proposing limitation of the 
territory in Upper Alsace covered by the conference’s basic 
agreement to “Belfort and Mulhouse to the South of Colmar 
inclusive,” rather than “Strasbourg and South of Strasbourg, 
inclusive,’ The basic agreement now covers the trade from 
Switzerland and Upper Alsace (Strasbourg and south of Stras- 
bourg, inclusive, with the exception of Potash from Alsace) to 
U.S. north Atlantic ports via northern European ports. 

The commission has approved agreement No. 7629, between 
Pacific Far East Line, Inc., referred to as the “Transpacific Car- 
rier,” and American-Hawaiian Steamship Co., Pope & Talbot, 
Inc., and Waterman Steamship Corporation, severally and not 
jointly, referred to as the “Puerto Rican Carrier,” providing for 
through rates and divisions on cargo transported from the Far 
East to the ports of San Juan, Ponce or Mayaguez, Puerto Rico, 
with transshipment at Seattle, Portland, San Francisco, Los 
Angeles Harbor or Long Beach. 


W. I. F. & S. S. CUBAN SERVICE 


Practically daily sailings of ocean-going car ferries between 
the Port of Palm Beach, Fla., and Havana, Cuba, are now 
being conducted by the West India Fruit & Steamship Co., Inc., 
W. L. Heath, traffic manager at West Palm Beach, has an- 
hounced. The company’s three car ferries have a capacity of 
26 to 28 cars each. Loaded cars are switched on and off the 
ferries at railroad truck level. Aboard, the cars are secured by 
airbrakes, automatic jacks and chains. Through use of the ferry 
service, shippers save the expense of special packing and load- 
ing for marine shipment, the cargo reaching Cuban destinations 
im the same cars and packing in which it left point of origin 
in the United States, said Mr. Heath. The ocean run requires 
18 to 20 hours. 


STATES STEAMSHIP SEEKS ADDITIONAL PORTS 


States Steamship Co., of Vancouver, Wash., on its own 
alf and for Pacific-Atlantic Steamship Co., and California 
Eastern Line, Inc., has filed an application with the Commis- 
Sion, in W-338, Sub. No. 2, for an extension of the common 
Carrier water rights authorized in W-338 to include calls at 
Port Everglades, Fla.; Stockton, Calif.; Yaquina Bay, Ore.; 
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Everett, Anacortes, Port Angeles and Dupont, Wash.; and oil 
berths on San Francisco Bay at Martinez, Oleum, Avon, 
Amorco and Port Costa. Applicant said the calls at Stockton 
and Amorco would be regular; the others irregular as cargo 
inducements offered. It said it considered the aforementioned 
oil berths on San Francisco Bay already within the scope of its 
Leteeer certificate but for greater clarity desired them to be 
named. 


ALCOA BAUXITE STATION IN TRINIDAD 


Plans for the erection of an important station for the trans- 
fer of bauxite ore on the coast of Trinidad in the British West 
Indies have been announced by the Alcoa Steamship Co. Work 
on the station, which will adjoin the big U. S. Naval Base at 
Port of Spain, will begin this month and be. completed about 
mid-1949, Alcoa officials said. 


CHICAGO SUBURBAN FARE INCREASE 


Chicago railroads operating suburban lines, which last June 
30 filed proposed tariffs with the Illinois Commerce Commis- 
sion providing for an average increase of 20 per cent in com- 
mutation fares and subsequently received a temporary 10 per 
cent increase (see Traffic World, October 25, p. 1174), on De- 
cember 8 petitioned the state commission for permission to in- 
crease fares 30 per cent, including the 10 per cent already 
granted. 

The demand was presented by the Illinois Central and the 
Chicago & North Western railroads as hearings opened in 
Chicago before the Illinois Commission. 

Eleven other roads seeking a commuter fare increase have 
not yet followed the lead of the I. C. and the C. & N. W. in 
amending their petitions to read 30 per cent instead of the 
20 per cent originally sought. 

The hearings are expected to continue several weeks. as 
each road’s petition will be heard separately. If the rate 
increase is denied, the roads will appeal to the state supreme 
court, their counsel indicated. 

Opposing the petition was James A. Danager, assistant 
Corporation counsel, who told the commission that Chicago and 
suburban passengers would have to pay $3,500,000 more an- 
nually to ride if the increase were granted, and that many 
would change to city-owned transportation and thus throw an 
added burden upon the already overcrowded surface lines, 
elevateds, and subways. 


TIME LIMIT FOR STUDENT FARES 


Effective December 25, students and faculty members will 
be granted a more extended time limit on round-trip railroad 
fares, which will result in substantial savings to school per- 
sonnel who formerly were obliged to travel on one-way fares 
because of a 90-day return limitation on round-trip tickets, 
Hugh W. Siddall, chairman of the Railroad Passenger Inter- 
territorial Committee, Chicago, has announced. The commit- 
tee’s action restores a privilege extended school personnel be- 
fore the war. 

With the extended time limit, students may, for instance, 
use part of the round-trip ticket at the beginning of the school 
term, and the remainder at the end of the regular school term. 


CHICAGO PASSENGER CLUB 


The Chicago Passenger Club, at its annual meeting De- 
cember 6, elected Walter J. Johnson, city passenger agent, 
Rock Island Lines, as its new president. Other officers elected 
are: First vice-president, M. J. McGarr, Happiness Tours; sec- 
ond vice-president, F. M. Hayes, Santa Fe System; secretary- 
treasurer, E. S. Lambert, Rock Island Lines. 


1. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: 


Charles Hamilton Ayres, Cleveland, O.; Harry K. Benham, Win- 
chester, Va.; Edwin B. Berndtson, Chicago, Ill.; Harlan A. Bryant, 
Wahoo, Neb.; William F. Campbell, Jr., New York, N. ¥.; Walter L. 
Catinna, Hartford, Ky.; Edith Herring Cockrill, Washington, D. C.; 
Robert Alonzo DeFee, Amarillo, Tex.; Robert Devlin, Seattle, Wash.: 
William L. Dornenburg, Pittsburgh, Pa.; John Howland Gardner, Jr., 
New Haven, Conn.; George L. Haggard, Chicago, Ill.; Albert S. Hers- 
kowitz, Philadelphia, Pa.; Robert J. Hurst, Chicago, Ill.; William Harry 
Jack, Dallas, Tex.; Richard Earle Jones, Anniston, Ala.; Philip A. 
Kazen, Laredo, Tex.; Raymond M. Kell, Portland, Ore.; Earl Quincy 
Kullman, New York, N. Y.; Albert Langeluttig, Chicago, Ill.; Fred A. 
Lorentz, Newark, N. J.; Richard McCulloch, Jr., Forrest City, Ark.; 
Morgan Nesbit, Austin, Tex.; Roy Paul, Durant, Okla.; Ralph W. 
Pickard, New Haven, Conn.; Fletcher Plumley, Montpelier, Vt.; Arthur 
J. Reynolds, McAllen, Tex.; Wade Maurice Richards, Chicago, IIl1.; 
Santo Joseph Salvo, Millville, N. J.; John Phillip Sanders, Oakland, 
Calif.; Oscar F. Smith, Indianapolis, Ind.; John Sterling Stillman, New 
York, N. Y.; Alexander Taylor, Buffalo, N. Y.; John Edward Thoma, 
Winchester; Va.; Curtiss K. Thompson, New Haven, Conn.; August 


Winkenhofer, Jr., Bowling Green, Ky.; and Anthony N, Zock, New 
York, N. Y. 


“ 
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Matter of Empty Returned Pallets 
Aired before C.S.M.F.B. Committee 


Unusually rich testimony sharply defining the attitudes of 
both shippers and motor carriers towards the matter of the 
transportation of empty returned pallets was presented Decem- 
ber 10 at a public hearing before the standing rate committee, 
Central States Motor Freight Bureau, in the Morrison Hotel, 
Chicago. The many problems concerning the handling of empty 
pallets, which must be resolved if the unquestioned efficiencies 
of palletization are to be made available to both carriers and 
shippers, were raised at the meeting. 

The discussion revolved around a shipper proposal dock- 
eted as No. 10300, asking an exception rating of one-half of 
fourth class any quantity, on pallets, platforms or skids, old, 
used, “which will also include necessary separators, sides, ends, 
stakes or standards, knocked-down, or flat or folded flat.” The 
proposal was made by Ken Moore, of Detroit, representing the 
automobile industry, and was defended by him and a delegation 
of six representatives of the automobile industry in Michigan. 

This problem of the rates to obtain on returned pallets is 
an important one for thousands of shippers and carriers, for 
upon its solution will determine whether the palletization of 
interstate shipments will be encouraged or retarded. The prob- 
lem is not confined to the trucking industry but also involves 
other carriers. Mr. Moore said that a similar proposal to No. 
10300 has been docketed by the Central Freight Association for 
hearing on January 8. No doubt many of the same questions 
raised at the C. M. S. F. B. hearing will come up at the rail 
hearing. 

The practice of palletization is not a new one, but it re- 
ceived great impetus during the recent war, said Mr. Moore in 
introducing his proposal. “Industry has discovered that in deal- 
ing with labor it is almost impossible to increase labor produc- 
tivity except through more efficient machines. The same prin- 
ciple applies to the use of pallets. A pallet does a better, more 
efficient job with no additional personnel, and offers benefits 
which accrue to both shippers and carriers. 


“will Benefit Carriers, Too” 


“However, the freight rates must be lowered to encourage 
the return movement of empty pallets. The trend to palletiza- 
tion is inexorable, and no one can stop it. I think most carriers 
want to handle freight on pallets. = 

“With palletized shipment, both loading and unloading 
time is greatly reduced, as are loss and damage claims, to the 
mutual benefit of shippers and carriers.” 

Mr. Moore said that trucking companies could use lift jacks 
or hand lift trucks in moving palletized freight in an out of 
trucks. “The heavy industrial lift truck would not have to go 
on the truck or trailer. Perhaps truck manufacturers should 
— truck floors stronger. If this is required, our industry 
will do so. 


“We ask that this proposal be kept open. Perhaps some 
of the carriers want an experimental period. We would not 
object, but ask that such a period be of adequate duration to 
give the propasal a real trial.” 


C. L. Lawson, chairman, standing rate committee, sug- 
gested that many motor carriers would tell his committee: 
“Palletization is all very well, but we cannot afford to haul 
empty pallets at one-half of fourth class.” 


“Our request has a precedent in the rail rate on returned 
empty containers,” replied Mr. Moore. ‘We don’t think the 
carriers will make money on this move. It should be viewed 
as the carriers’ contribution to the benefits they will receive 
from the universal use of pallets.’ 


How Palletizing Speeds Unloading 


Mr. Moore presented I. W. Schmidt, of the Olds Division 
of General Motor Corporation, Lansing, Mich. As examples of 
the benefits to the carriers in palletization, Mr. Schmidt said 
that his company has discovered that it requires five hours to 
unload a truckload of engine block castings shipped loose, and 
only 20 minutes to unload a palletized truckload shipment of 
the same item. “Brake parts in cartons require 5% hours to 
unload loose. but only 16 minutes when palletized,” he added. 

“The pallet movement is snowballing. If the cost for the 
return of empty pallets remains exhorbitant, industry will have 
to forego the advantages of palletization. Industry is standard- 
izing the pallet size, and is aiming at. 100 per cent palletized 
shipping and receiving. In our plant docks, one well has been 
set aside to handle palletized loading. As this movement in- 
creases, more wells will be set aside, so that trucks may be 
loaded promptly,” said Mr. Schmidt. 

He added that palletization and unit loading tends to re- 
duce overages and shortages, which is benefit to carriers. Sup- 
porting the request ior an experimental period, he declared 
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that both shippers and carriers will gain experience which wil] 
provide a working basis to clear up any differences. 

The witness said that the rate should not be restricted to 
the carrier handling the loaded movement, for such restriction 
would hamper flexibility. Mr. Moore said that American in- 
dustry is aiming at a pallet pool. “This isn’t just a movement 
in the automobile industry, it is a universal movement which 
will embrace almost all commodities,” he said. 


Questions Raised by Carriers 


D. R. Ryan, member of the standing rate committee, ob- 
served that the proposal would mean that the motor truck 
operator would receive revenue only one way, with no revenue 
on the return trip, and might call for an adjustment of the 
bureau’s rates. 

“The carrier wouldn’t have to haul the empty pallets today 
or tomorrow, he could haul them when he had a light load,” 
replied Mr. Moore. 

“If you drive us to increase our rates on loaded pallets, you 
wouldn’t be any better off,” said Mr. Ryan, inquiring in what 
form the pallets would be returned. 


“They will be bundled, strapped together in sets of five 
pallets. The pallets weigh on an average of 78 pounds each. 
The bundle of five would measure 40x42x49 inches, and would 
weigh 390 pounds,” replied Mr. Moore. “It could be specified 
in the proposal: ‘securely fastened thereto or in bundles.’” 

“How would the unit load reduce pilferage?” asked Mr. 
Ryan. 

“A unit load is less susceptible to pilferage,” replied Mr. 
Moore. “Much of the material would be shipped in cartons, 
strapped to pallets.” 

He added that the proposal was viewed by his industry as 
“an extension of the benefits of the assembly line.” 

“It would be a time-saving factor for you, too,” observed 
Mr. Ryan. 


One carrier representative likened the proposal to the 
handling of empty steel drums, and related an incident wherein 
a shipper was moving the loaded drums by rail, and, because 
of the shortage of drums and the desire to obtain rapid return 
of the empty containers, was shipping the empties back by 
truck, giving the trucking industry “the short end of the deal.” 

Wayne P. Gunne, general traffic manager, Reichhold Chem- 
icals, Inc., replied that “we have a substantial movement of 
empty drums. There are still not enough good drums to go 
around. Two companies have told us that the truck lines haul- 
ing the loaded drums have refused to haul the empty drums.” 

Vic Smith, of McNamara Motor Express, observed that 
there are also many steel pallets in use, and that the users of 
steel pallets would also feel they should have lower return 
rates. 

“Our proposal does not cover pallets with permanent 
sides,” replied Mr. Moore. “It does not cover bin or box 
pallets. The users of steel pallets would have to justify their 
case. 

Another carrier representative said: 


You: have no restrictions on the length of haul. Our shortest opera- 
tion is 425 miles. You say we would save five to 10 hours in loading 
and unloading. ‘This would amount to $10-$15 in handling costs. But 4 
haul of empty pallets under your proposal would mean a loss of 
revenue of $50-$60 per vehicle. Today we always have a 100 per cent 
load factor both ways. 


“We are talking about the future, not the present,” said 
Mr. Moore. 

C. L. Fenstermaker, traffic manager, Sutherland Paper Co., 
Kalamazoo, Mich., said that in the paper industry pallets are 
being used extensively within the plants, and that the industry 
plans to use them for shipments. “We figure it would require 
30 to 40 truckloads of loaded pallets to accumulate one return 
load of empty pallets,” he said, inquiring of Mr. Moore if the 
use of pallets tended to increase the outbound weight. 

“Yes,” replied Mr. Moore, “because pallets permit more 
compact loading and the use of double tiers.” 

E. C. Schultz, Chrysler Corporation, told the committee 
that shippers admit the pallets are beneficial to their opera- 
tions. “But they bring a savings to carriers too, and we are 
asking the carriers to share in the expense of palletization, 
he declared. “As we use more pallets, fewer trucks will be 
required. In one way, we are hurting our own business.” 

G. D. Mullreed, of the Ford Motor Co., adopted the re 
marks of the other automobile industry representatives. 

Mr. Ryan said that the C. S. M. F. B., about four years 
ago, had canceled a class 27.5 rate on returned empty con- 
tainers, including pallets. “Now you are attempting to have 
us adopt an even lower rate, after our unsatisfactory exper! 
ence under the former rate, and when operating expenses have 
increased,” he said. “We know that if we grant your proposal 
we are going to have to extend to all shippers of empty 
containers.” 
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“We don’t think our proposal opens up old sores,” replied 
Mr. Moore. “We are talking about a clean piece of freight, 
not having the nature of a balloon, but a k.d. article securely 
fastened. There is a sharp line of demarcation between a 
pallet and_an oil drum.” 

Cc. J. Grubbs, of the G. M. Truck Division, Pontiac, Mich., 
priefly related the impetus given to palletization through gov- 
ernment orders in the recent war. His company has standard- 
ied on three pallet sizes, he said: 42x42, 42x60, and 30x42. He 
presented photographs to the committee depicting the use of 
“One trucking company operating between Chicago 
and the west coast uses its own pallets, and so do many west 
coast —_— operators. They return their own empty pallets,” 
he sald. 

“Everyone agrees pallets are here to stay,” observed Mr. 
larson, “But why was the one-half of fourth class rate men- 
tioned ?”’ 

“We think the rate is equitable, and has a precedent in 
rail rates on empty containers,” replied Mr. Moore, suggesting 
that a shipper-carrier conference be held to reach a satisfactory 
agreement on the handling of pallets. 

“When barrels are returned, they occupy the same space 
as when loaded. When pallets are returned, they occupy only 
afraction of the loaded space,” said Mr. Schmidt. 

He said the proposal should apply to the entire C. F. A. 
territory, and in answer to a question said that a point-to-point 
commodity rate on empty pallets might possibly be the answer. 


Rate in Effect on Coast 


R. J. Mollica, Chevrolet Motor Division, speaking on the 
proposal to restrict the movement of empty pallets to the 
carrier which moved the loaded pallets, stated: 


We cannot always conveniently return the pallets by the same 
carrier. We have points like Saginaw where it is difficult to get truck- 
ing equipment, We also have a movement, such as from Anderson, 
Ind., to Flint, where the southbound movement is light. A carrier will 
bring pallet loads of generators to Michigan and will sometimes return 
empty. The suggested restriction would impair the free movement 
of pallets. 

As to reducing claims through palletization, we know at Chevrolet 
from our Own experience that unit-loading on pallets is a boon to the 
transportation industry. Cartons strapped on pallets will not be kicked 
around, and there is less temptation to pilfer. 

The truckers should consider this as a dunnage rather than a 
revenue movement. 

I support the proposed rate because I have seen lots of empty 
containers moving at that rate. In the west and along the Pacific 
coast all sorts of containers are moving at one-half of fourth class, 
and have so moved for years. 


“But you people in this area have the lowest trucking rate 
scale in the nation,” interposed Mr. Ryan. 

“And also the densest traffic,” replied Mr. Moore. 

W. I. Toms, of Diamond, and Leo Shaw, for all the divi- 
sions of General Motors, spoke in support of the proposal, the 
latter assuring Mr. Lawson that the use of pallets would cer- 


boson reduce the tremendous truck detention problem around 
troit. 






















































Fraudulent Ordering of Goods by 
Racketeers Worries Motor Lines 


Saying there has been a marked increase in fraudulent 


Inc. has issued a warning to member associations and tariff 
bureaus throughout the country to take extra precautions 
against delivery of shipments to unauthorized persons. 

The association’s warning “stemmed from an increase of 
more than 50 per cent in fraud cases reported to the National 
Association of Credit Men and a prediction that there would 
be further increases in the next six months,” it said, adding: 













A racket uncovered by New York credit men involved ordering 
800ds in the name of a reputable retail store, usually one of the large, 
Well-known chains, and requesting delivery to a town where the store 
does not maintain a branch outlet. The racketeer then would show up 
at the rail or truck terminal to pick up the shipment, presenting ap- 


parently bona fide papers to identify both the shipment and himself 
a8 consignee. 


A typical case involved two men in North Carolina who were arrested 
on a charge of ordering goods valued at more than $100,000 in the 
name of well-known chain store operators in that state. 


Motor carriers shoulda be watchful against becoming involved in any 
liability connected with shipments of this character. While it is not 
the duty of the carrier to make inquiry as to the ownership of the 
800ds, it is the carrier’s duty to deliver (1) to the right person, (2) 
at a reasonable time, (3) at a proper place, (4) in a proper manner. 


It should be borne in mind that a person who orders merchandise 
with fraudulent intent will not abandon his original purpose merely 
Cause a representative of the delivering carrier becomes suspicious 
and requests proof of identity or other assurance. Such a person would 














ordering of merchandise, the American Trucking Associations, 
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be well prepared with convincing evidence and a plausible explanation 
of the circumstances. 

Unless subsequent developments prove otherwise, it would seem 
appropriate for all station managers and delivery men to give special 
attention to shipments which involve: (1) No street address; (2) Un- 
usual circumstances or behavior on the part of the one claiming the 
merchandise; (3) Readily saleable merchandise; (4) Orders for recon- 
signment or diversion. 

Abrupt action should ordinarily be avoided and nothing should be 
done which will damage a consignee and cause him to enter suit. 
Agents should check with their local banks, chamber of commerce, or 
Better Business Bureau before running the risk of withholding from a 


* proper person or delivering to a wrong person. By all means, the cir- 


cumstances should. be brought to the attention of the proper officials 
in the general office of the carrier and they, if in doubt, should consult 
legal counsel without delay. 


Inter-City and Local Motor 
Property Carrier Statistics 


The Commission has issued statement No: 
by its Bureau of Transport Economics and Sta 
enues, expenses, other income, and statistics of ‘Class I motor 
carriers of property for the second quarter of 1947, separated 
as between intercity carriers and local carriers. 

The statement showed that the intercity carriers, 1,514 
being represented, had net income before income taxes of 
$16,574,712 and net income after income taxes of $12,168,930 
for the second 1947 quarter as compared with net income of 
$13,981,735 before income taxes and $11,331,242 after income 
taxes for the like 1946 quarter. Operating revenues totaled 
$291,836,232 and expenses amounted to $274,448,015, leaving 
net operating revenues of $17,388,217 for the 1947 period. Other 
income amounted to $1,067,841 and other deductions totaled 
$1,881,346 for this period. For the comparable 1946 period, 
operating revenues totaled $236,680,248 and expenses totaled 
$222,375,391, leaving net operating revenues of $14,304,857. 
Other income amounted to $1,155,649 and other deductions 
totaled $1,478,771 for the 1946 period. Of the total expenses, 
the compilation showed that $238,634,375 went for operation 
and maintenance in the 1947 period, which included $36,177,469 
for equipment maintenance and garage expense, $97,154,800 for 
transportation expense, and $61,276,983 for terminal expense. 
For the comparable period, operation and maintenance ac- 
counted for $193,324,849 of the total expenses, which included 
$33,183,209 for equipment maintenance and garage expense, 
$75,256,887 for transportation expense, and $49,158,835 for ter- 
minal expense. The operating ratio of these carriers was the 
same for both period, standing at 94 per cent. 

The local carriers, 532 being represented, the statement 
showed, had total operating revenues of $60,387,277 and total 
expenses of $56,521,960 for the second quarter of 1947, leaving 
net operating revenues of $3,865,317. For the comparable 1946 
quarter, these carriers had total 6perating revenues of $53,- 
821,941 and total operating expenses of $50,239,297, or net 
operating revenues of $3,582,644. Net income before income 
taxes amounted to $5,760,196 and net income after income taxes 
totaled $4,288,049 for the 1947 quarter as against net income 
before income taxes of $5,766,309 and net income after income 
taxes of $4,592,064 for the like 1946 period. The operating ratio 
stood at 93.6 per cent for the 1947 period as compared with 
93.3 per cent for the 1946 period. 





A. T. A. SAFETY AWARDS 


Safe driving awards covering periods of one to four con- 
secutive years have been forwarded by the American Trucking 
Associations, Inc., to the Norwalk Truck Line Co., Norwalk, O., 
for presentation to 30 of the company’s drivers. 

D. H. Gilhousen, director of personnel for the Norwalk 
company, notified G. D. Sontheimer, director of A. T. A.’s 
safety department, that his company would present the awards 
at a banquet December 14. Continuing, A. T. A. said: 


Drivers receiving awards for four years of driving without an 
accident are Leo Coutu, Don Gilmore and George McQuaid. Those re- 
ceiving three-year awards are Harold Ancel, Harry Whitman, Arnold 
O’Haver, Collins Dark, Duane Youngs, Wm. J. Bauer, William Budzier 
and Joseph Hickson. 

Two-year awards will go to Harry Hiatt, Floyd McDonald, Harold 
Hasbrouck, Julius Schrems, Lawrence Groves, William Scovel and 
Harold McGraw, while one-year awards will be presented to Joseph 
Curtin, George Mann, Don Lutes, George Milwrick, Frederick Porath, 
Dallas Morgan, Emanuel Slabaugh, Wallace Wilson, Richard Haenke, 
George Lant, Monta Briggs and Clyde Davis. 


MOTOR CLAIM PREVENTION WORK 
Walter W. Belson, director of public relations for the 
American Trucking Associations, Inc., said the nation’s motor 
carriers were handling a record volume of freight and there- 
fore must redouble their efforts to prevent loss and damage of 
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merchandise, in addressing the annual convention of the Vir- 
ginia Highway Users’ Association at Roanoke, Va., Decem- 
ber 5. Mr. Belson said the motor carriers’ record for preven- 
tion of claim was a good one, but added “there still is room 
for improvement, not only in the prevention program, but in 
methods of handling claims.” 

“Efficient management of a truck line demands that every 
—_ claim be handled in the most expeditious manner pos- 
sible,” he said, “but even more important is the need for an 
all-out campaign to -prevent claims at the source.” 


One of the chief causes of claims for freight loss and dam- - 


age, he continued, was the failure of packages due to use of 
inferior or second-hand materials in cases where pulp, con- 
tainer-board and other materials were difficult to obtain. 

Mr. Belson also called for an increase in the carriers’ 
safety activities, with special emphasis on courtesy. 


TIME LIMIT ON TRUCK OVERCHAGE CLAIMS 


The C.F.A.—central committee of the Central States Motor 
Freight Bureau, Chicago, has voted against adoption of the 
proposal to establish in the tariffs of the bureau a rule limiting 
the period to two years in which claims for overcharges would 
be entertained, C. L. Lawson, chairman of the bureau’s stand- 
ing rate committee, has announced. The standing rate com- 
mittee, on November 10, had recommended that the proposal 
fail of adoption, and had referred the matter to the rules 
committee for review. 

The proposal to adopt a two-year time limit on overcharge 
claims was considered by the standing rate committee at its 
September 1 meeting (see Traffic World, September 13, p. 742). 
At that meeting A. J. Maurer, representing the Chicago Asso- 
ciation of Commrce, had stated that while the. association fav- 
ored such a time limit for overcharges and undercharged, it 
preferred such a limitation rule be achieved through statutory 
means rather than through tariff adoption. 

At present, state statutes govern the period during which 
such claims may be legitimately filed, such periods varying 
from two to eight years or more, D. R. Ryan, member of the 
standing rate committee said. There is now a bill before Con- 
gress to establish a time limit on such claims, which will 
probably come up for action after January, said Mr. Ryan. 


OREGON MOTOR TRANSPORT ASSOCIATION 


Public relations were underscored as a primary need of the 
trucking industry, at the annual convention of the Oregon Mo- 
tor Transport Association, December 4-6, in Portland. More 
than 300 persons in attendance heard a five-man panel com- 
prised of representatives of the trucking, petroleum, banking 
and newspaper industries warn that failure to win and hold 
public friendship would lead directly to adverse legislation and 
loss of business. The industry to be successful in its public re- 
lations program, must really shape its policies in the public 
interest and not merely attempt to whitewash weak points, 
panel spokesmen asserted. 

State Representative Ralph T. Moore, chairman of Oregon’s 
legislative interim committee on highways, said immediate con- 
struction needs of the state’s highway system would cost $350,- 
000,000, but that only $50,000,000 in funds are available. 

The association’s $500 prize to the Oregon driver of the 
years was presented by Secretary of State Earl T. Newbry to 
Ralph Shea of Consolidated Freightways. Such splendid per- 
formance on the highways as Mr. Shea’s would make friends 
for the large trucks, said Mr. Newbry. 


TRUCK REGISTRATION IN SEPTEMBER 


A total of 69,899 new trucks registered in September 
brought to 650,538 the number of new trucks registered during 
the first nine months of 1947 as compared with 417,109 for the 
same period of 1946, according to figures released by R. L. Polk 
& Co., Detroit, statisticians for the automotive.industry. Tabula- 
tions for 14 states showed a registration of 16,670 commercial 
vehicles as compared with 14,071 units from the same states in 
October, 1946. 


TRUCK SALES HIGHEST IN OCTOBER 


A total of 118,365 factory sales of motor trucks was re- 
corded in October, the highest production month in 1947, the 
Automobile Manufacturers Association has announced. This 
compared with 94,307 for the corresponding month of 1946. 
There were 1,031,454 factory sales of motor trucks during the 
first 10 months of the year, as compared with 814,473 for the 
first 10 months of 1946, the A. M. A. announced. 


STUDY OF HEAVY MOTOR VEHICLE OPERATION -°- 

The Highway Research Board of the National Research 
Council, Washington, D. C., announced plans for an early study 
of the operation of heavy motor vehicles on highways travers- 
ing the mountainous section of southwestern Pennsylvania. 


TRAFFIC WORLD 


“The proposed series of tests, referred to as the pilot 
study, is designed to establish the performance characteristics 
of various types of heavy trucks and combinations,” it saiq. 
“The study constitutes the initial phase of a planned research 
program of the board’s committee on economics of motor vehi- 
cle size and weight in the department of economics, finance and 
administration. 

“In its several phases, the planned research program of the 
committee is designed to establish the ultimate economy of 
highway transportation, considering both the cost of heavy 
motor vehicle operation and the cost of road provision at design 
standards and capacities necessary to accommodate the various 
levels of size and weight under investigation.” 


HIGHWAY LEGISLATIVE TRENDS 


The National Highway Users Conference has reproduced 
a paper entitled “1947 State Legislative Trends in Highway 
Taxation and Finance,” prepared for the Highway Research 
Board by Yule Fisher, assistant research counsel for the con- 
ference. In his introduction to the paper, which deals in detail 
with the situations involved in the various states, Mr. Fisher 
says: 


In 1947, every state legislature except four (Kentucky, Louisiana, 
Mississippi and Virginia) met in general session. In addition, special 
sessions have been held in ten states. The legislative trends in 1947 
are, therefore, important, not only because this year is one of great 
legislative activity, but because the year 1947 may be looked upon as 
the first normal postwar legislative year. Thus the trends evident this 
year may indicate the beginning of trends continuing into the future. 

Out of the mass of bills introduced affecting highway transporta- 
tion, roughly estimated at 10,000, three significant trends stand out in 
the field of highway taxation and financing: (1) the pressure for in- 
creased highway user taxers; (2) the resurgence of toll roads proposals, 
and (3) the establishment of highway study, committees. While all 
three of these principal trends are interrelated, the first two are linked 
in the evident pressure for increased highway revenues. The third 
emphasizes the increasing demand for careful planning of our highway 
system with expenditures on an economical and sound basis. 


Truck-Trailer Makers’ Meeting 


John B. Hulse, secretary-manager, Truck-Trailer Manufac- 
turers Association, has announced completion of the program 
for the association’s seventh annual meeting, to be held Janv- 
ary 12-14 in the Edgewater Gulf Hotel, Edgewater Park, Miss. 

Mr. Hulse said a well-rounded program had been developed 
“which will include discussions of truck-trailer engineering 
problems, salesmen’s training and remuneration, production 
control, cost systems and incentive payment plans, public rela- 
tions, the role of the industry in national defense and the 
industry’s stake in highway user problems.” In outlining the 
program, he said: 


Sessions will begin with a general industry meeting on January 13, 
over which Julius L. Glick of Cleveland, association president, will 
preside. Walter W. Belson, public relations director, American Trucking 
Associations, will discuss industry public relations as a year around 
job, following which P. D. McLean, assistant director, National High- 
way Users Conference, will outline the functions of State Highway 
Users Conferences. 

At a luncheon on January 13, L. C. Allman, vice-president of Frue 
hauf Trailer Co., Detroit, will deliver an address entitled ‘‘The Ameri- 
can Way.’’ Thereafter an ‘‘Engineer Round Table’’ will deal with trailer 


.industry’ engineering problems. The annual banquet will be held that 


evening, with E. J. Lucas of Louisville as toastmaster and Edmund H. 
Harding, philosopher-humorist, as the banquet speaker. 

The annual business meeting will be the opening event of January 
14. Also scheduled for the morning is a panel discussion on salesmen’s 
training and remuneration, led by an industry sales manager. Next on 
the program is a panel discussion led by C. D. Cline of Management 
Associates, on production control, .cost systems and incentive payment 
plans. 

Edward J. Buhner, president of American Trucking Associations, 
then will inform the trailer makers at a luncheon of the outlook for 
the motor carrier industry. 


Entertainment features of the meeting included a golf 
tournament and a deep sea fishing expedition, Mr. Hulse said. 


R. E. A. FLEET OF “SILVER REEFERS” 


A fleet of 500 Rex “Silver Reefers” is now being con- 
structed by the American Car & Foundry Co., Chicago, for the 
Railway Express Agency, A. L. Hammell, vice-president of the 
express agency, has announced. The cars, involving an overa 
expenditure of $7,500,000, are equipped with new devices for 
maintaining low temperatures, and with Timken roller bearings 
and other equipment which will permit greater. speeds an 
safety in the field of refrigerated transportation, said Mr. Ham- 
mell. The first car is scheduled to go on display for a three-day 
period beginning at 10 a.m., December 16, in the LaSalle Street 
Station, Chicago, with K. A. Paine, the agency’s general supe! 
intendent of transportation, in charge. 

The cars are built of high tensile low alloy steel. Amon 
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the special features are the following: Preco fans to force 
drculation of air through the ice bunkers; a light weight of 
79,200 pounds; a load limit of 65,800 pounds on passenger 
trains traveling to 85 m.p.h.; a chunk ice capacity of 12,900 
unds in both bunkers; double equalizer passenger clasp 
prakes; hot box alarm, both smoke and stench; four-inch fiber 
glass insulation with air spaces and reflecting paper in walls, 
ends and roof, plus Harborite in roof, and Naturezone in floor; 
five-foot sliding doors with rubber sealing gaskets; and hinged 
herringbone floor racks. 
The cars may also be used for non-perishable merchandise 
traffic. These silver-colored cargo fliers will be identifiable by 
a broad green band, according to Mr. Hammell. . 










HIGHWAY TRAILER BRANCH IN ST. PAUL 
The Highway Trailer Co. has announced the opening of a 
new sales and service branch in St. Paul, Minn. The company 
also announced that plans are under way for other service 
facilities in the secondary points throughout the Twin City area. 













FRUEHAUF CORRUGATED TRUCK BODIES 


The Fruehauf Trailer Co. of Detroit has announced the 
addition of new corrugated steel bodies to its line of all-steel 
truck bodies. Constructed of die-formed, correctly-spaced cor- 
rugated sections solidly welded together to provide unusual 
strength, the body is easily assembled onto truck chasis, Frue- 
half officials said. Other features include: Full width rear 
doors with heavy-duty, positive-latching cam locks and sturdy 
hinges, designed to swing flat against truck body sides; a tail- 
gate braced and cross-braced for maximum strength, and rear 
end design with deep frame member and solidly-welded cross- 
members to assure protection against loading dock impacts. 















URGES SUPPORT OF T. A. A. PROGRAM 


Speaking at a recent meeting, in the Henry Hotel, Pitts- 
burgh, of the Pittsburgh region chapter of the Association of 
LC. C. Practitioners, Anthony G. Allison, vice-president of the 
Transportation Association of America, called for support of 
the T. A. A.’s comprehensive national transportation program 
now being developed by representatives of all forms of trans- 
portation. This program, Mr. Allison declared, represented a 
great opportunity to the traffic profession to make “a lasting 
and constructive contribution to the preservation in this country 
of our private enterprise system.” 

The speaker said the primary aim of the T. A. A. was to 
secure adoption by Congress of a “comprehensive national trans- 
portation policy which will be the means of solution of the most 
basic contradictions now facing all forms of transportation in 
the United States.” He said that events of the past six or 
seven years had made a solution of this problem an immediate 
necessity. The existence of the transportation industry as a 
privately-owned-and-operated enterprise, said he, was definitely 
endangered by the fact that carrier credit has been impaired 
“to such an extent that it is approaching the vanishing point at 
atime when, for the good of the national economy as well as 
for the whole common-carrier industry, funds are needed for 
the improvement of service, for the rehabilitation of operating 
facilities, and for the purchase of new equipment to replace 
units battered and worn out through intensive use during the 
war years, and through the effects of obsolence.” 














































R. E. A. CONFERENCE ON THEFT PREVENTION 

Discussion of modern security methods advocated by the 
Federal Bureau of Investigation in the protection of interstate 
shipments highlighted a two-week conference of 22 chief special 
agents of the Railway Express Agency, which was to end De- 
cember 6 in New York City. Robert C. Hendon, former admin- 
istrative assistant to J. Edgar Hoover, and now manager of the 
express agency’s newly-created prevention and security depart- 
Ment, conducted the sessions. At the 27 lecture and discussion 
Periods talks were made by various F. B. I. agents who ex- 
plained the laboratory aids now available for crime detection, 
application of the laws relating to interstate shipments, and the 
practical application of modern criminology methods in the 
etection and apprehension of malefactors. 

“By absorbing this security and preventative information 
first-hand from F. B. I. specialists, we hope to send our field 
security agents back to their territories with a wider, up-to- 
date knowledge of how to combat loss, damage and theft from 
interstate express traffic,’ Mr. Hendon said. 
























B. & 0. BUS SERVICE IN NEW YORK 
“Sophisticated Train Catchin’ in New York City” is the 
title of a 23-page booklet written by Don Herold, which de- 
scribes the motor coach service provided by the Baltimore & 
Ohio Railroad between the Jersey City terminal and three 
Centrally-located stations in Manhattan and one in Brooklyn, 
. & O. officials have announced. 
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Aircraft Industries Association 
Announces New Officers 


Election of three new vice-presidents and one new member 
of the executive committee of the Aircraft Industries Associa- 
tion has been announced by Oliver P. Echols, president of the 
association. The elections.were held at the annual board of 
governors meeting in the Hollywood Roosevelt Hotel, Holly- 
wood, Calif., December 4. The three newly-elected vice-presi- 
dents are: 


William M. Allen, president, Boeing Aircraft Co.; J. Carlton Ward, 
president, Fairchild Engine and Airplane Corp.; and Leland D. Webb, 
western regional manager of the Aircraft Industries Association. Mr. 
Allen succeeds T. Claude Ryan, president, Ryan Aeronautical Co.; and 
Mr. Ward succeeds H. M.- Horner, president, United Aircraft Corpo- 
ration. 


J. Carlton Ward, Jr., was elected to the executive com- 
mittee succeeding T. Claude Ryan. Dwane Wallace, president, 
Cessna Aircraft Corporation, and newly-elected chairman of the 
Personal Aircraft Council, was elected a member of the board 
of governors. The complete list of officers and directors of the 
A. I. A. follows: 


Directors: E. E. Wilson, chairman; Oliver P. Echols, president; 
Dwane Wallace, president, Cessna Aircraft Corp.; E. B. Newill, general 
manager, Allis Division, General Motors Corp.; Victor Emanuel, chair- 
man, The Avco Manufacturing Corp.; Lawrence D. Bell, president, Bell 
Aircraft Corp.; Malcolm P. Ferguson, president, Bendix Aviation Corp.; 
William M. Allen, president, Boeing Aircraft Company; Harry Wood- 
head, president, Consolidated Vultee Aircraft Corp.; Guy W. Vaughan, 
president, Curtiss-Wright Corp.; Donald W. Douglas, president, Doug- 
las Aircraft Co., Inc.; J. Carlton Ward, Jr., president, Fairchild Engine 
& Airplane Corp.; Robert E. Gross, president, Lockheed Aircraft Corp.; 
Harry T. Rowland, executive vice-president, The Glenn L. Martin Com- 
pany; J. H. Kindelberger, president, North American Aviation, Inc.; 
Richard W. Millar, chairman, Northrop Aircraft, Inc.; Mundy I. Peale, 
president, Republic Aviation Corp.; T. Claude Ryan, president, Ryan 
Aeronautical Co.; R. E. Gillmor, vice-president, Sperry Corp.; H. M. 
Horner, president, United Aircraft Corp. 

Executive committee: E. E. Wilson, chairman; Oliver P. Echols; 
William M. Allen; J. Carlton Ward, Jr.; H. M. Horner. 

Officers: E. E. Wilson, chairman of the board; Oliver P. Echols, 
president; J. Carlton Ward, Jr., vice-president; William M. Allen, vice- 
president; Leland D. Webb, vice-president; Harrison Brand, Jr., secre- 
tary-treasurer. 


Cc. A. B. ON OVERSEAS AIR RATE CUTS 


The Civil Aeronautics Board, in a “notice of proposed rule- 
making,” has proposed amendment of section 228.4(h) of its 
economic regulations so as to increase from seven days to ten 
days the time within which applications for authority to furnish 
free or reduced-rate overseas or foreign air transportation will 
be deemed to have been granted. The board said in its notice 
that experience had demonstrated that this additional period 
of time was necessary to afford it a reasonable opportunity 
to consider such applications. It advised “interested persons” 
that they might participate in the proposed rulemaking through 
the submission of written data, views or argument pertaining 
thereto, in duplicate, to the secretary of the board, in Washing- 
ton, and that it would consider all relevant communications 
received on or before December 22 before taking final action 
on the proposed rule. 


B. 0. A. C. FREIGHT SERVICE TO AUSTRALIA 
With introduction by Qantas Empire Airways of Constella- 
tion aircraft on the Sydney-London route, the B. O. A. C. 
Lancastrian service, which has been jointly operated by Q. E. A. 
and B. O. A. C., will carry mail and freight exclusively, accord- 
ing to an announcement by the British Overseas Airways Cor- 
poration. Q. E. A. opened its new Constellation service with a 
departure from Sydney on December 1. The first flight from 

London was on December 6, the B. O. A. C. officials said. 


C. A. A. AIRPORT REVENUE GUIDE 
The Civil Aeronautics Administration has announced the 
publication of a study entitled “Non-Aviation Revenue Pro- 
ducing Functions for Airports,” which it describes as contain- 
ing valuable suggestions to owners of airports in supplement- 
ing revenues obtained strictly from aviation sources. 
Prepared by its office of airports, the C. A. A. said the 
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publication could be obtained without charge from its office of 
aviation information, Washington 25, D. C. 

The C. A. A. said revenue-producing items such as agricul- 
tural development, ground transportation, display advertising 
and recreational facilities were explained in the text of the 
study, which was accompanied by charts listing typical sources 
of non-aviation revenue and revenue potentials. 


C. A. B. Dismisses Two Carriers’ 
Retroactive Mail Pay Requests 


The Civil Aeronautics Board, in an opinion in No. 484, 
Pennsylvania-Central Airlines Corporation, and No. 2849, 
Transcontinental & Western Air, Inc., has granted motions of 
the board’s public counsel for dismissal of mail rate petitions 
of Pennsylvania-Central and T. W. A. insofar as they request 
the fixing of mail pay rates retroactively for the period from 
June 1, 1942, to January 14, 1947, in the case of P.-C. A., and 
for the period from January 1, 1946, to March 14, 1947, in the 
case of T. W. A. 

The board found it did not have legal authority to fix a 
new rate for an operation during a period in which a final rate 
previously fixed by it had been in effect and unchallenged by 
the initiation of a mail rate proceeding. 

For the past period in question, the board said, T. W. A. 
had received mail pay in an amount approximating $3,541,000, 
based on a rate of 45 cents a ton-mile which the board had 
prescribed October 26, 1945. It said that that carrier in the 
Instant proceeding was seeking additional mail pay for the 
period in question of approximately $11,157,000. 

P.-C. A., the board said, requested approximately $5,000,000 
mail pay for the June, 1942-January, 1947 period, in addition 
to about $1,700,000 the carrier had already received for that 
period under the board’s order of December 16, 1942, prescrib- 
ing a rate of 60 cents a ton-mile. 

“It is firmly established law,” said the board in a summary 
of its findings, “that a public utility rate deals only with the 
future and is not concerned with reimbursement of past losses 
nor recapture of past profits which have proved excessive. It 
offers only an opportunity to earn a fair return, and it does 
not guarantee that such a return will, in fact, be earned.” 


AIR EXPORTS AND IMPORTS INCREASE 


Total United States exports and imports of merchandise 
by air amounted to 4,242,000 pounds, valued at $23,765,000, in 
September this year, and represented an increase of 29 per 
cent in value and 2 per cent in shipping weight over the Au- 
gust total of 4,179,000 pounds valued at $18,418,000, the Bureau 
of the Census, Department of Commerce, has announced. The 
announcement added, in part: 


Exports by air increased in value by 20 per cent, from $13,161,000 
in August to $15,771,000 in September, and also increased in shipping 
weight by six per cent from 3,183,000 pounds to 3,386,000 pounds. Dur- 
ing this same period, imports by air climbed sharply by 52 per cent 
in value from $5,257,000 to $7,994,000, but declined by 14 per cent in 
shipping weight from 996,000 pounds to 856,000. 


A. A. L. AIRFREIGHT TRAFFIC GROWS 

American Airlines has announced that airfreight now sur- 
passes any other source of its income except that obtained from 
passengers. A. A. L. flew 3,063,136 ton miles of air cargo in 
October, the first time the 3,000,000 figure had been reached, 
air line officials said. They added that the 1,906,554 ton miles 
of airfreight flown during the same month was the largest air- 
freight monthly total in history for a scheduled airline. During 
the first ten months of the year, they said, 9,369,281 ton miles 
of airfreight were flown as compared with 1,643,230 for the 
same period of 1945, the first full year airfreight was carried. 


UNITED’S INTERLINE FREIGHT AGREEMENTS 

Interline air freight agreements have been signed by United 
Air Line with both Air France and Peruvian International Air- 
ways, Harold Crary, vice-president—traffic and sales, has an- 
nounced. The Air France agreement provides for complete air 
freight service between any point on United’s 10,655-mile sys- 
tem and the foreign carrier’s 132,128-mile world-wide network, 
said Mr. Crary. The Peruvian interline agreement, said he, 
links United with more than 5,000 miles of airways along the 
west coast of Latin America. 


OHIO INDUSTRIAL TRAFFIC LEAGUE 


Mendel A. Keith, traffic manager, Columbus Coated Fabrics 
Corporation, Columbus, O., was elected president of the Ohio 
State Industrial Traffic League, at a re-organization meeting of 
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the board of directors held December 2 in Columbus. Other 
officers elected are: 


First vice-president, G. A. Swineford, traffic manager, Empire Stee] 
Corporation, Mansfield; second vice-president, R. F. Miller, traffic man- 
ager, Hoover Co., Canton; secretary, Ralph J. Joyce, general traffic 
manager, Central Ohio Paper Co., Columbus; and treasurer, Dana B. 
Gee, traffic manager, Capital City Products Co., Columbus. 


A number of committees were appointed, to handle public 
affairs, rates and tariffs, membership, finance and audit, loss 
and damage claim, public relations, and transportation services, 
The stated object of the league is to interchange ideas concern- 
ing traffic matters, and to promote and protect the interests of 
the shipping public of Ohio in all matters of transportation, 
whether of property or person. 


Wabash’s “City of Kansas City” 


The Wabash Railroad recently placed in service between 
St. Louis and Kansas City its newest streamlined train, the 
“City of Kansas City.” Powered by a 2,000-horsepower diesel- 
electric locomotive, the seven-car train offers 5-hour and 20- 
minute service westbound and 5-hour and 40 minute. service 
from Kansas City to St. Louis. The equipment:consists of two 
coaches, a coffee-shop-club coach, a diner, an observation-parlor 
car, a baggage car and a baggage-and-mail car. The train’s 
exterior is of aluminum and Wabash blue. 

The dining car is divided into four sections—a cocktail 
lounge, dining room, pantry and kitchen. An unusual feature 
of the train is the second coach, which in addition to seating 
60 persons has a complete refreshment section in the center 
of the car for serving soft drinks, ice cream, sandwiches and 
coffee. 

In the observation lounge parlor car, the lounge seats 16 
while the parlor section has a capacity of 24, the outstanding 
feature being the newly-developed ‘sleepy hollow” parlor car 
seats. A stateroom for five is included. 

The cocktail lounge is arranged with four-passenger group- 
ings, two on each side of the car. The coaches seat 58 persons, 
and the smoking rooms, available for both men and women, 
seat eight. The partition around this smoking room has clear 
glass panels affording a view of the scenery on both sides of 
the train. 

The first streamliner operating exclusively within the State 
of Missouri, the $1,000,000 “City of Kansas City” was unveiled 
at launching ceremonies in Kansas City attended by civic and 
business leaders and press representatives. The new train was 
christened by Gen. Omar N. Bradley who, by pressing a button 
on his desk in Washington, D. C., started an automatic launcher 
in Kansas City. Christening ceremonies included brief talks by 
Arthur K. Atkinson, president of the Wabash; Mayor William 
Kemp of Kansas City, and Kearney Wornall, president, Kansas 
City Chamber of Commerce. Tom M. Hayes, Wabash passen- 
ger traffic manager, was master of ceremonies. 





- ALLEGHENY ADVISORY BOARD 


Meetings of the executive, railroad contact, car efficiency, 
freight claim prevention, and 1, c. 1. committees of the Alle- 
gheny Regional Advisory Board will be held December 18 at the 
Roosevelt Hotel, Pittsburgh. C. W. Gottschalk, general traffic 
manager, Jones and Laughlin Steel Corporation, Pittsburgh, 
will preside at a joint meeting of the first two committees, 
which will discuss car supply and loss and damage prevention 
work. W. E. Callahan, manager, open top section, car service 
division, Association of American Railroads, Washington, D. C., 
will discuss the national transportation situation. 


J. N. Lind, traffic manager, Spang Chalfant, Ambridge, Pa., 
will preside at the car efficiency meeting. J. W. Swoger, 
traffic manager, Knox Glass Associates, Inc., Knox, Pa., 1S 
chairman of the freight claim prevention committee. D. 0. 
Moore, manager, freight traffic department, Pittsburgh Cham- 
ber of Commerce, heads the 1. c. 1. committee. J. D. Beltz, 
general manager, Baltimore & Ohio Railroad, Pittsburgh, will 
report for the railroad contact committee. 


LIGHT-WEIGHT DINING CAR CHAIRS 

Recently placed in service on the Chicago, Milwaukee, St. 
Paul & Pacific Railroad’s streamlined trains were several hun- 
dred new dining car chairs made from industry’s lightest struc- 
tural metal-magnesium, according to the Dow Chemical Co., 
of Midland, Mich. The chairs, developed in cooperation with the 
Dow company, are of welded tubular construction with a baked 
enamel bronze finish and have a weight one-fourth that of the 
traditional dining car chair, Dow officials said. 
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Applause for the Railroads 


Editor the Traffic World: 

The November 11th editorial, “CUSTOMERS: TEN CENTS 
EACH” is not in the tenor of your usual constructive discussion 
of important subjects: 

The low 10 cents per package tariff of the Red Caps is 
necessarily based on mass handling. You can still obtain the 
individual personalized service by payment of a little extra. 

To many there is a tingle of excitement, always a sense of 
adventure, in this crowding at the gates and hurrying down the 
station platform to the well appointed train. The snob and the 
grouch—and they deserve each other’s company—have the 
choice of remaining comfortably seated in the well appointed 
waiting room for just a few minutes while the crowd clears 
away. 

Air conditioning will occasionally fail. And anywhere—not 
exclusively on the railroad. You, too, will have an occasional 
mechanical failure. And it is to the everlasting credit of the 
railroads that they had the foresight and the boldness to pioneer 
air conditioning. 

The traveler involved in the key-locker mix-up is an excep- 
tion. It would not happen again in a million cases. We guess 
that a bullying, blustering attitude perhaps antagonized the 
attendant. I am always treated politely. 

It is worthwhile to think occasionally of the other side, 
such as the information clerk in a busy station, turning from 
table to table, schedule to schedule, map to map, answering 
questions promptly and correctly, but never looking up, until 
one day a passenger inquired “Don’t you ever look up?”. The 
answer, “Yes, when anything unusual happens, like someone 
saying “Thank you’”’. 

Most of us do not lose sight of the railroad’s magnificent 
war performance. They did the job with the pre-war plant 
while critical materials went into armament for our boys, 
thereby saving many lives. And in the post-war period they 
have handled more ton miles than ever before with a worn out 
plant while materials and equipment have gone into industrial 
reconversion and abroad. If this does not merit constant respect 
and everlasting gratitude, then we give up. 

A. W. Vogtle, Vice-President, Traffic and Sales, 
DeBardeleben Coal Corporation, 
Birmingham, Ala., November 6, 1947. 


Economy Tip for the N. Y. C. 


Editor the Traffic World: 

The exciting Mr. Young has startled the transportation 
world by his statement recently before Society of Security 
Analysts that, if he could have management control of New 
York Central, Rock Island, Seaboard and Southern Pacific Rail- 
ways, “I would show you a cost of transportation that would 
amaze you and make a gold mine out of them under the present 
rate structure.” 
























































The OPEN FORUM 


A Department for the Discussion by Readers of TRAFFIC WORLD of Questions of Interest to Traffic Men. 
No anonymous communications will be published and writers must identify themselves in their signatures or in the body of their letters. Mere names are not sufficient. 


Undoubtedly the Interstate Commerce Commission will 
hear of this and may inquire of existing managements: “If he 
can do it, why can’t you?” 

Existing managements may retort: “That is just wind and 
poppycock.” But the fact is, that it isn’t. A study now under 
way by our committee indicates that the New York Central 
system could pay practically all of its terminal and yard 
expenses by instituting intra-terminal passenger and freight 
shuttle: service. A copy of our survey on this will be sent 
anyone requesting it, while our supply lasts, without cost or 
obligation. 

Homer W. Clark, Secretary, 
Ship Coal by Rail Committee. 
East Syracuse, N. Y., Nov. 24, 1947. 


Cc. & O. HITS E. R. P. C. ADVERTISEMENTS 


The Chesapeake & Ohio Railway, through its chairman, 
Robert R. Young, has announced that the road would make no 
further contribution to the advertising budget of the Eastern 
Railroad Presidents Conference “because we are convinced that 
the activities of this group have tended to injure labor-manage- 
ment relations.” 

In a letter to all railroad labor union officials, Mr. Young 
said that the decision was made because “it seems to us that 
the solution of the railroads’ problems is not in antagonizing 
labor but in working with labor in improving the financial, phys- 
ical, and human assets of the railroads.” 

The C. & O. will remain as a member road in the E. R. 
P. C., he said. : 


Eastern, southeastern and western railroads have recently 
published newspaper advertisements giving their views of what 
the — of demands of railroad labor weuld be if they were 
granted. 


SANTA FE SKI FOLDER 


The Santa Fe Railway has issued a new folder listing ski 
runs in the states of New Mexico, Arizona, Colorado, and Cali- 
fornia, Santa Fe officials have announced. The folder, which 
gives such details as location, elevation, number of jumps, drops, 
lifts and shelters, was prepared with the help of the state chair- 
men of winter sports in the southwestern states served by the 
Santa Fe, secretaries of chambers of commerce, and people in 
charge of winter sports areas. 


DIESELIZATION ON MILWAUKEE ROAD 


Purchase of 38 new diesel-electric locomotives, at an esti- 
mated cost of $6,288,000, has been authorized by the board 
of directors of the Chicago, Milwaukee, St. Paul & Pacific 
Railroad, C. H. Buford, Milwaukee Road president has an- 
nounced. Included are eight 3000-h.p. freight, six 2000-h.p. 
passenger, 20 1,000-h.p. switching, and four 1500-h.p. locomo- 
— designed for either switching or road service, Mr. Buford 
said. 








LOSS and DAMAGE 
DECISIONS 


Traffic Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter System, published by West 
Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 


make delivery. 













Delay in Transportation or Delivery 


(Supreme Court of Iowa.) Shipper 
has the burden of proving unreasonable 
delay in transportation of goods by com- 





mon Carrier and in doing so must neces- 
sarily prove what would have been rea- 
sonable dispatch in making delivery, but 
he is not required to plead what would 
have been a reasonable time in which to 


Where shipper alleged unreasonable 
delay in transportation of goods by com- 
mon carrier and carrier without attack- 
ing petition alleged that shipment went 
through with reasonable dispatch and 
cause went to trial on issues thus ten- 
dered, carrier could not for the first time 
on appeal challenge petition for failure 
to allege what would be a reasonable 
time for such transportation. 

Evidence that truck which picked up 
household goods in Sioux City, Iowa, for 
shipment to Palo Alto, Cal., was loaded 
to capacity and could have proceeded 









directly to California in seven to twelve 
days but instead was routed to St. Louis, 
where goods were kept in storage for 37 
days awaiting completion of load for 
cross-country van, sustained finding that 
such storage of goods constituted unrea- 
sonable delay for which carrier was li- 
able to shipper, and such delay was not 
excused by regulation of Office of De- 
— Transportation requiring capacity 
oad. 

Where shipper establishes apparently 
unreasonable delay in transportation of 
goods by common carrier, carrier then 
has the burden of explaining, accounting 
for, and justifying the delay consistently 
with exercise of ordinary diligence and 
reasonable dispatch. 

Common carrier was bound by knowl- 
edge imparted by shipper to truck 
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driver sent to load household goods and 
apparently to transport them to desti- 
naton and agent authorized to contract 
for such transportation, that goods were 
needed to furnish shipper’s new home at 
destination and that shipper’s family 
would plan to arrive at approximately 
the time at which in driver’s opinion the 
goods would be delivered. 


The knowledge of an agent gained in 
the performance of his authorized work 
or duty and within its scope and rea- 
sonable connection is imputed to his 
principal. 

Expense of lodging family at hotel 
was a proper element of damage for un- 
reasonable delay in transportation of 
household goods by common carrier, 
where carrier had notice that goods were 
needed to furnish shipper’s new home 
at destination. (Huff vs. United Van 
Lines, 28 N. W. Rep. 2d. 793). 


LIST OF TRAFFIC CLUBS 


(The following list of traffic clubs will be 
published from time to time. We ask that 
readers notify us of any errors or of 


changes or additions of which they have any 
knowledge.) 


Akron, O.—Traffic Club Study Club of 
Akron. L. B. Hine, Pres.; J. A. Gee, Secy. 

Albany, N. Y.—Capital District Traf- 
fic Association. H. Z. Bessette, Pres.; 
Vedder Gates, Secy. 

Anderson (Ind.) Traffic Club. J. 
Schreiner, Pres.; W. P. Anderson, Secy.- 
Treas. 

Appalachian (Kingsport, Tenn.) Traf- 
fic Club (Bristol, Kingsport, Johnson 
City, Elizabethtown, Erwin, and other 
towns within 75 miles of Bristol). May- 
ford Cusick, Pres.; J. B. Gillis, Secy.- 
Treas. 

Atlanta, Transportation Club of W. E. 
Carroll, Pres.; Don Joiner Secy.-Treas. 

Baltimore, Industrial Traffic Managers 
Ass’n of. L. J. Canter, Pres.; O. J. Mc- 
Coy, Secy.-Treas. 

Baltimore, The Traffic Club of. Rob- 
ert N. Fleagle, Jr., Pres.;. J. P. Hupp- 
mann, Secy. 

Baltimore, Women’s Traffic and Trans- 
portation Club of. Mollie G. Moore, 
Pres.; Elizabeth M. Huth, Corr. Secy. 

Bartlesville, Okla., Traffic Club. C. R. 
Musgrave, Pres.; E. C. Kitching, Secy.- 
Treas. 

Berkshire County Traffic Assn. (Pitts- 
field, Mass.) William R. Sage, Pres.; 
W. B. Preston, Secy. - 

Birmingham (Ala.) Traffic and Trans- 
portation Club. J. C. Sanford, Pres.; 
J. E. Travis, Secy.-Treas. 

Birmingham, Ala., The Women’s Traf- 
fic Club of. Launa M. Chew, Pres.; 
Mrs. E. T. Boyd, Secy. 

Bloomington, Ill. The Corn Belt Traf- 
fic Club. V. W. McGuire, Pres.; Exnest 
Radley, Secy. 

_Bridgeport (Conn.) Traffic Associa- 
oo Fred R. Youd, Pres.; A. Winter, 
ecy. 

Bridgeport, Conn., Women’s Traffic 
Club. Madelyn L. Farrace, Pres.; Ruth 
P. Ackley, Secy. 

Bronx, N. Y., Traffic Club. George J. 
Wiegman, Pres.; Frank J. Flynn, Secy. 

Brooklyn, N. Y., Traffic Club of, Inc. 
Otto F. Rutz, Pres.; D. A. Hackett, Secy. 

Buffalo (N. Y.) Traffic Club. W. E. 
Lanrers, Pres.; Margaret M. Weinberg, 


ecy. 

Buffalo (N. Y.) Transportation Club. 
Edward N. Pugh, Pres.; Charles R. 
Everding, Secy.-Treas. 

Calumet Transportation Association, 
East Chicago, Ind. W. A. Witt, Pres.; 
L. E. Gardner, Secy.-Treas. 

Camden (N. J.) Industrial Traffic 


Club. H..E. Stevens, Pres.; C. N. Haw- 
kins, Secy.-Treas. 

Camden (N. J.) Traffic Club. C. T. 
Ebensberger, Pres.; H. S. Wendell, Secy. 

Canton (O.) Traffic Club, G. H. Heber- 
ling, Pres.; L. D. Ellis, Secy. 

Central Ohio Traffic Club (Mansfield, 
Ohio). E. L. Connell, Cleveland, Pres.; 
Howard Johnson, Mansfield, Secy.-Treas. 

Central Pennsylvania Traffic Club 
(Williamsport, Penna.). J. P. Quinn, 
Pres.; R. M. Gerber, Secy. 

Charlotte (N. C.) Traffic and Trans- 
portation Club. Stanley Shaw, Pres.; 
R. C. Warren, Secy.-Treas. 

Chattanooga Traffic and Transporta- 
tion Club. W. R. Hanna, Pres.; C. E 
Murray, Secy.-Treas. 


Chicago Transportation Club. Harry 
W. Anderson, Pres.; Albert E. Hooper, 
Jr., Secy. 

Chicago, Traffic Club of. W. R. Cox, 
Pres.; O. A. Green, Secy. 

Chicago, Ill., Trafficmen’s Association 
of America. H. H. Behrel, Pres.; R. J. 
Kelly, Secy. 

Chicago, Women’s Traffic Club of. 
Edna Schaar, Pres.; Helen Horne, Secy. 

Chippewa Valley Traffic Club, Eau 
Claire, Wis.; H. R. Van Maren, Pres.; 
T. S. Larson, Secy. 

Cincinnati Traffic Club. A. W. Gill, 
Pres.; H. F. Oehlschlaeger, Secy. 


Cincinnati Women’s Traffic Club. 
Carol Romes, Pres.; Olivia Kinker, 
Secy. 


Clearing, Ill.—Clearing-Cicero Traffic 
Conference. Ray Hurd, Pres.; W. Eh- 
lert, Secy. 

Cleveland, Traffic Club of. John 
Marsh, Pres.; W. J. Brennan, Secy. 

Cleveland Transportation Club, Nor- 
= E. Dodwell, Pres.; Frank M. Schur, 

ecy. 

Cleveland, Women’s Traffic Club of. 
Hazel Smith, Pres.; Yolanda Iacobucci, 
Secy. 

Calhenite Springs, Colo. Pike’s Peak 
Traffic Club. L. P. Siddons, Pres. 

Columbus (O.) Transportation Club. 
C. R. Warren, Pres.; F. M. Brownewell, 
Secy. 

Connecticut, Quarter Century Traffic 
Club. (New Britain, Conn.) R. K. For- 
son, Pres.; J. F. Maerz, Secy.-Treas. 

Corpus Christi (Tex.) Traffic Associa- 
tion. W. G. Bridgwater, Jr., Pres.; J. 
Harvey Johnson, Secy. 

Cortland (N. Y.) Industrial Traffic 
Club of. H. B. Darling, Chairman; P. F. 
McManus, Secy. 

Cumberland, Md., Tri-State Traffic 
Club. Martin L. Johnson, Pres.; J. L. 
Carnochan, Secy. 

Dallas, Tex., Transportation Club of. 
N. Mansfield, Pres.; K. L. Hartman, 
Secy.-Treas. 

Decatur (Ill.) Transportation Club. 
D. K. Ball, Pres.; N. K. Anderson, Secy. 

Denver Commercial Traffic Club. C. 
E. Berg, Pres.; Eddie St. Louis, Secy.- 
Treas. 

Denver, Junior Traffic Club of. Wins- 


’ ton A. Hollard, Pres.; Ernest M. Smith, 


Secy. 

Denver, Traffic Club of. W. P. Dahl, 
Pres.; C. O. Gustafson, Secy-Treas. 

Denver, Women’s’ Traffic Club of. 
Sarah Kennedy, Pres.; Eleanor Briggs, 
secretary. 

Des Moines Transportation Club. Carl 
A. Hansen, Pres.; C. Ander, Secy.-Treas. 

Detroit (Mich.) Motor-City Traffic 
Club. Ralph W. Erickson, Pres.; Elmer 
W. Klein, Secy-Treas. 

Detroit, The Traffic Club of. J. Har- 
old Becker, Pres.; W. A. Warburton, 
Secy.-Treas. 





TRAFFIC WORLD| Decemb 


Detroit, Women’s Traffic Club of, 
— E. Gens, Pres.; Alice Janashek, 
ecy. 
Duluth (Minn.) Traffic Club. R. R. 
Shaeffer, Pres.; G. H. Westberg, Secy, 
Eastern Illinois Traffic Club (Danville, 
Ill.). Truxton Older, Pres.; W. D. Day, 
Secy.-Treas. ’ 
Eastern Indiana Transportation Club 
(Muncie, Ind.) Claude Cornell, Pres, 
Harry E. Mitchell, Secy. 
Eastern North Carolina Traffic Club 
(Washington, N. C.). Cecil Moore, Pres.; 
H. W. White, Secy. 
Elmira (N. Y.) Traffic Club. G. A, 
Harnischfeger, Pres.; Jerome Wolcott, 
Secy.-Treas. 
El Paso (Tex.) Traffic Club. W. T, 
Conley, Pres.; Fred C. Tockle, Secy.- 
Treas. 
Erie (Pa.) Traffic Club. Joseph F, 
Weibel, Pres.; C. P. Beyer, Acting Secy. 
Evansville (Ind.) Transportation Club, 
James C. Parker, Pres.; L. A. Holzgrafe, 
Secy.-Treas. 

Fargo (N. Dak.) Traffic Club. J. L. 
Thacker, Pres.; R. C. Harrington, Secy. 

Flint (Mich.) Traffic Club. S. L. 
Dobbs, Pres.; G. L. Wilcox, Secy.-Treas. 

Fort Wayne (Ind.) Transportation 
Club. Thomas Sayles, Pres.; C. H. Bar- 
tels. Seev. 

Fort Worth, Traffic Club of. W. Earl 
Lovell, Pres.; R. M. Duke, Secy.-Treas. 

Fort Worth Women’s Traffic Club. 
Grada Lee Johnson, Pres., Doris Perry, 
Secy. 

Fox River Valley Traffic Club (Nee- 
nah, Wis.) Walter Fedlund, Pres.; F. 
Otis, Secy. 

Fox Valley Traffic Club (Aurora, II.) 
Thorold Guzeman, Pres.; Ralph Girar- 
det, Secy. 

Fresno, Cal., Transportation Club. 
Edward Rutherford, Pres.; Benton Pas- 
chall, Secy. 

Galveston, Transportation and Foreign 
Trade Club of. J. W. Stechmann, Pres.; 
R. S. Freeman, Secy.-Treas. 

Goldsboro, N. C.—Eastern North Caro- 
lina Traffic Club. S. M. Jones, Pres.; H. 
W. White, Secy.-Treas. 

Grand Rapids Transportation Club. 
9 H. Fahrner, Pres.; M. W. Vermaire, 

ecy. 


Green Bay (Wis.) Traffic Club. George 
ms Bailey, Pres.; Howard A. Quehl, 
ecy. 


Hagerstown, Md., Traffic Club. Car- 
roll France, Pres.; J. J. Sentner, Secy. 


Hamilton (Ont.) Traffic Club. F. T. 
Parker, Pres.; A. M. Johns, Secy. 

Hartford, Conn.—Transportation Bu- 
reau of Hartford Chamber of Commerce. 
Herbert G. Topp, Chairman; C. Harris 
Crook, Vice-Chairman. 

Hartford, Conn., Women’s Traffic Club 
of: Grace L. Weller, Pres.; Virginia De 
vanny, Secy. 

High Point (N. C.) Traffic and Trans- 
portation Club. I. B. Dunn, Pres.; G. T 
Smith, Secy.-Treas. 


Houston Traffic Club. J. A. Dana, 
Pres.; A. U. Zurborg, Secy. : 
Indianapolis Motor ‘Transportation 
Club. E. C. Lipp, Pres.; John Gedig, 
Secy. 
Indianapolis, Traffic Club of. R. H 
Ross, Pres.; C. V. Curran, Secy.-Treas. 
Indianapolis Women’s Traffic Club. 
M. Kissel, Pres.; Marjorie White, Secy: 
Jackson,* Miss., Traffic Club. J. W. 
Smith, Pres.; F. B. .Aikin, Secy. 
Jacksonville (Fla.) Traffic Club. J. H 
Gercken, Pres.; A. Q. Harris, Secy-§ 
Treas. E 
Jamestown (N. Y.) Transportation 
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Pope & Talbot Lines 
Fast, Modern Cargo Ships 


The new, fast C-3 express cargo vessels of Pope & Talbot 
Lines with a deadweight capacity of 13,000 tons, are the 
highest type cargo ships in the American Merchant Marine 
... cut transit time and provide fast, dependable transpor- 
tation to opportunity markets. Stowage, modern handling 
equipment for rapid loading and unloading, together with 
ample terminal facilities assure your shipments every ad- 
vantage via Pope & Talbot Lines. 
To Opportunity 


Trade Routes 
PACIFIC ARGENTINE BRAZIL LINE PACIFIC & ATLANTIC INTERCOASTAL 


Pacific Coast Ports to East Coast of South From Baltimore, Philadelphia, Norfolk, via 


America. From Vancouver, B.C., Seattle, 
Tacoma, Portland, San Francisco, Los An- 
geles, via Canal Zone to Trinidad, Rio de 


Janeiro, Santos, Montevideo and Buenos ~ 


Aires ... return same route, to Pacific Coast 


Panama Canal to Los Angeles, San Fran- 
cisco, Oakland-Alameda, Stockton, Port- 
land, Seattle and Tacoma .. . from Tacoma, 
Seattle, Portland, San Francisco, Oakland- 
Alameda, Stockton, Los Angeles to East 


Ports . .. via Canal Zone. Coast ports, via Panama Canal. 


PACIFIC WEST INDIES - PUERTO RICO 


From Tacoma, Seattle, Portland, San Fran- 
cisco, Oakland-Alameda, Los Angeles to 
San Juan, Ponce and Mayaguez, Puerto Rico 
via Canal Zone. 
Write to have your name placed on our 
Mailing List for Sailing Schedules. 


POPE s TALBOT LINES geod 


POPE & TALBOT, INC. 


**ESTABLISHED 1649"" 
EXECUTIVE OFFICES 
320 CarirorniA St. * San FRANcIsco 4 


Offices and Terminals 


SEATTLE 4 
TACOMA 
PORTLAND 9 
SAN FRANCISCO 4 
OAKLAND 7 
STOCKTON 
LOS ANGELES 15 
NEW YORK 6 
PITTSBURGH 22 
DETROIT 2 
PHILADELPHIA 6 
BALTIMORE 2 
NORFOLK 
SAN JUAN, P. R. 18 


Foreign Agency -Offices 


VANCOUVER, B. C. 
CANAL ZONE 
COLOMBIA 
TRINIDAD 
BRAZIL 
URUGUAY 
ARGENTINA 
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Club. Ray W. McEvoy, Pres.; K. C. 
Johnson, Secy.-Treas. 

Jefferson City (Mo.) Traffic Club. D. 
M. Oberman, Pres.; C. Morrow, Secy. 

Jersey City (N. J.) Traffic Club, R. A. 
Gratale, Pres.; J. J. Cullington, Secy. 

Kalamazoo Traffic Club. Emerson 

Higgins, Pres.; Carl Buzzard, Secy. 

’ Kanawha Valley Traffic Club (Charles- 
ton, W. Va.). L. H. Corley, Pres.; Dick 
Moore, Secy. 

Kansas City, Industrial Traffic Man- 
agers Association of. L. W. Schurle, 
Pres.; W. Paul Tarter, Secy.-Treas. 

Kansas City, Transportation Club of. 
H. G. Bekemeier, Pres.; A. Paul Rinins- 
land, Secy. 

Kansas City, Traffic Club of. P. J. 
Patten, Pres.; T. A. Neidenberger, Secy.- 
Treas. 

Ky.-O.-Va. Traffic Club (Ashland, Ky.) 
J. H. Cross, Jr., Pres.; Jack D. Keating, 
Secy.-Treas. 
ciation Traffic Club. Howard P. Gabriel, 
Pres.; R. W. Stover, Secy.-Treas. 

Lansing (Mich.) Traffic Club. C. E. 
Clark, Pres.; W. M. McCloud, Secy. 

Lehigh Valley, Traffic Club of the. 
(Easton, Pa.) George W. Thoma, Pres.; 
P. R. Kocher, Secy. 

Lima (Ohio) Traffic Club. V. H. Lo- 
gan, Pres.; Floyd Clark, Secy. 

Lincoln (Neb.) Traffic Club. D. F. 
Frohardt, Pres.; A. L. Grass, Secy. 

Long Beach (Calif.) Traffic Club. R. 
L. Allen, Pres.; G. F. Seybold, Secy. and 
Treas. 

Long Beach — Los Angeles Harbor, 
Women’s Traffic Club of. Ella M. Eaton, 
Pres.; Virginia Capolungo, Secy. 

Long Island Traffic Club. B. J. Mc- 

— Pres.; Wm. Strohsal, Secy.- 


as. 

Longview (Wash.) Transportation 
Club. Lee Tompkins, Pres.; George E. 
Mickel, Secy.-Treas. 

Los Angeles, Calif.-Harbor Transpor- 
tation Club. Carl Wadsworth, Pres.; D. 
H. Hughes, Secy.-Treas. 

Los Angeles, Calif.—Rail and Water 
Club. G. H. Lewis, Pres.; A. E. Norr- 
bom, Secy. 

Los Angeles Traffic Managers’ Con- 
ference. H. E. Noyes, Pres.; Ralph Cran- 
dall, Secy. 

Los Angeles Transportation Club. D. 
G. Shearer, Pres.; W. McGowan, Secy.- 
Treas. 

Los Angeles Women’s Traffic Club. 
Charle Jean Cullum, Pres.; Ida Wood- 
ruff, Corr. Secy. 

Louisville Transportation Club. John 
. Pres.; R. W. Ernst, Secy.- 

as. 


Louisville, Women’s Traffic Club of. 
Theo Stewart, Pres.; Charlotte Himmel- 
haver, Secy. 

Lower Rio Grande Valley, Traffic Club 
of; Pres., J. H. Hartzog; Secy.-Treas., 
L. J. Deasy. 


Mansfield (O.) Traffic Managers’ Divi- 
sion of the Manufacturers’ Club. C. K. 
Smaltz, Chairman; A. D. Caddell, Secy. 

Memphis Traffic Club. C. W. Pearce, 
Pres.; N. C. Osborn, Secy.-Treas. 

Memphis— Women’s Traffic Club. 
Angea Lee, Pres.; E. J. Berryhill, Secy.- 
Treas. 

Meridian, Miss., Transportation and 
Traffic Club. H. G. Fitts, Pres.; W. H. 
Thompson, Secy. . 


_Miami (Fla.) Traffic Club. J. F. Stur- 
divant, Pres.; R. K. Johnson, Secy.-Treas. 

Miami Valley (Dayton, O.) Traffic 
Club. Clyde Haynes, Pres.; G. C. 
Stoecklein, Secy. 
Milwaukee Traffic Club. James E. 












Quinn, Pres.; Ralph M. Heinan, Secy. 
and Treas. 

Milwaukee, Transportation Club of. 
A. M. Spahn, Pres.; G. F. Mueller, 
Secy.-Treas. 

Milwaukee, Woman’s Traffic Club of. 
— Blask, Pres.; Esther Bannister, 

ecy. 

Minneapolis Junior Traffic Club, Rob- 
- McCormick, Pres.; Robert Scott, 

ecy. 

Minneapolis, Traffic Club of. L. E. Ed- 
wards, Pres.; L. A. Hart, Secy. 

Mobile Traffic and Transportation 
Club. Norman B. Nelson, Pres.; S. Mar- 
vin Graham, Secy.-Treas. 

Montreal (Can.), ivaffic Club of. 
W. J. McCallum, Pres.; D. W. Johnson, 
Secy.-Treas. 

Muskegon (Mich.), Greater, Transpor- 
tation Club. C. V. Johnson, Pres.; Carl 
Johnson, Secy. 

Nashville (Tenn.) Traffic and Trans- 
portation Club. Frank A. Gaines, Pres.; 
F. E. Hilliard, Secy.-Treas. 

Newark (N. J.) Traffic Club. Edward 
W. Cislo, Pres.; A. N. Granzen, Secy. 

New Bedford, Mass., Traffic Club. 
William C. Raymond, Pres.; J. D. Bab- 
cock, Secy. 

New Britain (Conn.) Traffic Associa- 
tion. P. G. Gaffney, Pres.; B. G. Krano- 
witz, Secy. 

‘New England, Traffic Club of. (Bos- 
ton, Mass.) Albert F. Ruby, Pres.; G. J. 
Smith, Secy.-Treas, 

New England, Women’s Traffic Club 
of (Boston, Mass.) Esther M. Freeman, 
Pres.; Winifred B. Gilboy, Cor. Secy. 

New Haven (Conn.) Chamber of Com- 
merce, Traffic Club of. George E. Robb, 
Pres.; Vincent Reynolds, Secy.-Treas. 

New Haven (Conn.) Women’s Traffic 
Club. Evelyn L. McMeken, Pres.; Jessie 
M. Ardolino, Secy.-Treas. 

New Jersey Industrial Traffic League 
(Newark, N. J.). W. J. Horrer, Pres.; 
G. E. Martin, Secy. 

New Orleans, Traffic Club of. A. M. 
Dardis, Pres.; Rene J. Pigeon, Secy. 

New Orleans, Women’s Traffic and 
Transportation Club of. Catherine L. 
Cormier, Pres.; Marion Bienvenue, Cor. 
Secy. 

New York, Metropolitan Traffic Asso- 
ciation of. Sam P. Bartoletta, Pres.; 
J. J. Donnelly, Secy. 

New York, Traffic Club of. H. W. Mac- 
Arthur Lauby, Pres.; G. H. Burtis, Secy. 

New York—Women’s Traffic Club of 
New York. Ethel A. Appleton, Pres.; 
Rose Jane Ober, Corr. Secy. 

Norfolk - Portsmouth (Va.) Traffic 
nn L. E. Pentecost, Pres.; D. J. Foley, 

ecy. 

Norristown, Pa., Traffic Club of Paul 
H. Troutman, Pres.; Louis G. Smith, 
Secy. 

North Carolina, Eastern, Traffic Club. 
(Fayetteville, N. C.) G. F. Dempsey, 
Pres.; H. W. White, Jr., Secy.-Treas. 

Northwestern Pennsylvania Transpor- 
— and Traffic Club. F. E. Hufford, 

res. 

Norwich, Conn.; Traffic Club of East- 
ern Connecticut. W. B. Chadbourne, 
Pres.; Rex Brown, Secy. 

Oakland (Calif.) Traffic Club. Joe 
Patton, Pres.; R. D. Stokes, Secy. 

Oakland, Calif., Women’s Traffic Club 
of. Margaret Garvey, Pres.; Marjorie 
Meredith, Corr. Secy. 

Oil City-Franklin (Pa.) Traffic Club. 
J. Walter Fenner, Pres.; J. H. Lavery, 
Secy. 

Oklahoma City Transportation Club. 


B. C. Milliken, Pres.; L. V. Van Horn, 
Secy.-Treas. 
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Omaha Traffic Club. C. W. Nelson, 
Pres.; Bruce F. Mahon, Jr., Secy. and 
Treas. 

Omaha, Women’s Traffic Club of. Lu- 
cille Sharp, Pres.; Corrine Davis, Corr, 
Secy. 

Orlando (Fla.) Central Florida Traf- 
fic Club. F. E. Godfrey, Pres.; J. A. 
Davidson, Secy.-Treas. 

Peoria (Ill.), Transportation Club of. 
E. T. Willson, Pres.; L. R. Barnewolt, 
Secy.-Treas. 

Philadelphia, Commercial Traffic Man- 
agers of. R. Maguire, Pres.; E. D. Heil- 
brun, Secy.-Treas. 

Philadelphia, Traffic Club of. C. J. 
Goodyear, Pres.; S. B. Neiman, Secy. 

Philadelphia, Traffic and Transporta- 
tion Club of. Edward Bolton, Pres,; 
J. E. Bellwoar, Secy. 

Philadelphia Women’s Traffic Club. 
Frances Snyder, Pres.; Thelma Clem- 
mency, Corr. Secy. 

Phoenix (Ariz.) Traffic Club. W. C. 
O’Connor, Pres.; Miriam A. Burson, 
Secy.-Treas. 

Pittsburgh, Traffic Club of. A. C, 
Schweitzer, Pres.; W. H. Morrow, Secy. 

Pittsburgh, The Traffic and Transpor- 
tation Association of. Theodore Hoover, 
Jr., Pres.; William P. Daley, Secy. 

Pittsburgh, Women’s Traffic Club of. 
Bessie A. Dixon, Pres.; Mary Podgorny, 
Corr. Secy. 

Pontiac (Mich.) Traffic Club. R. F. 
Hardy, Secy. 

Portland (Ore.) Industrial Traffic Club. 
MacNeil Smith, Pres.; Erman E. Mitts, 


Secy. 

Portland, Ore., Junior Traffic Club of. 
Walter Birtchet, Pres.; R. J. Hastings, 
Secy. 

Portland (Ore.) Transportation Club. 
George W. Hartwell, Pres.; C. W. Laird, 
Secy.-Treas. 

Portland (Ore.), Women’s Traffic and 
Transportation Club of. Edna Rutledge, 
Pres.; Hazel Whitehouse, Secy. 

Providence, R. I.—Traffic Club of the 
Providence Chamber of Commerce. T. 
F. Durkin, Pres.; A. H. Ferguson, Secy. 

Queens County Traffic Club, Long Is- 
land City, N. Y. James Duhl, Pres.; R. 
A. O’Neil, Secy. 

Quincy (Ill.) Traffic and Transporta- 
tion Club. J. E. Brown, Pres.; Ralph 
Miller, Secy. 

Racine-Kenosha Women’s Traffic As- 
sociation. Hallie Rosienski, Pres.; Ca- 
mille LeBrasca, Secy. 

Racine Traffic Club. Ollie Hansche, 
Pres.; L. J. Orthe, Secy. 

Racine Transportation Club. E. Pfeif- 
fer, Pres.; Roger M. Lange, Secy. 

Raritan Traffic Club (New Brunswick, 
N. J.). Milton Stoll, Pres.; Joseph M. 
Hayes, Secy. 

Reading (Pa.) Traffic Club. R. C. ° 
Folk, Pres.; O. Daniel Dreyer, Secy.- 
Treas. 

Reading (Pa.), Women’s Traffic Club 
of. Edith Ellis, Pres.; Ruth Shugard, 
Secy. 

Richmond, Va., Junior Traffic Club. 
J. F. Meredith, Pres.; L. D. Lacy, Jr. 
Corr. Secy. 

Richmond (Va.) Traffic Club. W. L. 
Pierce, Pres.; R. M. Fergusson, Secy. 

Rochester, N. Y. — Transportation 
Club of the Rochester Chamber of Com- 
merce, Norman G. Kleisley, Pres.; F. W. 
Burton, Secy.-Treas. 

Rock River Valley Traffic Club, Rock- 
ford, Hl. Roy E. Williams, Pres.; F. F 
Thies, Secy. 

Rome, N. Y., Traffic Club. F. G. 
McKevitt, Pres.; J. S. Davis, Secy. 

Sabine District (Beaumont, Texas), 
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For dependable freight handling 
giving better on-time service 


ta Fe 


From cab of a giant Santa Fe freight Diesel locomotive trainman checks his train as it rounds a curve 


Prompt car reporting made possible by Santa Fe’s vast communi- 
cation system, one of the largest in the world, enables us to keep 
in close contact with your carloads to assure on-time delivery. 
This is a big reason why more and more shippers are specifying 
routings via Santa Fe all the way! 


Let your Santa Fe traffic representative help with your shipping 
problems. 
T. L. BOTHWELL, General Freight Traffic Manager, Chicago 4, Illinois 
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Traffic Club (Beaumont Orange, Port 
Neches, Port Arthur). F. K. Stevens, 
Pres.; K. D. Schwartz, Secy. 

Sacramento (Calif.) Transportation 
Club of. C. R. Harmon, Pres.; J. M. 
Hanlon, Secy. 

Saginaw (Mich.) Traffic Club. Thom- 
as Zacharias, Pres.; E. C. Cherry, Secy.- 
Treas. 

St. Clair River District Transportation 
Club. O. L. Metzger, Pres.; Robert Lam- 
kin, Secy. 

St. Joseph (Mo.) The Traffic Club of. 
M. B. Williams, Pres.; Harold Hardy, 
Secy.-Treas. 

St. Louis, Metropolitan: Junior Traf- 
fic Club of. R. Paul Yellen, Pres.; Roy 
L. Eyster, Secy. 

St. Louis Traffic Club. Joseph E. Hitt, 
Pres.; John F. Flynn, Secy.-Treas. 

St. Louis, Women’s Traffic Club of 
Metropolitan. Ann D. Serwan, Pres.; 
Ethel Ogle, Secy. 

St. Paul (Minn.), Junior Traffic Asso- 
— of. R. V. King, Pres.; K. T. Buth. 

ecy. 

St. Paul Transportation Club. J. R. 
Teasdale, Pres.; C. A. Liggett, Secy. 

Salt Lake City, The Transportation 
Club of. Omar Victor, Pres.; J. K. Zorn, 
Secy. and Treas. 

San Antonio (Tex.) Traffic Club. M. 
G. Niebuhr, Pres.; G. W. Harris, Secy.- 
Treas. 

San Diego (Calif.) Transportation 
Club. J. J. Reynolds, Pres. 

San Francisco Industrial Traffic Asso- 
ciation. G. S. Beach, Pres.; A. F. Schu- 
macher, Secy. 

San Francisco, Junior Traffic Club of. 
Charle G. Wilcox, Pres.; B. R. Newlon, 
Jr., Secy. 

San Francisco, Pacific Traffic Associa- 
tion of. T. F. Luedtke, Pres.; Rudolph 
Illing, ex-Secy. 

San Francisco Transportation Club. 
bs S. Johnson, Pres.; W. C. Mittelberg, 

ecy. 

San Francisco Women’s Traffic Club. 
i Schmitt, Pres.; Sophie Rogell, 

ecy. 

San Pedro, (Cal.) Harbor Transpor- 
tation Club. Jay V. Connett, Pres.; A. 
J. Deller, Secy. 

Santa Clara County Transportation 
Club. (San Jose, Calif.) Bruce Stern, 
Pres.; Robert M. Ritchey, Secy.-Treas. 

Sarnia (Ont.) and District Traffic 
Club. Clarence Dawson, Pres.; S. Per- 
kins, Secy. 

Seattle Industrial Traffic Managers’ 
Association. O. W. Hardesty, Pres.; R. 
W. Flinkman, Secy. : 

Seattle, The Transportation Club of. 
Warren G. Smith, Pres.; S. O. Yocum, 
Secy.-Treas. 

Seattle, Women’s Traffic and Trans- 
portation Club of. Agnes Horak, Pres.; 
Hazel Tatlock, Secy. 

Sheboygan (Wis.) Traffic Club. Joseph 
Kullman, Pres.; H. A. Augustine, Secy.- 
Treas. 

Shreveport (La.) Traffic and Trans- 
portation Club. E. B. Wilson, Jr., Pres.; 
J. P. Finn, Secy.-Treas. 

Sioux City Traffic Club. W. L. Lun- 
quist, Pres.; Howard Youngdahl, Secy.- 
Treas. 

South Bend (Ind.) Transportation 
Club, Milton Schulz, Pres.; John J. 
Douglass, Secy.-Treas. 

Southern Wisconsin Traffic Club. Be- 
loit, Wis. Carl Kraeplin, Pres.; D. R. 
Cary, Secy.-Treas. 

Springfield (Ill.), The Transportation 
Club of. Walter J. Swaja, Pres.; W. G. 
Bahlow, Secy.-Treas. 

Springfield (Mass.) Traffic Club. 

nk P. Fleming, Pres.; R. D. Fuller, 
Secy.-Treas. 









Springfield (Mass.), Women’s Traffic 
Club of. Cecilia M. Guiney, Pres.; Evelyn 
H. Trudeau, Secy. 

Springfield, Mo., Traffic Club of. H. A. 
Baker, Pres.; George Helfrecht, Secy.- 
Treas. 

Springfield (O.) Ladies Traffic Club. 
Edith Bajai, Pres.; Shonnet Ross, Secy. 

Springfield, O., Traffic Club. John 
Shoemaker, Pres.; F. W. Kalbfus, Secy. 

Spokane Transportation Club. C. W. 
Meckstroth, Pres.; E. S. Braden, Secy.- 
Treas. . 

Stock Yards. District Traffic Club 
(Chicago). Iver S. Olsen, Pres.; William 
P. O’Brien, Secy. 

Stockton, Cal., Traffic Club. J. F. 
Malloy, Pres.; H. A. Molgard, Secy. 

Syracuse (N. Y.) Traffic Club. Harold 
A. LeChien, Pres.; J. V. McMahon, 
Secy.-Treas. 

Tacoma (Wash.) Industrial Traffic As- 
sociation. H. D. Smith, Pres.; Wendell 
Jones, Secy. 

Tacoma (Wash.) Transportation Club. 
C. J. Ryan, Pres.; E. J. Pole, Secy. 

Tampa, Fla.—Traffic Club of. W. A. 
Stebbins, Pres.; J. A. Crawford, Jr., 
Secy. 

Terre Haute (Ind.) Transportation 


Club. Harold V. Scott, Pres.; Wm. 
Thoms, Secy. 
Texarkana Traffic Club. Wilbur 


Smith, Pres.; C. C. Blair, Secy. 

Tiffin, O., Traffic Club. A. V. Cuth- 
bert, Pres. 

Toledo (O.) Transportation Club. J. E. 
Black, Pres.; C. H. Lorenz, Secy. 

Topeka, Kan., Traffic Club of. C. A. 
Alberg, Pres.; S. C. Bennett, Secy.- 
Treas. 

Toronto (Can.), Transportation Club 
of. G. E. Walton, Pres.; William G. 
Hamilton, Secy. 

Trenton (N. J.) Traffic Club. A. A. 
Black, Pres.; W. J. Werts, Secy. 

Women’s Traffic Club of Trenton, 
J. Bette Dickey, Pres.; Lois Clayton, 

ecy. 

Tri-City (Moline, Ill.) Traffic Club 
(Moline, Rock Island and Davenport). 
Al P. Schmitt, Pres.; H. L. Hill (Moline), 
Secy.-Treas. 

Tri-State (Joplin, Mo.) Traffic Club 
(Kansas-Missouri-Oklahoma). C, C. Ivie, 
Pres.; E. C. Toutz, Secy.-Treas. 

Tri-State (Cumberland, Md.) Traffic 
Club (Md., Pa., W. Va.), Earl D. Chaney, 
Pres.; J. L. Carnochan, Secy. 

Triple Cities (Binghampton, N. Y.) 
Traffic Club (Johnson City, Binghamton 
and Endicott, N. Y.) G. K. Doolittle, 
Pres.; P. A. Radicchi, Secy. 

Tulsa (Okla.), Traffic Club of. F. A. 
Sen. Pres.; Fred C. Stock, Secy.- 


as. 
Tulsa, Okla., Women’s Traffic Club of. 
— Reed, Pres.; Sylvia Harmony, 


ecy. 

Twin City Women’s Traffic Club (Min- 
neapolis and St. Paul), Anne Howard, 
Pres.; Rose Beranek, Secy. 

Twin City Traffic Club (St. Joseph 
and Benton Harbor, Mich.) B. S. 
Barnes, Pres.; G. E. Riley, Secy. 

Utica (N. Y.). Traffic Club of Utica 
Chamber of Commerce. J. W. Thomas, 
Pres.; M. J. O’Mahoney, Secy.-Treas. 

Wachusett Traffic Club (Fitchburg, 
Mass.). Edward F. Perreault, Pres.; 
John J. Manning, Secy.-Treas. 


Waco (Tex.) Traffic & Commerce 
Association of. R. L. Goebel, Pres.; 
S. C. O’Neal, Secy. 


Waco (Tex.) Traffic Club. G. W. Rob- 
erson, Pres.; S. C. O’Neal, Secy.-Treas. 
Washington (D. C.), The Traffic Club 
of. Lt. Col. I. C. Olsen, Pres.; C. E. 
Milford, Secy.-Treas. 
Washington, D. C., Women’s Traffic 














Club of. Georgella Hefty, Pres.; June 
Beam, Secy. : 

Waterloo (Iowa) Transportation Club, 
Joseph Schmicher, Pres.; A. M. Lane, 
Secy.-Treas. 

Waukegan-North Chicago Traffic Club, 
A. F. Heckler, Pres.; George Shea, Secy, 

West Towns Traffic Club (Chicago 
area). Edward J. Kroman, Pres.; Stan- 
ley E. Skulski, Secy. 

Western North Carolina Traffic Club 
(Asheville, N. C.). Robert D. Darden, 
Pres.; Tom Reeves, Secy.-Treas. 

Wichita, Traffic Club of. C. F. Thomas, 
Pres.; L. C. Marshall, Secy.-Treas. 

Wichita, Traffic Club of. E. E. Kohl- 
wes, President; Lee C. Marshall, Secy.- 
Treas. 

Wilmington, Calif. Harbor Transpor. 
tation Club. Ray Prebish, Pres.; W. D. 
Wilkie, Secy. 

Wilmington, Del., The Traffic Club of. 
R. E. Wooleyhan, Pres.; C. F. Miller, 
Secy.-Treas. 

Wilmington, Del., Women’s Traffic and 
Club. Esther C. Price, 
Pres.; Mary E. Martin, Secy. 

Winston-Salem (N. C.) Traffic Club, 
M. P. McLean, Pres.; J. H. Rash, Secy.- 
Treas. 

Worcester (Mass.) Traffic Association. 
Walter T. Nelson, Pres.; Leo E. Wissell, 
Secy. 

Wyoming Valley (Wilkes Barre, Pa.) 
Traffic Club. Thomas Palmer, Pres.; B. 
F. Bonham, Secy.-Treas. 

York (Pa.) Traffic Club. W. C. Cad- 
wallader, Pres.; D. M. Weller, Secy. 

Youngstown, O., Traffic Forum. F. W. 
Bennett, Pres.; C. F. Hoover, Secy. 



























































MISCELLANEOUS 
DECISIONS 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter Systems, published by West 
Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 








(Supreme Court of Utah.) In constru- 
ing grandfather clause contained in 1945 
amendment of act regulating motor car- 
riers, court was concerned with purpose 
of the enactment. Utah Code 1943, 76— 
5—21. 

The court will not attribute to law- 
making power a purpose to disregard 
sound public policy except upon _ the 
most cogent evidence, and court has duty 
to interpret laws to promote protection 
of the public. 


The provision of 1945 amendment to 
act regulating motor carriers that permit 
should be granted to any applicant who 
was a contract motor carrier as defined 
by act on January 1, 1940, applied only 
to applicant’s legally operating on that 
date and did not authorize granting per- 
mit to applicant who was then engaged 
in unauthorized operations. Utah Code 
1943, 76—5—13, 76—5—21, 76—5—25. 


In construing statute, intention of law- 
maker will prevail over literal sense of 
terms, and when words are not explicit, 
intention is to be collected from context, 
from occasion and necessity of law, from 
mischief felt and the remedy in view, 
and intention is to be taken or presumed 
according to what is consonant with rea- 
son and good discretion. (Rowley VS. 
Public Service Commission, 185 Pace. 
Rep. 2d 514.) 
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and pulling for you! 
Latest-type new Road Diesels 


Here’s the power Katy promised you—New three-unit, 
4500 h. p. diesel giants to speed your merchandise to 
destination many precious hours ahead of schedule. 
Fast, dependable, on-time service between St. Louis, 
Kansas City and important points in Missouri, 
Kansas, Oklahoma and Texas—on the 
stepped-up schedules of the Southwest's 
Main Supply Line. O. K. KATY! 





| MISSOURI - KANSAS -TEXAS LINES 
wo Serving the Southwest 
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Modern Freight Handling with 
the M.P. Lines in St. Louis 


Missouri Pacific Uses Three Different Handling Systems 
to Lower Costs on L. C. L. Shipments, Push Down Freight Claims 


By N. C. HUDSON 


ae Carriers and shippers concerned 
with the advancing costs of han- 
dling small shipments, as well as with 
the mounting costs of freight loss and 
damage claim payments, will be inter- 
ested in the modern handling methods in 
use at the three merchandise freight 
houses of the Missouri Pacific Lines, in 
St. Louis. The modern methods used by 
the M. P., in St. Louis and at several 
other freight houses on that road’s lines 
and other progressive railroads, may, if 
widely adopted, provide the key to lower 
costs in handling less-carload shipments 
and in pushing down freight claim pay- 
ments. 

This writer recently visited St. Louis 
to examine the M. P.’s freight handling 
methods. Having trucked freight in a 
Minneapolis freight house for five sum- 
mers in the 1920s, and having observed 
many other carrier freight houses in re- 
cent years, I consider myself reasonably 
able to evaluate the new methods in use 
by the Missouri Pacific. 

Accompanied by C. A. Naffziger, 
superintendent stations and claim pre- 
vention, and A. W. McLin, local freight 
agent, we first visited the freight house 
at Seventh and Poplar streets, which 
handles inbound and outbound less-car- 


load freight from and to the west. 


The most noticeable change that struck 
one immediately was the absence of 
noise. Every truck was equipped with 
rubber-tired wheels and roller bearings, 
and the old familiar thundering clatter 
of a busy freight house of a generation 
ago had vanished. The absence of noise 
and the ease of operation of the modern 
trucks must be considerably easier on 
the freight handler. In addition to the 


The Traffic World, in its second issue 
each month, publishes this section 
containing specially prepared articles in- 
tended to assist traffic managers and 
freight carriers in the solution of mech- 


anized freight handling and packaging 
problems. It also prints information about 
new appliances and products to assist in 
the modernization of packaging, and 
platform and plant materials handling. 





two-wheelers and four-wheelers, there 
was new equipment not ordinarily seen 
in a railroad freighthouse—ten Service 
Casters semi-live skids for use with 2 
Domestic Industries lift-jack; two- 
wheeled rubber-tired barrel trucks, 
equipped with clamps to grasp the to 
of barrels and capable of handling 650- 
pound barrels of lead, for instance, with 
relative ease; two Lewis-Shepard hy: 
draulic hand-lift trucks, capable of lift 
ing pallets bearing 6,000 pounds; cor 
veyors for handling shipments of many 
small packages; long-handled dollies o 
“mules” as the freight handlers call 
them; a Towmotor fork lift truck, gas 
powered; and a W. F. Hebard shop mule 
for hauling heavily loaded trailers. 

The first action we witnessed was 4 
skid load of six mattresses, handled with 
a lift-jack, being taken out of a box cat. 
Mattresses are not easy to handle, & 
everyone knows. A two-wheeler couldn't 
have handled them without making sev 
eral loads. The combination of a lift 
jack and semi-live skid handled the load 
with ease. Another rather difficult com- 
modity we saw handled on the skids was 
a consignment of rubber tires. 


Mr. Naffziger pointed out the large 
number of portable wooden bujkheads 
being used by the M. P. to secure the 
merchandise safely in the box cals. 
These bulkheads, made by the railroad, 
are secured with Signode steel strapping 
at either side of the door. “The bulk 
heads have definitely cut down loss and 
damage to freight,” said Superintendent 
Naffziger. 
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Use of Portakolds 


A piece of equipment that the M. P. 
has used to advantage for the past 11 
years in handling shipments of perish- 
# able freight in which the quantity is in- 
M sufficient for a refrigerator car is the 
Portakold container, a large refrigerated 
fox on a semi-live skid with a capacity 
up to 4000 pounds. The containers are 6 
feet 8 inches high, 8 feet long, and 4 feet 
9 inches wide, and are manufactured by 
the Gustin Bacon Manufacturing Co., of 
‘ansas City. The Portakolds are secured 
in the car with cleats, and are handled 
at terminals with a lift-jack. Miniature 
refrigerators, the Portakolds carry such 
items as yeast, meat, butter and cheese, 
as well as other perishable commodities. 
The box accommodates 500 pounds of ice 
and salt at a time, which is put in at the 
top, as in a refrigerator car, and can be 
re-iced in transit. It is made of sheet 
steel] on the outside andeinside and is in- 
sulated with fibre glass; 159 of these 
containers are in service on the Mis- 
souri Pacific. 

At the time we visited the freight 
house, sections of concrete flooring were 
being installed, which will make it easier 
for the truckers to haul across the floor. 
“We watched an operator on the fork 
fruck maneuver his truck, loaded with 
a large heavy crate, out of a box car. 


-The Hebard shop mule is used to haul 
trailer-loads of merchandise, usually five 
trailers at a time, the length of the 
freight house. While the shop mule can 
take a trailer into a car, the usual prac- 
tice is to drop off the trailer at the en- 
trance to the string of box cars for which 
it is destined. 

A load of wire pallets for use in the 
freight house had just arrived from the 
Union Steel Products Co., Albion, Mich., 
and were soon to go into use, said Mr. 
McLin. Metal baskets could be fitted on 
the wire pallets to increase their capac- 
ity and facilities handling, he pointed 
out. 





3, there Mr. Naffziger called attention to a 
7 number of new M. P. boxcars equipped 





with ride-control trucks for easier rid- 
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In March 29, 1947, Perfect Ship- 
ping issue of Traffic World, the 
author of the accompanying ar- 
ticle wrote a story on “The Next 
Step in Materials Handling: Pal- 
letized Movement of L. C. L. 
Freight,’ which described the 
steps being taken by railroads and 
shippers to introduce modern 
methods for handling merchandise 
shipments. 

The current article describes 
concretely the methods now being 
used in the three merchandise 
freight houses of the Missouri 
Pacific Lines at St. Louis, to han- 
dle less-carload traffic. Through 
use of such techniques as tractor- 


trailer trains, lift trucks, chore 
boys, and bulkheading, this rail- 
road has cut materials handling 
costs and lowered freight loss and 


damage. 
While important gains in effici- 
ency have been achieved with 
such methods, the greatest bene- 
fits will not come until shippers 
themselves palletize (to a much 
greater degree than at present) 
the less-carload traffic they offer 
the carriers. When that time 
comes, shippers will find the Mis- 
souri Pacific and other progres- 
sive railroads well equipped with 
pallet jacks and lift trucks to 
handle palletized shipments. 





Part of the fleet of 23 Buda chore boys 
used by the Missouri Pacific at its Bid- 
dle Street freighthouse in St. Louis. 
These gas-powered three-wheeled plat- 
form trucks whiz in and out of motor 
trucks and freight cars, the operator 
loading and unloading his own truck. 
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MECHANIZED FREIGHT HANDLING 
AND PACKAGING SECTION 





ing, now being turned out at the rate of 
approximately eight a day for the rail- 
road by the Pressed Steel Car Co. 

Before we left this first freight house, 
we visited the cooper shop, across the 
floor of which passes daily the poorly 
packed or damaged packages of mer- 
chandise received by the road. A half- 
day spent in a freighthouse cooper shop 
might well be made compulsory for all 
those active in freight claim prevention 
work. There passes before one’s eyes in a 
steady stream the mistakes of the ship- 
ping room and others—the inadequate 
packages vainly attempting to protect 
merchandise—a carton of skirts, open at 
both ends, victim of faulty taping at the 
factory—a group of water heaters packed 
in scandalously flimsy crates and refused 
by the consignee—cloth, sent to market 
in wrapping paper that was too flimsy— 
a shipment of screws in a wooden box 
too weak for its contents, etc. We 
watched the cooper deftly rebuild the 
containers, fastening them with Gerrard 
steel wire, metal straps, or broad tough 
paper straps, to insure that they would 
continue the trip safely to destination. 

(For years I have attended meetings 
on loss and damage claims, and listened 
to shipper and carrier representatives 
voice the old dispute: Is it that the ship- 
ments are poorly packed, or that they 
are too roughly handled by the carrier? 
In such disputes, it is probably that the 
debaters are actually talking about dif- 
ferent shipments. About the shipments 
in the cooper shop, there is no possibility 
of dispute. The packages are themselves 
faulty, some so poor they would barely 
endure being carried in one’s arms the 
distance of a freighthouse.) 

I was considerably impressed with the 
vast strides in freight handling efficiency 
as demonstrated at the Seventh and 
Poplar streets freight house, and thought 
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that was all the Missouri Pacific had to 
show a visiting traffic journalist, and 
that it was adequate. I was mistaken. 


Tractor-Trailer System 


Our next stop was the freight house 
located at Main and Gratiot streets for 
handling. outbound merchandise destined 
for points south of St. Louis. Here an 
entirely different system of merchandise 
handling is used, specifically designed 
and adopted to that particular house. 

The Gratiot Street handling system is 
built around tractor-trains of ten or a 
dozen trailers or floats moving counter- 
clockwise around the house. The trains 
ceaselessly circle the freight house plat- 
form which encloses the tracks of box 
cars—two tracks for trap cars and five 
tracks for outbound cars. (Electric lift 
bridges to span the tracks will soon be 
installed, to replace the present bridges 
which must be laid and removed twice 
daily to permit the freight cars to be 
switched in and out.) 


The six International Harvester trac- 
tors which furnish the motive power for 
the trailer trains are gas-powered. They 
are the “engines” for the fleet of 260 
floats, each with a platform approxi- 
mately 3 feet by 6 feet. The floats, be- 
cause of their light weight and compact 
size, can be run into the highway motor 
trucks for quick loading. Each float is 
equipped with an automatic coupler, 
which can be uncoupled with the touch 
of a toe. 

As fast as a float is loaded with mer- 
chandise from a truck, it is pushed out 
towards the middle of the freight house 
floor, marked up or Veri-checked for the 
box car to which it is destined, and 
quickly becomes a unit in a tractor- 
train. 

The freight house can accommodate 
48 highway motor trucks at once, and 
most of the doors were occupied during 
our tour. The heavy trucks constantly 
disgorging their merchandise onto the 
floats seemed to create a chaotic condi- 
sion in the house, with loaded floats all 
over the floor. But from this seeming 
disorder there constantly emerged or- 
der (as is usual in freight houses), as 
the floats were made up into trains and 
sent on their way around the house, 
guided usually by two-man crews, the 
tractor driver and a “brakeman” on one 
of the rear floats. 


As in all the major M. P. freight 
houses, the Veri-check system is in use. 
As each float is loaded, the checker 
makes out a Veri-check on a strip of 
cardboard, showing the block or car 
number, the bill, the number of pack- 
ages in the shipment, and the number 
of packages on the float. This Veri- 
check is placed in a slot in the end rack 
of the float, with the block number 
showing conspicuously, to inform the 
tractor-trailer crew where to drop off 
the float, and to inform the car loader 
in which car to stow the merchandise. 
The loader in charge of stowing each 
string of freight cars then pushes the 
float into the proper freight car and un- 
loads the merchandise from the float. As 
he unloads, he observes the Veri-check 
to see that the right number of items is 
accounted for. When he has finished 
unloading, he drops the Veri-check in a 
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tray hanging on the inside of the freight 
car. 

A Veri-check supervisor checks each 
car regularly. By referring to the checks 
in the tray, he can see at a glance 
whether the shipments are complete and 
are in the right car. For instance, if he 
sees a check for car 506 in the car 507 
tray, he knows immediately that an er- 
ror has been made, and can correct the 
situation before the freight goes astray. 


The stowers were doing an all-around 
expert job the day I was there. Where re- 
quired, wooden bulkheads were strapped 
in place to protect the merchandise, or 
steel strapping was used to secure drums 
and other merchandise in the ends of 
the car. Where a freight car floor was 
not perfectly clean, it was lined with 
heavy paper. The Gratiot Street house 
loads 75 to 80 cars a day. It was no- 
ticeable that the cars, because of Re- 
vised General Order O. D. T. 1, were 
much more heavily loaded than was the 





A chore boy can handle more than a 
two-wheeled hand truck. The platform 
behind and alongside the driver accom- 
modates many cartons, as can be seen 


above. The chore boys are very fast. 
They use about 1% gallons of gas daily. 


case before the war. If I were a ship- 
per, I would like to have my merchan- 
dise handled the way the Missouri Pa- 
cific handles freight at St. Louis. 


Mr. McLin showed me some statistics 
covering the September, 1947, opera- 
tions at the Gratiot Street station. In 
that month some 20,089 tons of freight 
were handled. The crew consisted of 
209 men, putting in 44,8334 man-hours 
of work for the month. 

This compared with the 16,448 tons of 
freight handled at the Seventh and Pop- 
lar streets station in September, 199 


men putting in 32,418 man-hours of 
work. 


Claim Prevention Campaign 


Over the luncheon table, Mr. McLin 
and Mr. Naffziger told of the current 
campaign on the Missouri Pacific to re- 
duce loss and damage to freight. Since 
June 4, three five-man teams (two teams 
on the northern lines and one on the 
Texas lines), have been engaged in claim 
prevention tours over the system. On 
the northern lines the teams first come 
to St. Louis and on the Texas lines they 
meet in Houston for an all-day claim 
prevention meeting. 


At these meetings, the teams are 
briefed and receive pointers and elect a 
captain. Following the meeting each 
team departs on a tour of a specified 
part of the railroad. An assistant gen- 
eral freight agent, inspector of stations 
and claim prevention and a local freight 


agent have served on each team. Other 
employes who have served are yardmas- 
ters or engine foremen, car foremen or 
car inspectors, yard enginemen and sec. 
tion foremen. From the positions repre- 
sented and the general plan one notes 
that the prevention program is essen- 
tially a team play program and em- 
braces all employes responsible for han- 
dling the freight safely to destination, 
The program is aimed not only at freight 
claim prevention, but at improving the 
service from the standpoint of the rail- 
road and the shippers and receivers, 
Since the program was instituted} O. S, 
& D. reports are down about 20 per 
cent, according to the railroad’s records, 


Before we left to visit the third and 
last Missouri Pacific freight house in the 
city—which is operated by the railroad 
for the Universal Carloading & Distrib- 
uting Co., at Second and Biddle streets 
—the M. P. officials said, ‘““We are very 
sure you will also be favorably im- 
pressed with this operation.” 

It was an accurate comment. 


Chore Boys Do A Man’s Job 


This freight house uses 23 Buda Chore 
Boys, little platform trucks, gas-powered 
three wheelers. A Chore Boy can han- 
dle more than a hand truck, having 
a platform behind and alongside the 
driver, about 12 square feet. The truck 
is about 92 inches long, and lengthy 
articles are loaded the length of the 
truck, extending forward opposite the 
operator. 

These little Chore Boys, spry as so 
many water bugs, whiz in and out of 
motor trucks and freight cars. The oper- 
ator both loads and unloads his own 
truck, jumping on and off to accomplish 
this. The operator is seated in front, 
steers with his right hand on the steer- 
ing bar, his left on the speed lever, his 
feet on the brake and accelerator ped- 
als. I saw one loaded Chore Body sail up 
over a runway spanning a load of pipe 
extending across the doorway of a 
freight car, and thought of the effort it 
would have taken a hand-truck oper- 
ator to surmount that obstacle. The 
Chore Boys use about 1% ‘gallons of 
gasoline a day, that is, about one tank- 
ful. They are regularly serviced in the 
machine shop at one end of the freight 
house. They seemed to handle very 
easily. “They’ll turn on a dime and 
give you nine cents change,” one oper- 
ator grinned as he saw me admiring 
the vehicles, 

At this freight house 86 men, putting 
in 16,979% man-hours in September, 
handled 8,419 tons of freight. 

Of course, other standard equipment 
is used at Biddle Street, in addition to 
the Chore Boys. For heavy loads there 
is a Towmotor lift truck. I watched it 
go through two box cars into a third, 
maneuver to go into one end, get under 
a heavy crate, snake it out on the forks, 
and back out of the string. In the hands 
of a skilled operator (such as it obvi- 
ously was), the lift truck has a definite 
place in every large railroad freight 
house. It can do alone the kind of jobs 
that formerly tied up a crew of men. 

For handling heavy machinery the 
house also has Montour Rol-a-Lift 
trucks. These two-wheeled trucks have 
built-in hydraulic jacks and are used in 
pairs, one on either side of the load. 
The house is also equipped with regular 
two and four-wheelers, and with roller 
conveyors. 

I turned back for another look at the 
Chore Boys. As stated each crew in this 
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house is composed of a checker, picker 
(what we used to term a caller), and 
two Chore Boy operators. While the 
Chore Boys at Biddle Street are 
equipped with pneumatic tires the M. P. 
js now undertaking an experiment with 
solid-tired Chore Boys at its Little Rock 
Terminal. This Chore Boy operation 
appeared to represent the epitome of 
freight house efficiency, and was alone 
worth the trip to St. Louis to see. You'll 
see many more of the nation’s freight 
houses similarly equipped in the next 
period, or I miss my guess. 


Fruehauf Trailers Offers 
Lumber “Roll-Off" System 


A new lumber roll-off system, de- 
signed to save considerable time in the 
handling of bulk lumber, was revealed 
in Detroit recently by the Fruehauf 
Trailer Co. The necessary equipment is 
available in kits which may be ordered 
as four-roller bed sets or as separate 
units, either center or end, for installa- 
tion in heavy-duty trucks and trailers. 
The complete set consists of four rollers 





of 4%-inch diameter and with stakes 
mounted in a stake-pocket bracket on 
each end of each roller. The rollers are 
mounted on two steel I-beam rail sills 
of optional length. The assembly in- 
cludes a steel-frame bulkhead bumper 
which is mounted perpendicular to the 
sills just ahead of the front roller. A 
ratchet unloading crank may be used on 
either end of the roller. 


In unloading the lumber, the driver 
first cranks the load to the rear of the 
truck, then lassoes and secures the lum- 
ber with a chain. The driver then merely 
pulls the trailer out from under the 
load which falls as a unit to the ground, 
unhooks the chain, and returns to pick 
up another loaded trailer. 


Warehouse Designed for 
Palletized Storing 


The new warehouse of the Associated 
Food Steres Cooperative, Inc., at Rich- 
mond Hill, N. Y., was especially de- 
signed for facility in handling goods on 
pallets with electric fork trucks, accord- 
ing to Sol Chelek, general manager of 


the cooperative, which has 200 member 
Stores. 


Its original warehouse, a one-story 
affair, was not located on a rail siding 
and it was therefore necessary to trans- 
Port by truck goods from rail sidings to 
that house and several others, widely 


Separated, and to unload and stack by 
hand. 


The new building, all on one floor 125 
by 145 feet in dimension, is located on 
rail facilities and has ample truck load- 
Ing space. Loads are palletized to the 
fullest possible extent, the loads bein 
transferred to pallets in the cars an 





moved directly to storage on fork trucks. 
More than 2000 separate items are han- 
dled. 
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Pick-up and assembly from storage is 
handled with hand pallet trucks and 
four-wheel trucks and the assembled 
loads moved directly into waiting trucks 
and trailers with fork trucks. The equip- 
ment used consists of two electric fork 
trucks, Clipper model, built by the Clark 
Equipment Co., Tructrator division, Bat- 
tle Creek, Mich. 

According to Mr. Chalek, handling 
costs have been reduced thirty per cent 
by the use of these methods in the new 
warehouse. 


Safety, Economy, Speed in Gummed Tape 
Use Told by Better Package Official 


A statement containing the latest in- 
formation on the subject of gummed tape 
as a closure method has just been re- 
leased by Mills W. Waggoner, of Shel- 
ton, Conn., general sales manager of 
Better Packages, Inc. Mr. Waggoner said 
that 147,565,000 pounds of sealing tape 
were shipped in 1946. He estimated that 
hit-or-miss methods of @pplying the tape 
usually waste about three inches on 
each tape end, or a full yard of needless 
tape on each box, and suggested means 
of doing away with this waste. 


“The apparent simplicity of the stick- 
ing process-should not lead to the as- 
sumption that gummed tape adheres to 
a shipping container simply because it 
is sticky like medical adhesive tape,” 
asserted Mr. Mills. “Medical adhesive 
tape retains its tackiness indefinitely and 
can be used time and again if desired. 
However, a gummed tape user gets only 
ONE chance to make the strip stick—it 
must be properly conditioned and ap- 
plied the FIRST time.” 


The Better Packages official said that 
peak efficiency can be obtained with 
automatic moistening machines, which 
eliminate most sealing hazards, particu- 
larly those in the late afternoon and 
peak season rush periods. The machine 
itself, irrespective of the operator’s skill 
or care, he said, assures maximum ad- 
hesion under all conditions and provides 
positive protection for shipments. 


Stating that many semi- and all-auto- 
matic moistening control machines are 
equipped with a measuring scale, Mr. 
Mills said that these scales allow the 
packer to determine accurately the cor- 
rect length of tape to dispense for the 
carton to be sealed. “Sealing regulations 
require at least a 2%-inch overlap of 








RIGHT 


tape strip at each end to ‘anchor’ the 
strip and protect corners. Greater over- 
lap adds nothing to the strength of the 
seal, is simply wasted. 

“To obtain full advantage of the 
measuring scale, shippers should in- 
struct their box maker to imprint their 
shipping containers with the required 
lengths for the short and long sealing 
strips. Box manufacturers as a rule offer 
this service at no extra charge. The 
printed figures eliminate the need for 
guessing measurements when dispensing 
tape to seal the carton. 


Abolish Needless Waste 


“Most containers require six strips of 
tape for proper sealing. This means 12 
tape ends. Hit-or-miss methods usually 
waste about three inches of tape on each 
tape end—a full yard of needless tape 
on each box that will not give additional 
security to the contents. Multiply this 
by the number of boxes shipped annu- 
ally in any particular instance, and.a 
realization of the dollars and cents loss 
is forcibly brought home. On the aver- 
age, visual measuring saves about 35. per 
cent of the tape used in a shipping 
room. 


Watch Vulnerable Points 


“A shipping container is no stronger 
than the results of the closure method 
employed to seal it. The particularly 
vulnerable points of any container are 
the center breaks and horizontal end 
scores. UNLESS THE CONTAINER 
IS SECURELY SEALED AT THESE 
POINTS, THE CONTENTS MIGHT 
ALMOST AS WELL BE SHIPPED 
IN’A PAPER BAG. 

- “Shippers who pack exceptionally 
heavy merchandise in tape-sealed con- 
tainers are often deluded into believing 
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that additional strips of gummed tape 
applied in various directions on the car- 
ton will reinforce it for maximum se- 
curity of the contents. However, a tape- 
sealed carton can best be reinforced by 
applying the second strips DIRECTLY 
ON TOP OF THE FIRST. In this way 
the bursting strength of the protective 
strip will actually be increased from 
60 pounds to 120 pounds. Furthermore, 
various tests have proved that 25 per 
cent additional sealing protection is ob- 
tained when the overlaps of end strips 
are applied horizontally on the con- 
tainer rather than vertically. Special 
instruction charts on correct tape appli- 
cation are furnished by machine and 
tape manufacturers. They are worth 
writing for.” 


Bantam Trailers Simplify 
Department Store 
Distribution 





The May-Stern department store in 
Pittsburgh claims to be the first such 
store in western Pennsylvania to use a 
tractor-trailer combination for delivery 
of merchandise between the company’s 
warehouse and its six stores. The newest 
addition to May-Stern’s delivery fleet 
is a 26-foot American Bantam super- 
cargo trailer, with a 1%-ton Ford trac- 
tor. Attractively painted in blue and 
gray company colors, the trailer has a 
carrying capacity of more than 30,000 
unds. The side doors facilitate load- 
ing and unloading, according to Daniel 
A. Drew, general superintendent of May- 
Stern. The standard rear doors of the 
trailer were removed and a tailgate and 
canvas installed to meet the store’s speci- 
fications. The trailer can be loaded and 
unloaded either from the side or rear. 
The May-Stern delivery fleet consists of 
28 other trucks and autos. 


Jiffy Chart Simplifies 
Classication Conformance 


Jiffy Manufacturing Co., Hillside, N. 
J., is distributing a large wall chart, 
designed to be used with Supplement 32 
to Consolidated Classification 17, in pre- 
paring packages for shipment. The com- 
pany, originators of Jiffy-Pack, asserts 
the chart illustrates all of the permis- 
sible packages for case goods under the 

assification, which became effective 
November 27, 1947, except package No. 
946, permission to use which will expire 
on May 1, 1948. 
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Modern Materials Handling Methods and Equipment 
Offsets Disadvantages of Building Design 


Bohack Company, New York grocery 
distributors, accomplish savings in han- 
dling costs by installing palletized han- 
dling and using lift trucks in buildings 
not designed for warehousing 


By HANS HERTEL 
Warehouse Manager 
H. C. Bohack Company 


e The H. C. Bohack Company, one 
of the largest retail grocery or- 
ganizations in the New York area, is 
proving that smooth, efficient, economy- 
wise, modern materials handling meth- 
ods can be developed and adapted to fit 
almost any conditions. 

Daily, Bohack distributes approxi- 
mately 600 tons of foodstuffs to its re- 
tail stores throughout Brooklyn and 
Long Island and is ready to receive 
about the same amount for replacements 
—yet the setting for this operation, the 
H. C. Bohack central distribution ware- 
house in Brooklyn, includes four build- 
ings constructed before the principles of 
modern material handling had even been 
conceived. * 

The flow of materials, from unloading 
dock to storage, and from storage to dis- 
tribution points, involves every corner 
of the i7-acre area in which 172,000 
square feet is allotted for warehousing. 
But we who initiated and developed the 
modern materials handling system here, 
through careful planning, have elimi- 
nated every possible waste motion. 

The key to this system lies in efficient 
use and skilled operation of eight 4,000- 





“Air rights” are utilized to the fullest 
extent in the storage system of the 
H. C. Bohack Company central ware- 
house, as illustrated in the above pic- 
ture. Foodstuffs are stored in 18-foot 
tiers, made possible by careful planning 
of pallet loads and by the Automatic 
fork trucks’ high lift. The pallet system 
also adds approximately thirty cubic 
feet of storage space in each tier, as 
compared with the skid platform sys- 
tem used previous to 19389. 





Utilization of every possible square 
foot of available storage space is the 
keynote of the Bohack material han- 
dling system illustrated in the above 
picture, which shows one of the com- 
pany’s fleet of Automatic fork trucks 
tiering a pallet load of foodstuffs. The 
tiers ure arranged diagonally, allowing 
the fork trucks to enter the aisle, pick 
up or deposit their loads with only a 
half-turn, back up a few feet and then 
continue in the same direction. With the 
flow of goods planned thus so that the 
trucks move in only one direction, the 
necessary aisle width is reduced by 
nearly half. 





pound Automatic electric fork trucks. 
Each truck daily averages at least 25 
miles of horizontal movement and 661 
ton-feet of lifting. In addition there are 
many irregular duties such as re-posi- 
tioning seasonal foodstuffs due to fluctu- f 
ation of demand. 

The trucks make it possible to move 
from between 30,000 and 36,000 cases of 
foodstuff to and from storage for dis- 
tribution—an average trip distance of 
1390 feet—each day. 


Stacking of the foodstuffs placed in 
storage in 18-ft tiers is also made pos- 
sible by the trucks, thus fully utilizing 
the cubic area of “air rights” of the 
warehouse. Handling and stacking meth- 
ods are designed to squeeze every possi- 
ble foot of storage space from the ware- 
house. 

Tiers, for example, are positioned in 
both diagonal and parallel rows, depend- 
ing on the size and shape of each stor- 
age area. Some of the aisles have been 
reduced to six feet, sufficiently wide for 
tiering and detiering of diagonal stacks 
and for one-way movement of the trucks. 
In these areas the flow of goods is 
planned so that the trucks move in only 
one direction in what is, in effect, a 
continuous circle. 

Pallets, similarly, were devised to 
economize on space. Pallets 38 by 4 
inches in dimensions are used exclu- 
sively. Experiments showed us that these 
dimensions were adaptable to all com- 
modities handled by our organization. 

In operation since 1939, our handling 
system has been constantly improved 
and refined since the day of its instal- 
lation. It is the climax of many years of 
development, not the result of an im- 
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No Shipper too small to get help from this man 
...and SIGHODE’S SIK-POINT SYSTEM! 


The smaller the enterprise, the greater the need for 


preventing losses in time, money and materials caused 
by poor packing and shipping methods. 


That is why thousands of small businesses among 
the scores of thousands of Signode customers have 
asked this man—a Signode packing and shipping en- 
gineer—to help them perfect better protection methods. 

And his recommendation is Signode’s Six-Point Sys- 
tem of Planned Protection! This time-proved method 
can stop the profit leaks in your shipping department 
also. It’s worth your while to find out how. Mail the 
coupon below to start things moving! 


SIGNODE STEEL STRAPPING COMPANY 
2613 N. WESTERN AVENUE, CHICAGO 47, ILLINOIS 


STEEL STRAPPING fBcQU:MIPROTECTS 





SIGNODE 


YOUR SHIPMENT{|@:S0 :BJ/AGAINST DAMAGE 


HERE’S SIGNODE’S SIX-POINT SYSTEM! 


1. On-the-job survey of your shipping problems 


2. Test-proved recommendation of right strapping 


3. Test-proved recommendation of proper strap- 


i] 


——-————--——-~---4 


ping tools 


. Recommendation of the right seal 
. Fast tool replacement and repair service 
. Supplementary bulletin service to keep you 


abreast of developments in better shipping and 
packing methods : 


SIGNODE MEANS STEEL STRAPPING 


Signode Steel Strapping Co. 

2613 N. Western Avenue, Chicago 47, Illinois 

We want to know how Signode’s Six-Point System of Planned 
Protection can improve our packing and shipping methods. 


Have Signode engineer call 1 Send complete descriptive 
literature O 
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mediate changeover from manual meth- 
ods—the company’s handling operation 
has progressed from decade to decade 
with the advance of material handling 
science itself. 


Because of this fact, we cannot even es- 
timate the savings which the present sys- 
tem effects in time, space and money over 
manual handling, because we have no 
figures for comparison. We do know, 
however, that the pallet method, to- 
gether with the Automatic. truck, “Saves 
at least one-third of thé ‘time we spent in 
storage operations with the equipment 
and methods used before 1939. And in 
addition, the pallets take up only four 
inches of vertical space as compared 
with eleven inches for the old skids, thus 
giving us a total of nearly thirty extra 
cubic feet of storage space in each tier. 


Although these are the only compara- 
tive figlfes we have available, we are 
certain that with the labor cost of to- 
day, Automatic fork trucks have enabled 
us to maintain a normal material han- 
dling cost. 


a ° 

The Bohack warehouse and the vol- 
ume of foodstuffs being received and dis- 
tributed there daily are thus operating 
evidence that modern material handling 
methods can be adapted to buildings 
‘never designed for warehousing pur- 
poses, much less for mechanized han- 
dling methods. 


Signode Car-Door Strip 
Makes for Safer Shipping 


The Signode Steel Strapping Co., Chi- 
cago, has developed and tested a new 
car door retaining strip to replace con- 
ventional freight car door coopering and 
barricades. According to the Signode 
company, the new retaining strip is made 
of laminated, heavy-duty, water-repel- 
lent kraft liner-board reinforced with 
%-inch by .020 Signode steel strapping. 
This is nailed across the car door inside 
the car. The strips may be butted, over- 
lapped or spaced for maximum efiici- 
ency. They measure 18 by 84 inches and 
weigh from 10 to 20 pounds each. 


The company calls attention to the 
fact that the use of the new strips tends 


to minimize damage to cartons, boxes, 
bales and other packages, because there 
aré no sharp corners nor protruding 
nails. They eliminate the need for door 
liners and may be removed merely by 
snipping the steel strips, as contrasted 
ith the “knocking-in” required by ordi- 
nary barriers. 
‘ The company also makes a complete 
retainer door designed for protection 
against seepage of bulk shipments, such 
as grain, chemicals, salt, cement, lime, 
gypsum, silica sand and similar com- 
modities. The doors are available in 
three sizes, 3, 4 and 6 feet high respec- 
tively, and all being 84 inches in length. 


Push or Pull—Either Way 
with New Jack-Tractor 


A new Jagck-Tractor unit, built to tow 
trailer trains or for use as a pushing 
unit, has been announced by Lewis- 
Shepard Products, Inc., Watertown, 
Mass., manufacturers of wheeled mate- 
rials handling equipment. The Jack- 
Tractor is designed to speed up ware- 
house operations and increase the 
amount of usable storage space. It is 
powered by a 6,000-pound capacity 
power jacklift master drive unit, and 
has a maximum draw bar pull of 500 
pounds. Any of the standard types of 
towing hitches or a special type hitch 
conforming to the customer’s specifica- 
tion will be supplied. 





Among the exclusive features of the 
Jack-Tractor, according to the company, 
are the following: Vertical handle op- 
eration allowing all controls to be oper- 
ated with handle in vertical as well as 
all other positions; electric brake which 
applies instantly when the handle trig- 
gers are released; master drive unit 
which may be replaced in 20 minutes; 
elimination of use of collector rings and 
brushes for transmitting power from 
main frame to master driving unit. The 
brake control, two-speed control, for- 
ward and reverse control, the raising 
and lowering controls, and the horn and 
lock-switch, all electrically operated, are 
in the handle head for easy access. The 
tractor is powered by a storage battery 
providing a work span of eight to ten 
hours with maximum loads. 


A CORRECTION 


An error in make-up caused transposi- 


tion of legends under two pictures on 


p. 1356 in the Mechanized Freight Han- 
dling and Packaging Section of the 
Traffic World, November 8. That under 


TRAFFIC WORLD 


the cut in the middle column, describing 
a Lewis-Shepard lift truck in action 
should have appeared under the cut in 
the right-hand column, and vice versa. 


Scoop Accessory Increases 
Versatility of Towmotor 


Westinghouse Electric Corporation has 
installed two model LT-50 Towmotor 
fork lift trucks equipped with scoop 
accessories at its foundry operation, 





Springfield, Mass. They are uséd to 
transport moulding sand and to dump 
it in a screenerator. According to the 
Towmotor Corporation, the new units 
have reduced the time formerly required 
to perform these operations manually by 
fifty per cent. 


The same Towmotor units are used 
for other shop operations, by changing 
the accessories. They perform duties 
transporting and stacking large castings 
and in moving ladles of molten metal. 
Equipped with crane arms they are also 
used in moving machinery around the 
plant. 


Box Car “Takes a Ride” 
on Giant Fork Truck 


The largest fork and ram truck in the 
world, designed for steel mill operations, 
die-handling and similar functions in 
automotive and other heavy-industry 
plants, has been announced by the Auto- 
matic Transportation Co., of Chicago. 
The new Skylift Giant truck ranges from 
10 to 30 tons in capacity. 


In the picture above, B. I. Ulinski, de- 
signer of the Skylift Giant and chief 
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engineer of Automatic’s truck division, 
is at the controls of a 30,000-pound ca- 
pacity unit which has just lifted a 45,- 
000-pound box car. Mr. Ulinski reported 
that, in this experiment in Chicago, the 
load center Was 61 inches from the heel 
of the forks when the 122-inch-wide box 
car was raised. The actual load lifted 
was approximately 46,000 pounds, thus 
resulting, he said, in an imposed load 
movement of 2,806,000 pounds. 


Thirty-ton or 60,000-pound Skylift 
Giants in the new series are more than 
twice as large as any other fork or ram 
truck ever built, according to company 
officials. 


Pallet Practice 
Recommendations Issued by 
Bureau of Standards 


According to an announcement by the 
Commodity Standards Division of the 
National Bureay of Standards, copies of 
Simplified Practice Recommendation 
R228-47, Pallets for the Handling of 
Groceries and Packaged Merchandise, 
are for sale by the Superintendent of 
Documents, Government Printing Office, 
Washington 25, D. C., for 5 cents each. 
A discount of 25 per cent is allowed on 
orders of 100 or more copies, says the 
bureau, adding: 


Two sizes of pallets, viz.: 40 x 32 inches, 
(2-way or 4way) and 48 x 40 inches (4-way) 
are recommended as standards. It is the pur- 
pose of this standardization program, initiated 
by the wholesale grocery industry to provide 
for as large unit-loads as feasible to be trans- 
ported intact on pallets from the processor’s 
plant to the distributor’s order-assembly 
line, thus eliminating the avoidable waste in- 
herent in piece-meal handling and rehandling 
of individual packages. After a study was 
made of a long list of pallet sizes in ware- 
house use, the two recommended sizes were 
selected for their adaptability to truck and 
freight car dimensions, as well as warehouse 
requirements, taking into consideration the 
sizes of containers which carry a major pro- 
portion of canned food tonnage. 


“Engineered” Trolley 
Described in Booklet 


“An engineered trolley for overhead 
conveyors, simple and rugged design,” is 
the sub-title of a new eight-page illus- 
trated folder No. 2241 released by the 
Link-Belt Co. of Chicago, in its ball- 
bearing overhead conveyor trolley. The 
trolley is used on the company’s own 
conveyors but can also be purchased 
separately. Unlike conventional I-beam 
trolley, the Link-Belt trolley has no 
wheel shafts or spindles, and does not 
require separate retainers for the hard- 
ened alloy steel balls. The two basic 
elements (wheel and one-piece bracket) 
form the inner and outer races of the 
bearing. All fixed points of pressure are 
on the outer race, where the larger di- 
ameter provides a greater area of dis- 
tribution and, consequently, greater re- 
sistance to wear. Protective felt seals 
and adequate lubrication reservoirs are 
important features of the design. Wheels 
and brackets are drop-forged steel, with 


all races accurately machined and 
hardened. 


The folder gives dimensions, weights, 
trolley ratings, allowable chain pulls, 
list prices and other data for selection 
of the proper trolley for the service. 
Copies will be sent to interested readers. 





BUDA Chore Boy TRAC- 
TOR Model! TR, for trailer 
hauling, same basic 
design— 85% of parts 
interchangeable with 
other Chore Boy Models. 


BUDA “Thrifty Lift” FORK 
TRUCK completes the 
famous Chore Boy line. 

Ib. capacity... 
simple, sturdy design, 
construction throughout. 





BUDA Chore Boy Model 
8B... % ton capacity, 3 
wheels. Also available 
with dual rear wheels, 1 
ton capacity.(Model HB) 





BUDA Chore Boy Model 
Fs. ton capacity, 
heavier throughout, 60% 
more loading space, 
dual rear wheels. 





BUDA Chore Boy Model 

or HB, with special 
dump hopper for bulk 
materials. Y2 or 1 ton 
capacity. 


—<— 
See \ 
our exhibit, 
Materials Handling 
Exposition, 


Booth 209. 
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PERSONAL NEWS 








R. C. Vaughan, chairman and presi- 
dent of the Canadian National-Grand 
Trunk Railway System, has been elected 
honorary president of the Canadian Na- 
tional War Veterans Association, the 
largest independent group of service 
veterans in Canada. 


W. J. Cavenagh, general agent, at Mil- 
waukee, for the Chicago, Milwaukee, St. 
Paul & Pacific Railway, is retiring after 
55 years of service. M. M. Wolverton is 
succeeding Mr. Cavenagh. J. H. Judge, 
division freight and passenger agent, at 
Davenport, Iowa, is retiring after 50 
years of service. Frank Hagendorn is 
succeeding Mr. Judge. A_ testimonial 
luncheon in honor of Fred N. Hicks, re- 
tiring passenger traffic-manager at Chi- 
cago, will be held December 16 at the 
Chicago Union League Club. A testi- 
monial dinner party in honor of Walter 
Peterson, retiring assistant to passenger 
traffic manager at Chicago, was held 
December 11 at the, Bamboo Inn. 
The Chesapeake & Ohio Railway has 
announced the following appointments: 
R. P. VanVoorst to district passenger 
agent, Cleveland; H. H. Sass to auditor 
of revenues, Detroit, suceeding the late 
W. R. McFarland; C. W. Emerson to 
assistant auditor of revenues, Detroit; 
C. E. Weaver, Jr., to assistant auditor 
of station accounts and overcharge 
claims, Richmond, Va.; A. L. Engwall to 
assistant auditor of disbursements, Rich- 
mond. R. A. Cornell has been appointed 
division freight agent, Detroit. S. F. 
Witt has been appointed freight service 
representative, Detroit. 
* * * 
Conley S. Boothe, commercial agent, 
at Adel, Ga., for the Southern Railway 
System, has been promoted to commer- 
cial agent at Lake City, Fla. Bill S. Ran- 
dall succeeds Mr. Boothe as commercial 
agent at Adel. William B. Macdonald, 
Jr., has been promoted to commercial 
agent, Miami, Fla. 
* * * 
Benjamin F. Slaughter, chief clerk, at 
Lubbock, Tex., for the Santa Fe Rail- 
way, has been promoted to city freight 
agent at Chicago, succeeding James E. 
McNair, promoted to chief clerk in the 
division freight office. 
* *. * 
S. W. Firlotte has been appointed 
superintendent of export traffic, at Mont- 
real, for Canadian National Railways. 
* ss 
William L. Bond, who directed the 
first operations “over the hump” be- 
tween India and China, has_ been 
elected vice-president—orient for Pan 


ters will be at Tokyo. Quentin Roosevelt 
will succeed Mr. Bond as vice-president 
and director, at Shanghai, for the China 
National Aviation Corporation. 
* cK sd 
James W. Austin has been appointed 


director of traffic and sales at Washing- 
ton, for Capital Airlines. : 
* 


Robert F. Rader, vice-president of 
Lykes Bros. Steamship Co., Inc., New 
Orleans, is resigning after 20 years of 
Service to engage in personal business at 





American Airways, Inc. His headquar- - 


° 


Lake Charles, La. Ashley ‘Ww. Loss has 
been appointed traffic manager—west 
Gulf ports, Houston. 

* ok 


Raymond J. Knight‘has been appointed 
traffic and sales representative, at Brook- 
lyn, for Eastern Air Lines. 

* * * 


Samuel C. Pace, formerly regional di- 
rector of public relations, at Dallas, for 
American Airlines, has been appointed 
assistant to the president—public rela- 
tions, at St. Louis, for the Frisco Lines. 

* 

J. E. Bays, general traffic manager, 
Compania Sud-America de Vapores, and 
vice-president and general traffic man- 
ager, Chilean Lines, Inc., is resigning to 


accept a similar position with another ° 


company. 
* * * 

Albert W. Hayes, vice-president— 
western departments, at San Francisco, 
for Railway Express Agency, is retiring 
after 47 years of service. Walter Reese, 
presently vice-president and_ general 
manager of the Mississippi Valley de- 
partment, St. Louis, will succeed Mr. 
Hayes. W. M. Smith, general manager 
of the Texas department, will succeed 
Mr. Reese. James J. McDermott, super- 
intendent of the terminal division, at 
New York City, has retired after 47 
vears of service. William W. Martin has 
been appointed assistant to general man- 
ager of public relations and sales, New 
York City. Victor Dell Aquila has been 
appointed supervisor, public relations 
and sales, New York City. 


Ernest Murphy, president of the 
Pressed Steel Car Co., Inc., Pittsburgh, 
Pa., has been appointed to the executive 
council of the Federation for Railway 
Progress to represent its railroad sup- 
plier members. A. L. Buxton, president 
of the Kentucky Chemical Industries, 
Inc., Cincinnati, Ohio, has been appointed 
to represent shipper members. 

* * * 

Raymond J. Perin, of the Ira G. Perin 
Co., has been elected president of the 
Materials Handling Association of North- 
ern California. 

* * * 


The Wilmington chapter of Delta Nu 
Alpha, at its annual dinner December 3, 
elected W. Ross Douglas, of the Hercules 
Powder Co., as its new president. Other 
officers elected are: First vice-president, 
W. T. Pancoe, duPont Company; second 
vice-president, Gordon P. Smith, Worth 
Steel Co.; treasurer, A. F. Rowe, duPont 
Co.; secretary, E. E. Mountcastle, Balti- 
more & Ohio Railroad; historian, J. F. 
Rebman, Cork Insulating Co. Directors 
include: Perry Heath, Trans-World Air- 
line, and R. K. Fillingame, Wolleyhan 
Transportation Co. Dr. G. Lloyd Wilson, 
professor of transportation and public 
utilities, University of Pennsylvania, 
spoke on the American Society of Traffic 
and Transportation. 

* * * 

The Central New Jersey chapter of 
Delta Nu Alpha held its annual meeting 
December 10 at the Johnson and John- 
son plant, New Brunswick, N. J. A movie 


film showing J. & J. plant operations 
was presented. 
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J. Gordon Dammarrell has been ap. 
pointed regional cargo sales manager, at 
New Orleans, for Eastern Air Lines. 
Donn H. Rudd has been appointed traf- 
fic and sales manager at . Charleston, 
W. Va. 

* * * 

Clarence O. Witt is chairman of the 
committee in charge of arrangements 
for the annual holiday entertainment to 
be held by the Pacific Railway Club De. 
cember 18 in the Palace Hotel, San 
Francisco. 


Obituaries 


Captain O. A. Johnson, formerly direc. 
tor of traffic for the Ford Motor Com. 
pany, died December 7 at West Branch, 
Mich., following a motor accident. Cap. 
tain Johnson was a member of the Traf- 
fic Club of Detroit. Funeral services 
were held from the W. R. Hamilton 
Funeral Home, Alexandrina, Mich. 


J. R. Hitchcock, former general man- 
ager of Santa Fe Railway’s coast lines, 
died at the Santa Fe Hospital in Los An- 
geles December 6 at the age of 74. A 
native of Woolwich, England, Mr. Hitch- 
cock began his railroad career in 1889 
as a messenger in the telegraph office of 
the Iowa Central Railway at Marshall- 
town, Iowa. He entered the service of 
the Santa Fe in 1890 as stenographer to 
master mechanic at San Marcial, New 
Mexico. 

* * * 

Joshua M. Chilton, vice-president and 
director of Archer-Daniels-Midland Co., 
Minneapolis, and a director of the 
Minneapolis & St. Louis and St. Joseph 
Terminal railways, died December 7 
after several months of gradually failing 
health. Mr. Chilton was an official of 
the Federal Grain Stabilization Board 
prior to 1932. He was a nationally 
recognized authority on the marketing 
and storage of grain. 

* * * 

Leon J. Lancaster, general agent, at 
Seattle, for American President Lines, 
died December 7 of a heart attack at the 
age of 56. 

* * * 

Emery A. Boudreau, assistant to the 
director of the I. C. C.’s bureau of motor 
carriers, died December 7 in Arlington, 
Va. He had been associated with the 
Commission since 1935 when regulation 
of motor carriers began. 


LeRoy A. Porter, assistant chief of the 
certificate section of the Interstate Com- 
merce Commission’s bureau of motor 
carriers, died of a heart attack in Wash- 
ington November 30 at the age of 64. 








News of 
TRAFFIC CLUBS 








The Portland (Ore.) Industrial Traffic 
Club held its annual fall party Decem- 
ber 5 at El Rancho Village. 





The Portland (Ore.) Transportation 


Club will hold a Christmas party De- 


cember 20 at club headquarters. 





The Milwaukee Traffic Club, The 
Woman's Traffic Club of Milwaukee and 
the Transportation Club, of Milwaukee 


Decem 
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held a joint meting December 12 at the 
Electric Company Auditorium. G. Lloyd 
Wilson, professor of transportation and 
public utilities, Wharton School of Com- 
merce, University of Pennsylvania, and 
director of education for the American 
Society of Traffic and Transportation, 
and Robert J. Bayer, editor, Traffic 
World, and corporate member of the 
Associated Traffic Clubs Foundation, 
spoke on the aims and progress of the 
A. TC. A, the A. T. C: F: and the 
A. &. T. 'T. 





The Transportation Club of the Roch- 
ester (N. Y.) Chamber of Commerce held 
a meeting December 8 at the Chamber 
of Commerce. D. L. Hunt, sales manager, 


Niagara Motor Express, Inc., spoke on 
“Motor Carrier Tariffs.” The annual 
Christmas party will be held December 
16 at the Doud Post-American Legion. 





The Nashville Traffic & Transporta- 
tion Club will hold a Christmas party 
December 16 in the Noel Hotel. 





The Miami Traffic Club held a meeting 
December 9. Warren T. White, director 
of public relations, Seaboard Air Line 
Railroad, spoke on “The Importance of 
Our Railroads in the National Economy.” 





The Traffic Club of St. Louis held a 
meeting December 8 in the Jefferson 
Hotel. Dan Blount, industrial and public 








Your North American agent places 
at your disposal a gigantic fleet of 
modern vans and equipment . 
America’s most dependable transpor- 
tation service, assuring the safe and 
“on time” delivery of your goods. 
Consult your classified phone direc- 
tory for your local agent. 


Warehouse facilities 
across the nation. 
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with more efficient freight handling and faster 
connections to and from all shipping points. 
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relations department, International Shoe 
Co., spoke on ‘‘Value of Little Things as 
they Pertain to Human Relations.” The 
annual Christmas party will be held De. 
cember 15 at the Jefferson. 


— a 


James M. Gately, division freight 
agent of the Chesapeake & Ohio Rail- 
way, is the new. 
ly-elected presi- 
dent of the Grand 
Rapids Trans. 
portation Club, 
succeeding Max 
Hensick. Other 
officers elected 
are: Vice-presi- 
dent, Paul J. 
Winkler; treas- 
urer, Anthony 
Van Stee; and 
secretary; M. W. 
Vermaire. Mr. 
Gately started 
railroading with 
the D. L. & W. at 
Newark, N. J. in 
1917. In 1927 he transferred to the Pere 
Marquette as traffic representative in 
New York City. In October, 1938, he 
was transferred to that road’s Grand 
Rapids office as division freight agent, 
and since the P. M. was included with 
the S. & O. Mr. Gately has served the 
latter. The club held its annual banquet 
December 11 at the Rowe Hotel, with 
Clyde C. Williams as guest speaker. 


James M. Gately 


Herbert Paul Moore, vice-president 
and operations manager of the Morris 
Draying Co., 
Oakland, is the 
new president of 
the Oakland 
Traffic Club. Born 
October 10, 1906, 


received his edu- 


land, Ore., and 


months, and in 
February, 1924, 





’ Herbert Paul Moore 


patcher in 1928. He is a member of the 
executive board, California Truck Own- 
ers Association; of the executive board, 
Oakland division, National Safety Coun- 
cil, and chairman of the commercial fleet 
division. Mr. Moore joined the Oakland 
Traffic Club in 1935 and has been chair- 
man of the welfare, picnic, and Christ- 
mas Jinx committees. 





The Metropolitan Traffic Association 
of New York held a traffic forum De- 
cember 11. Nicholas J. Edwards, Knick- 
erbocker Terminal Corporation, led the 
discussion on “Pooling of Freight Ship- 
ments.” The annual Christmas luncheon 
will be held December 18 in the Hotel 
Pennsylvania. A “Kiddies’ Christmas 
Party” will be held at the Pennsylvania 
December 27. The annual dinner dance 
will be held February 11. 





The Traffic Club of Minneapolis gave 
a farewell party for Wendel W. Hasel- 
huhn, assistant general traffic manager!, 
Cargill, Inc., December 8.) At a meeting 
December 11 in the Hotel Nicollet foot- 
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WRITE FOR 
BOOKLET 


The latest be = 
catalogue of the 
College will give 
you complete de- 
tails and course 
outlines. We'll 
send copies to you 
or any addresses 
you supply. 


College of Advanced Traffic is the 
educational division of the Traffic 
Service Corporation. 


with: 


with 





It is affiliated 


Traffic World (weekly), Traffic 


World Daily, Traffic 


Bulletin, 


World Ports, Transportation Sup- 


ply News. 














WICHITA 





COLLEGE OF ADVANCED TRAFFIC 


Tue College of Advanced Traffic, 
founded in 1923, is one traffic school 
that is doing a good job today, both 
locally and nationally. 


The College now has three resident 
schools, fifteen organized study groups, 
and hundreds of students enrolled in 
extension courses. 


For you, for your employees or asso- 
ciates, or for your friends, the College 


offers the best in traffic education. Its. 


courses are geared to all levels: for 
beginners, for those now in traffic work 
wanting to advance, for those experi- 


bets, 32 


* FORT WAYNE 0,0 


Resident and Extension Training 


enced in traffic who want a refresher 
course and advanced traffic manage- 
ment, and even for those desiring to 
practice before the Interstate Commerce 
Commission. 


Actually, the name College of Ad- 
vanced Traffic stems from the fact that 
the College is advanced in the field of 
traffic education in such things as: 
course content, facilities, teaching meth- 
ods, teaching experience, personnel, 
national scope, advantages offered stu- 
dents, activity of alumni, success of 
graduates, and maintaining highest 
standards. 


COLLEGE OF ADVANCED TRAFFIC 


14 East Jackson Bivd., Chicago 4, Ill. 
Phone: Harrison 8649 


Minneapolis, Minn., Branch 


1200 Metropolitan Life Bidg 
Phone: Lincoln 4252 


Detroit, Mich., Branch 
Ford Bidg., 615 Griswold St. 
Phone: Cherry 4383 
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ball pictures were shown. The Christmas 
party will be held December 18. 





The Traffic Club of Kansas City held a 
joint meeting December 8 in the Hotel 
Muehlebach with the Chamber of Com- 
merce and the Trans-Missouri-Kansas 
Shippers’ Board. The annual Christmas 
luncheon will be held December 22 in 
the President Hotel. The annual dinner 
and installation of new officers will be 
held January 6 at the President. 





The Transportation Club of Kansas 
City held a ‘meeting December 10. Clar- 
ence Tow, economist for the Federal Re- 
serve Bank, spoke on “Price Inflation.” 





The Traffic Club of Detroit will hold 
its ladies’ Christmas complimentary 
bridge luncheon December 17 in the 
Hotel Statler. 





The Clinton lowa Traffic Bureau will 
hold its annual dinner January 14 at the 
Elks Club. 





The Jamestown (N. Y.) Transporta- 
tion Club, at its annual dinner Decem- 
ber 4, elected Ray W. McEvoy, traffic 
manager of the Art Metal Construction 
Co., as its new president. 





The Women’s Traffic and Transporta- 
tion Club held a dinner meeting Decem- 
ber 10 in the Park Plaza Hotel. Dr. Don 
Frank Fenn will speak on “What Christ- 
mas Really Means.” 





The Transportation Club of Des 
Moines will hold a meeting December 15 
in the Moose Home. O. W. Severence, 
district sales manager of the Penn-Dixie 
Cement Corporation, will speak on 
“Grins from the Gridiron.” The chil- 
dren’s Christmas party will be held at 
the Moose Hall December 22. 





The Transportation Club of Saint Paul 
held an on line railroad day meeting De- 
cember 9 in ‘the Hotel Lowry. M. J. 
Galvin, public relations counsel, Minne- 
sota Railroads, spoke. 





The South Bend Transportation Club 
will hold a family night and Christmas 
party December 18 at St. James Epis- 
copal Church. The annual meeting will 
be held January 12. 





The Los Angeles Transportation Club 
held a meeting December 1 in the Bilt- 
more Hotel. Oliver A. Folcke, special 
traffic safety representative, General 
Petroleum Corporation, presented two 
traffic safety films. Richard A. Terrell, 


attorney, spoke at the December 8 meet- 
ing. 





The Traffic Club of New York will 
hold its Christmas turkey luncheon De- 
cember 17 in the Hotel Biltmore. 





The Traffic Club of Chicago will hold 
a balloon night meeting December 17. 





The Women’s Traffic Club of New 
York held a Christmas meeting Decem- 
ber 9 in the Park Central Hotel. Mem- 
bers brought gifts for the crippled chil- 
— in Walter Scott and Bellevue hos- 
pitals. 





The Norfolk-Portsmouth Traffic Club 
will hold its annual meeting January 31 
in the Chamberlain Hotel, Old Point 
Comfort, Va. Newly elected officers to be 
installed are: President, L. E. Pentecost, 


manager, U. S. Lines, first vice-president, 
John J.Bailey, manager, Atlantic Waste 
Paper Co.; second vice-president, Arthur 
V. Talbott, agent, Southern Railway; 
secretary, D. J. Foley, U. S. Army Port 
Agency; treasurer, Harold Cunningham, 
agent, Norfolk & Portsmouth Belt Line 
Railway. 





The Traffic Club of Tulsa held its an- 
nual installation dinner-Dance and 
bridge party December 9 in the Mayo 
Hotel. 

The Transportation Club of Seattle 
held a meting December 8. A Santa Fe 





Railway sound color film was shown. 





The Motor City Traffic Club of De- 
troit will hold its election night dinner 
December 16 in the Detroit-Leland 
Hotel. The annual dinner will be held 
in the Hotel Statler January 28. 





The Charlotte Traffic and Transporta- 
tion Club will hold a “Pre-Christmas 
Dance” December 16 at Palmer School. 





The Transportation Club of Salt Lake 
City will hold its Christmas party De- 
cember 19 in the Hotel Utah. 





The Transportation Club of Atlanta 
will hold an election and stag meeting 
December 15. 





The Bridgeport Traffic Association will 
hold a Christmas party December 16 at 
Lenny’s Wagon Wheel Restaurant. 





The Women’s Traffic Club of Oakland 
held its annual Christmas party Decem- 
ber 9 in the Hotel Claremont. 








QUESTIONS and ANSWERS 


In this column will be published answers to 
questions relating to traffic, of general reader 
interest. A specialist in interstate transporta- 
tion, who is a member of our special service 
department, will . references to regu- 
lations and decisions and will answer ques- 
tions of application of tariff schedules and 
practical traffic problems. 

We do not desire to take the place of the 
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The Pikes Peak Traffic Club, of Colo. 
rado Springs, at its annual meeting No. 
vember 18, elected J. R. Copeland as its 
new president. Other officers elected 
are: First vicé-president, J. C. Rein. 
hardt; second vice-president, William 
Lennox; treasurer, B. J. O’Leary; secre. 
tary, Jean Putzier. Members of the 
board are: G. M. Elston, Roberta Cook, 
Nat Leonard and Etter Bassett. The 
annual Christmas party will be held De. 
cember 16 in the Blue Spruce Restau- 
rant. 





The Toledo Transportation Club wil] 
hold its annual Christmas party Decem. 
ber 20 in the Commodore Perry Hotel. 





The Rock River Valley Traffic Club 
held its Christmas party December 10 at 
the Verdi Club. The annual election will 
be held January 21. 





The Lima Traffic Club will hold a 
meeting December 17 in the Kirwan Ho- 
tel. 





The Stockton (Calif.) Traffic Club 
held an industrial night meeting Noven: 
ber 25. O. C. Hanson, of Frazer and 
Hanson, San Francisco, discussed world 
trade and the establishment of a world 
trade center and free trade zone in San 
Francisco. Elmo Ferrari, assistant di- 
rector, Port of Stockton, also spoke. 





The Pacific Traffic Association will 
hold its Christmas party December 15 
instead of December 19 as originally 
announced. 





The Women’s Traffic Club of San 
Francisco will hold a Christmas party 
December 18 at the Women’s City Club. 


traffic man, but to help him in his work, nor 
do we undertake to render legal opinions. 

The right is reserved to refuse to answer 
any question that does not seem to be of 
general interest or that may appear to us un- 
wise to answer or too complex for the kind 
of investigation herein contemplated. 

No attention will be paid to anonymous com- 
munications or questions from nonsubscribers. 


Address Questions and Answers Department, Traffic Service Corp., 
Warner Building, Washington, D. C. 





Damages—Released Valuation 


Pennsylvania.—Question: We made a 
shipment consisting of dinnerware re- 
leased to a value of $20.00 per cwt. The 
shipment weighed 50 pounds and for the 
movement of this shipment we paid a 
minimum charge of $1.05. 

The shipment was destroyed while in 


the hands of the carrier and claim filed ~ 


for.$20.00. The carrier contends that as 
the shipment was released to a value not 
to exceed $20.00 per cwt., our claim 
should be reduced to $10.00. We believe 
that inasmuch as we have paid the car- 
rier the transportation charges for the 
movement of 100 pounds (a minimum 
charge) that our claim is correctly filed 
for. $20.00. 


Will you please furnish your opinion 
upon the subject and list any court de- 
cisions which may apply ? 

Answer: An agreement, as to the 
amount to be paid in case of loss will 
not furnish the basis of recovery of dam- 


ages for partial loss. Where a shipping 
contract provides that the carrier shi 

be liable for the value of goods up toa 
declared value, which is less than the 
actual value, the parties may stipulate 
that in case of partial loss the recovery 
should be in such proportion of the 
agreed valuation as the actual loss beals 
to the actual value of the goods shipped, 
and where they do so the shipper cal 
recover only according to the agreement. 
So, although the contrary view has bee! 
taken, the law is firmly grounded that 1 
cases where a contract of carriage fixes 
the value of a shipment at so much pe! 
pound, per hundred-weight, per ton, 0! 
at some other unit of weight or measure 
and the rate is calculated on such agreed 


value, the recovery, in case of partil> 


loss, is limited to the agreed value, pe 
unit, of that part of the shipment which 
was lost, for the consignor is estop 
from asserting any unit to have a greateél 
value than the per unit; value decl 
Where the articles shipped are hete™ 
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' Colo. | ogeneous in nature, it has been declared Fed. 956; Lewis vs. Chicago & N. W. Ry. rate of $1.51, composed of a rate of 14 cents 
1g No- | that the correct rule is to adopt as the Co., J99 Ill. App. 348; Baird vs. Denver § from Cassidy, British Columbia, a point north 
as its | agreed valuation of each article that & R. G. R. Co., 162 Pac. 79. of ae to ee and $1.37 be- 
slecteq | proportion. of its actual value which the : ; : — fi ar nagoage. Bee AB ae oo 
Rein. | agreed valuation of each article that | Tariff Interpretation—Canadian Rate as =P. ahem 
ave ‘ : ; . Ps 12 cents to Ladysmith and $1.37 beyond. The 
Jilliam | proportion of its actual value which the Factor of Combination $1.37 rate is a joint through rate herein- 
secre. | agreed valuation of the whole shipment New York.—Question: Will you kindly after found applicable from Ladysmith, but 
of the | bears to the actual value of such ship- express your opinion of the following the factors from the points north of Lady- 
Cook ment. questions ? smith apply over a line wholly within Canada 
' ‘ F aa ‘ and are not on file with this Commission. 
. The Except where the contract of carriage Transcontinental Freight Bureau Tar- Therefore, we do not have jurisdiction to 
-s = apreasly — “4 prorating in the iff No. 2-P contains a rate of $3.37 (in- determine what factors were applicable. Cut- 
estau- g event OL a partial Oss, however, the cludes X162 increase), applicable on al- ler-Hammer Mfg. Co. vs. Director General, 
emphatic trend is against the adoption coholic liquors from Vancouver, B. C. to 88 I. C. C. 600, Germain Lbr. Co. vs. Southern 
_ fof the prorating principal. Chanango New York, N. Y. The same carriers who Ry. Co., 165 I. C. C. 323. 
4b will § Textile Corporation vs. Whitlock, 288 participate in this tariff also publish for : : 
Decem- § N. Y. S. 270. The rule entertained by transportation via the same route, rates In its report in Germain Lumber Co. 
lotel. § the weight of authority is that where the as follows: Vancouver, B. C. to Grimsby vs. Southern Ry. Co., 165 I. C. C. 323, the 
contract of carriage provides that the Ontario, $2.35, as per Canadian Freight Commission said: 
c Club § amount recoverable in case of loss or Association Tariff No. 101-G: Item 770 
r 10 at § damage shall be limited to the declared Grimsby, Ontario to New York. N. Y.. Complainants and defendants agree that 
ion will § value of the shipment, such agreement  gge_ (including X162), as per Curletts the rate applicable on the shipment was 
in case of partial loss, is to be construed Tariff No. 125-A. IC C A-721. Questi 61.5 cents, composed of 48 cents to Montreal 
as permitting recovery for the loss or . , ~(2i, Guestions and 13.5 cents beyond. The tariff naming 
: are: (1) Can this combination of rates the factor of 13.5 cents is not on file with 
hold a § damage actually sustained, the amount : : 
a. he ’ $2.35, plus 86c, totaling $3.21, be used us, and therefore can not be considered in 
an Ho- § recoverable, however, not to be greater in lieu of $3.37 rate? (2) Is there basis determining whether the rate charged’ was 
than that agreed on as compensation for claim on previous shipments billed in violation of section 6 of the interstate 
for a total loss; and it necessarily fol- at $3.37 rate? (3) If carriers decline to commerce act. In Berney Bond Glass Co. 
c Club § lows that where this rule obtains the permit use of combination rates. can re- vs. New York C. R. Co., 147 I. C. C. 117, 
Novem: & shipper is not limited to a recovery of dress be Gitnined belase the Int vated we found that on a shipment to Montreal we 
h proportion of th t d 1 DI interstate could not consider a Canadian factor not on 
er and @ such proportion o e amount name Commerce Commission? (4) Kindly cit 
1 world & in the contract as the value of the prop- ; ] n: ) y cite file with us in determining whether there 
: : cases, if any, in which this particular was a violation of the aggregate-of-interme- 
a world ae shipped. y= VS. Chicago & N. W. situation may have been considered by diates provision of the fourth section of the 
in San Ry. Co., Ill. App. 453; Christensen vs. the Interstate Commerce Commission act. In the absence of a joint through rate 
‘ant di-™@ Chicago, M. & St. P. Ry. Co., 194 Ill. bearing in mind that one of the tariffs covering the shipment the rate applicable 
ke. App. 562; E. H. Emery & Co. vs. Wabash is a Canadien iesue not on fle with the thereon was the lowest combination of inter- 
R. Co., 166 N. W. 600; Green vs. Ameri- Interstate C Cc re mediate rates on file with us. An examina- 
on will can Ry. Express Co., 34 S. W. 2d 1039. a ot a oa a ommission. ticn of the tariffs in our files reveals that 
Th however. decisi hich nswer: In its report in G. L. Kirk when the shipment moved there was in ef- 
nber 15 ere are, however, decisions which are 
— : : : F ; Co. vs. Atchison, T. & S. F. Ry. Co., 231 fect a through rate from Carson to Grand 
iginally § in conflict with this view. Shelton vs. 5 oe . 
Canadian Northern R. Co.. 189 Fed. 153: I. C. C 122, the Commission said: Mere of 66 cents composed of the rates to 
: - 0., ed. ’ and beyond Cincinnati, Ohio, treated in ac- 
Fielder vs. Adams Express Co., 71 S. E. No joint through rates were in effect from cordance with the combination rule in Jones’ 
of San 99; Southern Pacific Co. vs. Stewart, 233 points north of Ladysmith. A combination rt. &. C.. No. UC. 8. 4. 
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These cases very definitely show that 
the factor from Vancouver, B. C., to 
Grumsby, Ontario cannot be used as a 
factor in arriving at the rate to New 
York, under an alternative rule and can- 
not be used in determining whether 
there is a violation of the aggregate-of- 
intermediate provision of the fourth sec- 
tion of the act, should a complaint be 
filed with the Interstate Commerce Com- 
mission. 

See, also, Spaulding & Elphick, Inc. 
oo National Rys., 214 I. C. C. 


State Versus Interstate Traffic— 
Minimum Weight 


Indiana.—Question: In January and 
February, 1947, we participated in a 
movement of radio cabinets, box type, 
set up, with mechanism, from Wayne, 
New Jersey to Bloomington, Indiana. 

The shipments were transferred to our 
line at Indianapolis, Indiana and the 
billing from the connecting line con- 
signed the shipment to the consignee at 
Bloomington, Indiana in care of our line 
at Indianapolis, Indiana. The connecting 
line assessed the interstate truckload 
rate and minimum weight on the ship- 
ment to Indianapolis, Indiana only. The 
tariff used by the connecting line was 
_— Central Tariff No. 11, MF-ICC- 


We assessed the interstate truckload 
rate and minimum weight on the ship- 
ment from Indianapolis, Indiana to 
Bloomington, Indiana, which rate was 
obtained from Indiana Motor Rate & 
Tariff Bureau Tariff No. 5, PSCI No. 
TR-5, which is a tariff carrying rates 
on intrastate freight only. 

The through rate on this shipment 
does not apply, as we do not participate 
in the Eastern Central Tariff used by 
the connecting line. 

The shipments are interstate freight 
and our question is—what is the appli- 
cable minimum weight on these ship- 
ments from Indianapolis, Indiana to 
Bloomington, Indiana, the interstate or 
intrastate minimum weight. 

The interstate minimum weight is 12,- 
000 pounds and the intrastate minimum 
weight is 10,000 pounds. Inasmuch as 
the shipment is interstate in character, 
we believe that the interstate minimum 
weight should apply. 

Will you please let us have your com- 
ments on this question, also reference to 
any court or Interstate Commerce Com- 
mission decision on cases similar to this? 

Answer: If there is an existing and 
continuing intention at the time the ship- 
ment is delivered to the carrier at point 
of origin, to make a through shipment 
to the final destination, and the ship- 
ment does not come to rest prior to the 
final haul, under the Commission’s opin- 
ion in Tampa Fuel Co. vs. Atlantic C. L. 
Ry. Co., 43 I. C. C. 231; International 
Agricultural Corp vs. Director General. 
74 I. C. C. 826; Du Pont de Nemours & 
Co. vs. Director General, 74 I. C. C. 191; 
Germain Co. vs. Louisville & N. R. Co., 
95 I. C. C. 499; Schloss & Kahn Grocery 
Co. vs. Louisville & N. R. Co., 95 I. C. C. 
618; Hamersly Mfg. Co. vs. Erie R. R. 
Co., 126 I. C. C. 491, 148 I. C. C. 47 (af- 
firmed in United States vs. Erie, 280 
U. S. 98, 50 S. Ct. 51), the interstate rate 
is applicable for the final haul. 

In the present instance, it seems ap- 
parent that there was an existing and 
continuous intention, at the time the 
shipment was -delivered to the carrier 
at original point of shipment, that the 
shipnfent was to move to the final desti- 
nation. It is therefore, our opinion that 


the interstate rate must be applied to 
the shipment. e 

We are not aware of any cases in 
which the question at issue was whether 
the interstate or intrastate minimum 
weight should be applied on shipments 
of the character you describe. 

However, the Commission has held 
that the required minimum carload 
weight is necessarily a part of the rate, 
that it determines the minimum carload 
charge and enters directly into the de- 
termination of whether or not that 
charge is reasonable. See Royster Guano 
Co. vs. Atlantic C. L. R. R. Co., 50 
I. C. C. 34, 41; Jersey Cereal Co. vs. Ann 
Arbor R. R. Co., 163 I. C. C. 89; Tim- 
mons vs. Baltimore, C. & A. Ry. Co., 55 
I. C. C. 495; Sunderland Bros. Co. vs. 
St. Louis, & S. F. KR. B..Co. 23.5, .C.,C. 
259; Lull Carriage Co. vs. Chicago, K. & 
S.. Ry. €o., 19 4. ©. 35. 

Therefore, it seems apparent that the 
interstate minimum as well as rate, must 
be applied. 


Cc. 0. D. Shipments—Liability for Col- 
lection of Amount of C. O. D. 


Kentucky.—Question: Section 11 of 
Rule 31 of National Motor Freight Clas- 
sification No. 8, reads as follows: 


Upon collection of a C.O.D. bill, carrier 
collecting same shall make prompt remit- 
tance. Remittance must be made to the 
consignor or party entitled to receive same 
as shown on the bill of lading within ten 
days after collection from the consignee. 


Some motor carriers interpret this 
rule as meaning that the delivering car- 
rier must make remittance directly to 
the shipper and not through the orig- 
inating carrier. 

It is frequently necessary for us to 
make C. O. D. shipments to destinations 
requiring a two line haul. Usually we 
do not have any information as to 
whether or not the delivering carrier is 
financially responsible, in other words, 
whether or not he is a good credit risk. 

We insist that the originating rather 
than the delivering carrier remit to us. 
Our reason for this is that we are of 
the opinion that the originating carrier 
is responsible for the C. O. D. remit- 
tance. -The exception to this is, that if 
we accepted from the delivering carrier 
a check which later proved to be worth- 
less, the originating carrier would be 
absolved of any liability. 

Are we correct in our opinion as to the 
originating carriers liability in the situ- 
ation described in the preceding para- 
graph? 

Are we within our rights in demand- 
ing that the originating rather than the 
delivering carrier remit the C. O. D.? 

Answer: When a carrier makes a con- 
tract to collect on delivery it stands with 
reference to it just as any other agent 
(Anthony-vs. American Express Co., 124 
S. E. 753), and is bound to a strict com- 
pliance with its undertaking. (Meyer vs. 
Lemcke, 31 Ind. 208; Anthony vs. Ameri- 
can Express Co., 124 S. E. 753). The 
carrier acts as bailee to transport the 
goods (Joseph Mogul, Inc. vs. C. Lewis 
Levine, Inc., 159 N. E. 708), and as agent 
to collect the price. (Rolla Produce Co. 
vs. American Railway Express Co., 226 
S. W. 582: Joseph Mogul, Inc. vs. 
C. Lewis Levine, Inc., 159 N. E. 708). 
Where the carrier undertakes to trans- 
port goods C. O. D., it is bound to collect 
the amount due and return it to the ship- 
per, (U. S. Express Co. vs. Keefer, 59 
Ind. 263; American Ry. Express Co. vs. 
Ready, 206 N. W. 344; Rolla Produce 
Co. vs. American Ry. Express Co., 226 
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S. W. 582), and ordinarily, if the carrier 
delivers the goods without receiving the 
amount to be collected, it is liable to the 
consignor therefor; (Railway Express 
Agency vs. McAdams, 85 S. W. 2d 730: 
Anthony vs. American Express Co., 124 
S. E. 763); but the consignor may by his 
acts, waive any rights he may have 
against the carrier for its breach of duty 
in this regard. (Brooks vs. American 
Express Co., 14 Hun. 364). See, also, 
Blaisdell vs. American Ry. Express Co, 
220 N. W. 634; S. B. Penick & Co. vg 
Triple ‘“M” Transportation Co., 34 Af} 
2d 898. 

In its decision in Joseph Mogul, Ine. 
vs. V. Lewis Levine, Inc., 159 N. E. 70 

































(N. Y.), the court said: 


An express company or other carrier, 
ceiving merchandise on a .C.0.D. shipmen 
acts in two capacities, as bailee to transport 
the goods, and as agent to collect the pricg) 
Hutchinson on Carriers, Section 726. 0 
breach of its duty as bailee to carry ap 
deliver to the person and on the conditic 
stated by the shipper, it is liable, as j 
the case of any other misdelivery, for th 
value of the goods. Murray vs. Warne 
56 N. H. 546, 20 Am. Rep. 227; Fowler Com 
mission Co. vs. Chicago, R. I. & P. R. @& 
98 Mo. App. 210, 71 S. W. 1077. For breag 
of its duty to act as agent for the shipp 
in the collection of the price, it is liable, li 
any other collections agent, for whatever coul 
have been collected, if the duty had be 
fulfilled. Mechem, Agency, Section 1320. © 


Section 219 of the Motor Carrier A¢ 
1935 as amended states that the provi 
sions of paragraph II, of Section 20, ¢ 
part I of the Interstate Commerce Ac 
shall apply with respect to common car 
riers by motor vehicle with like fore 
and effect as in the case of those per 
sons to which such provisions are sp 
cifically applicable. 

Whether the provisions of the Inte 
state Commerce Act referred to aboy 
govern the liability of motor carrien 
with respect to C. O. D. shipments 
not been the subject of decisions of thé 
courts, so far as we can find, but if 80, 
the initial or delivering carrier may be 
held liable. 


If the provisions of the Motor Car- 
rier Act relating to the issuance of bills 
of lading and the liability of carriers for 
loss or damage to goods govern with re- 
spect to C. O. D. shipments, that is, the 
collection of the C. O. D. amount, it 
would appear that action could be 
brought against either carrier; the ini 
tial carrier on the ground that it entered 
into a contract with the shipper under 
which it undertook to collect the amoun! 
of the C. O. D. charges; the deliverirs 
carrier on the ground that it is its duty 
to collect the amount of the C. O. D. 


Act of God 


Illinois—Question: We made a small 
L. C. L. shipment of one of our products, 
a part of which was damaged in transit 
and rejected to the carrier at destin 
tion. 

Claim was filed for the value of the 
merchandise and the carrier involv 
proposes to pay only the amount recov: 
ered by it for the damaged goods, suc 
proposal being based on the contentlo! 
that: 





The train on which this shipment was sell 
ran into a heavy rain and windstorm 
cyclonic proportion, deraling several cars in- 
cluding the car in which your merchandist 
was sent in. 


It is, the position of this carrier thé 
the nature of the storm was such that 
may be classified as an act of God am 
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Why make out waybills 


for LCL’s...? 


SRECORDDK 


With Recordak, you can photograph shipping 
orders ...use them as waybills 


e It’s pretty expensive making out waybills for LCL 
shipments. 


You don’t have to . . . with Recordak. You simply 
microfilm shipping orders . . . a fraction of a second for 
each. Then you use the shipping order itself as a waybill 
. .. keeping the film as the station record. 


By doing this, you make substantial savings in over- 
all expense of LCL accounting routines . . . save time, 
stationery . . . avoid transcription errors and the cor- 
respondence that usually follows. 


And Recordak does more for you than this. It saves 
98% in filing space . . . speeds up accounting . . . gives 


SRECORDOR 


(Subsidiary of Eastman Kodak Company) 


originator of modern microfilming 
—and its application to railroading 


you records that are photographically accurate and com- 
plete. To see how it does all these things for railroads 


.and other types of business and industry, write for 


**50 Billion Records Can’t Be Wrong.” It’s free. 


RECORDAK CORPORATION 
(Subsidiary of Eastman Kodak Company) 


350 Madison Ave., New York 17, N. Y. SE piuiow acconns 


CANT BE WRONG 


Mail coupon for FREE book 


Recordak Corporation 
350 Madison Ave., New York 17, N.Y. 


Please send me “50 Billion Records 
Can’t Be Wrong.” 


Name 
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that there was no-contributing negli- 
gence on the part of the railroad. 

We have never heretofore encountered 
an instance of this kind and would be 
greatly interested in your views and 
hope you will find it possible to discuss 
the question and state your views and 
authorities in an early issue. 

Answer: A carrier is not liable for 
loss or injury to goods caused by an act 
of God. An act of God is an inevitable 
and unavoidable accident not attributa- 
ble to human agency. Floods, cyclones, 
earthquakes, etc., are generally regarded 
as acts of God. 

However, an act of God will not ex- 
cuse the carrier if it could have been 
foreseen by the carrier or if it had 
—_ in time to protect the ship- 
men 


Under the rule applied in the federal 


courts, unless a carrier is chargeable, 


with some negligence other than delay 

in moving the shipment, the destruction 

of property by an act of God not fore- 

seen in time to guard against it, absolves 

the carrier from liability. Northwestern 

ee ge ye Milling Co. vs. Chicago, 
& Q. R. Co., 160 N. W. 1028. 


ie decision in Porter Screen Manu- 
facturing Co. vs. Central Vermont R. 
Co., 102 Atl. 44, contains a comprehen- 
sive statement of the law on t ques- 
tion. See, also, Barrett Co. vs. New York 
Cent. & H. R. Co., 153 NYS 374; Inter- 
national & G. N. Ry. Co. vs. Penney, 178 
S. W. 970. 


Drayage—Liability of Carrier Where 
Shipper Unloads Goods from Car 
Delayed in Transportation 


New Jersey.—Questiom: We made a 
shipment by rail to point A, a glass man- 
ufacturing plant located in the state of 
New Jersey. After fifteen days this com- 
pany notified us that the shipment had 
not been delivered. After tracing this 
shipment, we found that the car had be- 
come lost and was finally found after 
another three days at a point only two 
miles from our plant. Due to the fact 
that this glass manufacturing plant 
needed the commodity in this car to keep 

operating, we were forced to send trucks 
to the car, unload same and truck ship- 
ment to destination. We filed claim for 
total freight charges on this car plus 
labor of unloading same. The railroad 
has turned down this claim and advised 
us to amend same so that the only claim 
we are filing is for the difference in 
freight charges between the point where 
the car was unloaded and the original 
destination, plus labor. In your opinion 
is this a fair claim or do you think our 




















Will To Do 
and the 
Wherewithal 


For Doing... 


the world. 


CHICAGO and NORTH WESTERN SYSTEM 


This is what “North Western” 
offers shippers: Adequate facil- 
ities for handling any shipment 
from a carton to a carload; a 
competent, eager -to-help per- 
sonnel; nearly 10,000 miles of 
right-of-way in nine mid-western 
states, with connections to all 


claim as originally presented is a fair 
one? 

Answer: Unless the carrier acquiesced 
in the unloading and movement of the 
contents of the car by truck, it is our 
opinion that the findings of the Com- 
mission in Geisel Mfg Co. vs. Baltimore 
& O. R. R. Co., 59 I. C. C. 193, and Tide- 
water Paper Mills Co vs. Bush Terminal 
R. R. Co., 80 I. C. C. 493 are applicable. 
In the latter case the Commission said: 


Complainants accepted delivery of certain 
of the shipments short of the billed destina- 
tion and carried them to Bush Terminal. 
Defendant’s obligation to perform further 
transportation was terminated by complain- 
ant’s waiver of the complete service. De- 
fendant’s failure to make an allowance for 
the cost of the cartage from Weehawken, 
Yonkers, Kingsbridge, Tarrytown, and Thirty- 
third Street station, when complainant ac- 
cepted delivery of the wood pulp for its own 
convenience in order to expedite the move- 
ment to its plant, was not unjust or un- 
reasonable. Geisel Mfg. Co. vs. B. & O. R. R. 
Co, @iL-C. Cc. 298. 


See, also, our answer to New York, on 
page 1653 of the December 23, 1944 
Traffic World, under the caption “Dam- 
ages—Delay—Special—Liability of Car- 
rier’, as to the responsibility of a car- 
rier for delay under circumstances 
similar to those in the instant case. 


Advertising on Cars 


Florida.—Question: Several of our 
employees have recommended that la- 
bels corresponding to the labels on fruit 
and vegetables be pasted on the inside 
of the doors of the refrigerator cars 
when shipments of these commodities 
are made. 

The writer has objected to this, as 
possibly this would be construed as ad- 
vertising by the Interstate Commerce 
Commission and possibly be a violation 
of the rules and regulations of the Inter- 
state Commerce Commission. 


Will you please let us have .your 
opinion ? 

Answer: In its report in Use of Pri- 
vately Owned Refrigerator Cars, 201 
I. C. C. 323, the Commission, on page 
382 said: 


The discussion herein has been confined 
almost entirely to refrigerator cars and the 
findings will be so restricted, but the general 
principle enunciated apply equally to all 
other types of private cars. 

We further find . . . that a shipper who 
pays only the published rates and uses 
private cars displaying advertising matter 
receives something of value in addition to 
the transportation of his traffic not available 
to those using cars furnished by the railroads 
and that the practice should be prohibited. 
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It is not apparent whether this pro. 
hibition applies to the inside of car 
doors, but presumably it does in the ab- 
sence of a statement to the contrary. 


Damages—Measure of—Freight Charges 


California.—Question: Will you please 
advise if there are any Interstate Com. 
merce Commission decisions or admin. 
istrative rulings regarding payment of 
freight charges by shipper or consignee 
on freight completely lost by fire or 
other hazards while en route to destina- 
tion. 

Answer: Since the value at destina- 
tion is the basis for estimating the dam. 
ages recoverable against a carrier for 
loss or, injury to, property transported, 
unpaid "freight charges must be deducted 
from the amount awarded. (Louisville & 
N. R. Co. vs. Loveland, 106 S. E. 6; First 
National Bank vs. Grand Rapids & I. Ry. 
Co., 161 N. W. 859; Forest Green Farm- 





ers’ Elevator Co. vs. Davis, 270 S. W. i wealTH 
394), that is, the owner of the property DEPOS 
is entitled to its net value at the place 

of destination and such charges, if paid § IMMENS 
in advance, cannot be recovered by him, LARGE | 
Olovich vs. Grand Trunk Ry. Co. of 

Canada, 176 Pac. 459; Kennedy vs, § AVAILAI 
Atchison, T. & S. F. Ry. Co., 181 Page. ABUNDA 
117; Feelyater vs. Chicago, M. & St. P. 

Ry., Co., 190 N. W. 193. VALUAB 

The Interstate Commerce Commission VARIED 
has no jurisdiction over the matter of 
damages for loss of, or injury or delay TREMEN! 
to a shipment, unless resulting from a SCENIC 
violation of the Interstate Commerce 
Act, such as the misrouting of a ship- 
ment. 

In its decision in Johnstown vs. C. & x 
W. C. Ry. Co., 118 I. C. C. 19, the Com- nov 
mission makes the following statement § with ra 
with respect to its jurisdiction over th 
claims for loss and damage to shipments § “® ™4 
in transit: nese, C 

Claims for loss and damage to shipments estima 
in transit, and the measure of the damage cities < 
applicable therein, are cognizable only in 
the courts, and it is well settled that we 
may award reparation only for damages aris- Monta 
ing out of violations of the Interstate Com- shee 
merce Act. ¥ ¥ 

For instance, where delay has resulted be . 
from misrouting on the part of the car- § Urst ra 
rier, the Commission has awarded dam- § other 
ages. See Danzer & Co. vs. G. & S.1 diene 
R. R. Co., 69 I. C. C. 59. 7 
Damages—Delay—Special—Liability of § The U 

Carrier great 1 
lowa.—Question: Would you kindly entrar 
favor us with your opinion on the settle- 
ment of a claim under the following cit- M 
cumstances ? onta 
facilit 
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GULF PORTS 


WE SERVE THEM ALL- 


» From New Orleans to Brownsville 
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delivery service, too! Rates are low. For instance, 18 lbs. 
goes 700 miles for $3.91. 


eLow rates—special pick-up and delivery in principal U.S. 
towns and cities at no extra cost. e Moves on all flights of all 
Scheduled Airlines. ¢ Air-rail between 22,000 off-airline offices. 

e Direct air service to and from scores of foreign countries. 


Montana welcomes new industry. It has the space, materials, 
facilities and manpower to encourage firms seeking new loca- 
tions. Additional advantages are good living conditions, an 
excellent educational system and scenic beauty. 


























* Address Industrial Depart- 
ment, Union Pacific Rail- 
road, Omaha 2, Nebraska, 
for information regarding 
industrial sites. 
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Write today for Schedule of 
Domestic and International 
Rates. Address Air Express 
Flee Pg oer wd —_— 
AIR EXPRESS DIVISION, ~ gency, 230 Park Ave., New 
-RAILWAY EXPRESS AGENCY York 17. Or ask at any Air- 

... A SERVICE OF line or Railway Express office. 
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A shipper of butter at a point in Iowa 
sells butter to a consignee in Pittsburgh 
on the basis of so many cents over the 
average of five market days (Chicago 
market) for the week in which the but- 
ter is shipped. In the case at hand the 


car was snipped on December 9, 1946: 


and was due for delivery at Pittsburgh 
on December 13. The average market 
for the week was 83 cents. However, the 
butter was delayed en route and did not 
arrive at Pittsburgh until December 24, 
and because of the late arrival and a 
decline in the market, the consignee was 
billed for the butter on the average of 
5 market days for the week in which it 
arrived, which average market was 75.42 
cents, resulting in a loss to the shipper 
of a little more than $500.00. 

The carrier requests:«that the shipper 
amend the claim to.a basis of $120.00, 
stating that claims for decline in market 
value due to carriers’ negligent delay 
should be adjusted on a basis not to ex- 
ceed the difference between the reason- 
able market value of the commodity at 
final destination on date shipment should 
have arrived, and the reasonable market 
value on the date it did arrive. The 
market value on December 13 was 78 
cents, and on December 24 it was 76.5 
cents. 

As stated above, the butter is not sold 
on the basis of any particular day’s mar- 
ket, but on the basis of a specified mar- 
ket which is arrived at by taking an 
average of five market days for the 
week in which the butter is shipped. 
There is a valid contract between the 
shipper and the consignee to this effect. 

We understand that the Cummins 


Amendment provides that a claimant - 








may recover his full actual loss, which 
in the case at hand would be the differ- 
ence between the week’s average market 
for the week in which the butter was 
shipped and the average market for the 
week in which it arrived. We interpret 
the full actual loss as provided by the 
Cummins amendment to mean that the 
shipper is to be restored to the position 
he would have occupied had the carrier 
performed its contract. 

Answer: It is the general rule that 
for unreasonable delay in the transpor- 
tation of nearly all classes of goods the 
shipper is entitled to recover the dif- 
ference between the market value of the 
goods at the time and place at which de- 
livery should have been made, and their 
market value when delivery was ac- 
tually made. In the nature of things, 
such damage, it is said, is deemed to 
have been within the contemplation of 
the parties at the time the contract was 
made, as a probable consequence of an 
unreasonable delay. 

It is the general rule that damages 
recoverable for delay in transportation 
must be such as might reasonably have 
been contemplated by the parties at the 
time the contract of carriage was made, 
and that special damages for delay are 
recoverable only in case the shipper, at 
or before the time he tendered his goods 
for shipment, informed the carrier of the 
special circumstances which rendered a 
prompt transportation and delivery of 
the goods at their destination necessary, 
or if the carrier has constructive notice 
of the special losses which are likely to 
follow from the delay. The rule in its 
application is not limited to contracts of 
sale in contemplation by the shipper, but 
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is applied to the varying phases of mer. 
cantile life, on the theory that unless the 
carrier be made aware by the shipper, at ff 
the time of shipment, of the urgency, 
and the circumstances that require un. 


sual cc 
) om tly 
kioned fc 
acts ge! 


usual dispatch or care in transportation, ~om 
it cannot be presumed to know the facts, compenst 
the existence and knowledge of which fusing tc 
upon its part present the legal status on said to 
which its liability for more than ordi- }iaw, bec: 
nary damages can be predicated. In to requir 
every instance, it is said, the shipper has A car 
it within his power to protect himself the tran 
against all damages, both general and der a cc 
special, caused by delays or losses in any spe 
shipment, by giving notice to the carrier oss of 
when the contract is made; if he fails to § oft tt 
avail himself of this privilege he must Palivery 
suffer the consequences of his own neg- din 
lect. ae “2 
One reason for this rule is that the carrier 
party undertaking the delivery is held to the con 
assume, when he makes his contract, a §jeing s! 
liability only for those damages which fj ynder si 
would, in the usual and ordinary course § ,pove g 
of things, result from his failure to per. damage 
form, because it is only these that he is § market 
required to foresee, unless it is shown fithey ou 
that knowledge of an unusual situation §j weir ve 


of the other party, in which extraordi- 
nary injury may be caused by nonde- 
livery, has been brought to his attention, 
and that he has contracted with refer- 
ence thereto; to allow other damages 
would be to add to the terms of the 
contract another element of damages not 
contemplated by the parties. Another 
reason for requiring the notice is to give 
the carrier an opportunity to protect 
itself by special precaution against de- 
lay in transportation, or to enable it to 
decline the shipment if by reason of un- 















Freight handler 


for the nation... 


With 11,000 miles of line in twelve 
states, The Milwaukee Road is a vital 
link in America’s transportation sys- 
tem. This railroad’s fine physical plant includes newly im- 
proved classification and storage yards at strategically located 
junction points that speed the flow of traffic to and from 
connecting lines as well as local stations. 
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a ™mer- Biyal conditions it cannot transport published in a tariff duly on file with cover service which is not available, and 
ess the frromptly. Other reasons usually as- the Interstate Commerce Commission. that when operation of a line is to be 
pper, at oe for the rule as applied to con- After this siding had been in operation discontinued, tariffs should be filed on 
rgency, Bracts generally, such as that the person for some time the track connection was full statutory notice effective coincident 
ure un- to whom the notice is given may have removed, but owing to an oversight the with the abandonment of service can- 
eal an opportunity of demanding additional _ industry is still shown in the above men- celing the rates to, from, and via such 


compensation, if he so desires, or of re- 
fusing to make the contract, have been 
gaid to have no application in carrier 
law, because the carrier is not at liberty 
to require the one or to refuse the other. 


tioned tariff as being located on the 
XYZ Railroad with basis for reciprocal 
switching. Due to the fact that rates are 
published to this industry’s siding in a 
tariff duly on file with the Commission, 


abandoned line. 











. has | A carrier who unreasonably delays can the XYZ Railroad be compelled to Docket of 
mse the transportation of goods shipped un- accept a car for the industry and rein- 
ral and §ger a contract of sale is not liable for state this track connection as long as the 
sses in any special damages occasioned by the industry is shown in the tariff? the COMMISSION 
fails joss of the sale, as for instance, any Do you know of any similar cases that 
ails to [profit the shipper would have made by _ have been decided on this? Otte Mec te Gen dais Gad es es: 
€ must Bielivery of the goods at destination ac- Answer: We can locate no decision of asterisk (*) have been added since the last 
vn neg- Biording to the contract of sale, unless the Commission in which this question issue of THE ee ene New ie 
x at or before the day of the shipment the _ has been at issue. a Se ee ae 
’ t the Bcarrier was notified of the existence of. See, however, the decisions in Stone- asterisks when they do appear. Current can- 
ld to Bthe contract and that the goods were  Ordean-Wells Co. vs. P. B. & W.-R. Co., an ae Se en 
ract, a [being shipped in accordance therewith; 1g I. C. C. 160; Miles Lumber Co. vs. at eee 
; Which ff under such circumstances the rule stated C. B. & Q. R. R. Co., 891. C. C. 761, and : 
to aa above governs, that is, the measure of Cancellation of Rates on Lumber in 
See aeeers “ bp ee yer the Texas, 167, I. C. C. 561. iat: hihi 
market value of the goods at the time oe December 15—New York, N. Y. as 
Shown fithey ought to have been delivered and In the latter case the Commission held ton St.—Examiner Freidson: 
ituation : : that under the provisions of section 6 of MC 52633, Sub. 65—Mathews Trucking Co., 
their value at the time they were actually the act, carriers are prohibited from Rochester, N. Y., common carrier appli- 
raordi- ff jelivered, with such other and incidental tommenntiam amenities te Daamemee tome. cation. 
nonde- damages as proximately flow from the po 1 £ he y f th - December oe Vor N. Y.—64 1 Washing- 
tention, delay, with added interest and the un- merce unless the charges or their serv- ton St.—Examiner Hanson: om 
fen 1ay, hy ice have been published and filed. in ac- 29730—The Great Atlantic & Pacific Tea Co. 
ionaal paid cost of pa” agp: ae cordance with the requirements of the ee a a ee 
In our opinion the general rule of - = 
of the fi game ges for delay is applicable in the act, and further, that the charges must December 15—St. boule, Mo. Mark Twain 
; : : : be collected for the service performed 
‘nother pmstant case, since notice of special dam- that as the initial service from these  *%iduq “WatteNiavs “Corporation operating 
, ages was not, as we understand, given : ' 
to give fl the carrier. points was performed by the Santa Fe, pass Federal Bar e3 i RTE OTe 
protect and the respondent maintained no serv- cember 15—Shreveport, gto 
nst de Duty of Carrier to Perform Service ice for which the rates published for its MG SUDIe, Sub’ Ie-Bouthions Pacific Trane 
le it to Covered by Published Tariff account could legally be charged, such port Co., Houston, Tex., common carrier 








Michigan.—Question: An industry on 
the XYZ Railroad, has a private siding 
on which reciprocal switching rates are 








rates were, and have been inapplicable 
since the abandonment of the service; 
that tariffs could not be maintained to 


I) by y 





application. 
December 15—Spokane, Wash. — Davenport 
Hotel—Jt. Bd. 169: 
MC 109142—Millar and Brown Transfer Co., 


» “WHO'S IN THE MARKET FOR 
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ers of ~ Ya 7) 
Office * oe 
ment. 
= m% «Minutes aren’t sold in bunches like ba- 
¢4* nanas. An intangible commodity like “‘time”’ 
\"\ “isn’t offered over the counter. Yet alert ship- 
" pers know that minutes saved are dollars in the 
f bank. Time is money! 
And Mister, that money is as good as in your 
in pocket right now when you ship via the Soo Line! 
| Your shipments on the Soo reach their destinations 
“—_ { \ quickly and safely. Fast, efficient service has long 
a been our stock-in-trade. 
j Next time, to save time, specify Soo Line. You can 
y im- bod be doubly sure of getting fast, dependable freight 
cated } service. 
from fe O 
D IN iy Your Woking Lerten Days a Week 
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Cranbrook, British Columbia, Canada, 
common carrier application. 
December aoe Wash. — Davenport 
Hotel—Jt. Bd. 
MC 13416—-Chapin’ " Transportation Service, 
Lewiston, Ida., broker license application. 
MC 104272, Sub. ‘8—Interlake Transportation 
Company, Coeur d’ Alene, Ida., common 
carrier application. 
December 15—Washington, D, C.—Examiner 


Cummings: 
No. 28991—Passenger ares, District of 
Columbia, Nearby Virginia. 
pseawio 15—Washington, D. C.—Examiner 
on: 
. & S. M-2494—Cereal Food Preparations, 
* Classification Ratings 
December 16—Atlanta,  Ge.—Adiante-Bilttmore 
Hotel—Jt. Bd. 101: 

MC 23620, Sub. 21—Georgia Motor Express, 
Inec., Atlanta, Ga., common carrier ap- 
plication. 

December 16—St. Louis, Mo.—Mark Twain 
Hotel—Examiner Stiles: 

Fourth Section Appis, 22902—Alcohol from 
Indiana and Iowa to Texas City, 
‘ex. 

Fourth Section Appl. 22872—Lumber from 
Illinois Territory to the South. 

December 16— Spokane, Wash. — Davenport 
Hotel—Examiner Burns: 

MC 471, Sub. 2—D. B. Zirbel, Lewiston, 

Ida., common carrier application. 
December ce er -cee Wash. — Davenport 

Hotel—Jt. 81: 

MC 68404, on ‘3—The Marvin Truck Line, 


eee, Ida., common carrier applica- 
ion 
December 16—Washington, D. C.—Examiner 
Cheseldine: 
Fourth Section ms wi 15534—Roofing and 
Building Material in Florida Ports. 
ee 16—Washington, D. C.—Examiner 
Pettis: 
MC-F 3595—Thomas S. Lee, purchase, F. 
Feraco. 


December 17—Newark, N. J.—State Comm.— 
Jt.. Bd. 


MC 64326, Sub. af: 4 & Shibla Bus Co., 
Inc., Neptune City, N. J., common car- 
rier application. 


December 17—Washington, D. C.—Examiner 


Harrison: 
MC 31361, Sub. 1 (formerly MC 109138)— 
Clatterbuck Horse Vans, arrenton, Va., 
common carrier application. 
December 18—Atlanta, Ga.—State Comm.— 
Examiner Yardley 
MC —. Sub. 20 McLean Trucking Com- 


pany, Inc., Winston-Salem, C., com- 
mon carrier application. 


December 18—Washington, D. C.—Examiner 
Lawto: 


n: 
1. & S. M-2797—Passenger Fares, W. M. 
and A. Motor Lines. 


December 19—Helena, Mont.—State Comm.— 
Jt. Bd. 82: 


MC 108659—B. T. Sanderson, Philipsburg, 
Mont., common carrier application. 


Hd 





MMA dhisd he CHICAGO-MEMPHIS 
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MC 108917—J. S. Watt, Philipsburg, Mont., 
contract carrier applicat tion. 
ris od — Ga.—State Comm.—Jt. 


we lees. Sub. 47—Great Southern Trucking 
Jacksonville, Fla., common carrier 
tani eee 
January 5—Atlanta, Ga.—State Comm.—Jt. 
Bd. 157: 


MC 106776, Sub. 2—C. A. Smith, Carters- 

ville, Ga., contract carrier application. 

January 5—Camd en, N. J.—U. S.° Ct.—Ex- 
aminer Jackson: 

MC 104340, Sub. 59—Leaman Transportation 
Co., Inc., Downingtown, Pa., common car- 
rier a plication. 

MC 107189, Sub. 1—A & B Trucking Co., 
Trenton, N. J., contract carrier anplics. 


n. 
MC 109203—E. F. Madeira, Hamburg, Pa., 
contract carrier application. 
January 5—Charleston, W. Va.—Fed. Bldg.— 
Examiner Cunningham: 


* MC 93874, - 6—Wasmuth & Callahan, 
Glendale, W . Va., contract carrier appli- 
cation 


ganuary 5—Charleston, W. Va.—Fed. Bldg.— 
Examiner Cunningham: 
* MC 109166—W. H. ilhelm, Kingwood, W. 
Va., common carrier application. 
January 5—Chicago, I11.—U. S 
a Stiles: 
& S. 5469 and ist pemptonnent Soni, Tii- 
i to Alton and East St. Loui 
a tee Coal Rates to Aiton and 
Eas 
January 5—Chicago, IIl.—Main P. O. Bldg.— 
Examiner Proudley: 
MC 106143, Sub. 9—Premier ieee Trans- 
portation Co., Grand Rapids, Mich. 
January 5—Fort Worth, Tex.—Hotel Texas— 
goo ge gy a hs: 


Customs 


MC 106379, S % A Campbell Trucking 
Co., Dallas, von, common carrier appli- 
cation. 

Jahuary 5—Knoxville, Tenn.—U. S. Ct.—Ex- 


aminer Gray: 

1. & §S. 5473—Intra-terminal Switching at 
J wary Bot ill K Kentucky Hotel 
anuar ouisville y.—Kentucky Hote 

wt. Bd. 105. 


* MC 1606. es 11—Dixie Greyhound Lines, 
bree as. Tenn., common carrier ap- 
plicati 

January Ba. os Ky.—Kentucky Hotel 


—Jt. Bd 
* MC 109115—C. Day, Bowling Green, Ky., 
contract Saale application. 


coname 5—Montgomery, Ala.—State Comm. 

xaminer Brown: 

* 29845—Increases in Alabama Freight Rates 
and Charges. 

January 5—New York, N. Y.—641 Washington 
St.—Jt. Bd. 22: 


MC 4883, Sub. 6—The Guyott Construction 
Co., Inc., New Haven, Conn 

January 5 Richmond, Va.—Hotel Richmond 

MC 96559—J. F. Wilkins, Harryhogan, Va., 
common carrier application. 
















The Weekly TRAFFIC BULLETIN 


gives you prompt, complete and accurate information on 
both freight rate and classification chnges. 


Each week The TRAFFIC BULLETIN lists every new 
tariff and supplement filed by the railroads, truck lines, 
express companies, and the intercoastal steamship lines; 
it furnishes you with the Consolidated Classification 
docket, the dockets of the various territorial rate com- 
mittees, and many of their héaring bulletins and dispo- 
sition notices; it keeps you advised of short-notice 
changes, on both railroad and truck rates; on Fourth 
Section matters; investigation and suspension orders; and 
on embargoes. Write for sample copy. 
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sonmery eens, Va.—Hotel Richmo 


108: 
MC 16e6TT Sub. 4—Venable Motor Carrig 
ee Va., common carrier applid 
te) 
snus -— Francisco, Calif.—449 p, 
gZ.— Bd. 75: 


* MC Fo004s_—O E. Erickson, Richmon t. Be 
Calif., common carrier application. | 

January 5—San Francisco, Calif.—449 p, 
Bldg.—Examiner Linn: 

* MC 109243, Sub. 1 EX—O 


. all 6- 

Richmond, Calif., certificate of exem ae 

tion c 1 : 

January. 5—Washington, D. C.—Examing Weulmarr 
Konigsberg: : 

594, Sub. 2—The Union Sulphur ry 6- 

Inc., extension, freighting of lumber, g.— 


January | 6—Atl anta, Ga.—State Comm.—j 


d. 100: 

MC 2900, Sub. 46—Great Southern Try 
ing Co. ., Jacksonville, Fla., common ¢ 
rier application. 

January 6—Atlanta, Ga. — Atlanta- -Biltmo 
Hotel—Examiner Lyle: 

* Finance 15764—Application rss Southeaste 
Railroad ———- Inc., for a certifica 
of public convenience and necessity q 
thorizing the construction of a line g 
railroad extending from Atlanta to 
vannah, Ga. 

January 6—Camden, N. J.—U. S. Ct.—Exam 
iner Jackson: 
C 35334, Sub. 28—Cooper Jarrett, Inc, 
Kansas ‘City, Mo., common carrier appli 


cation. 
C 93228, Sub. 1—W. L. Garber, Ph 
delphia, Pa., 


common carrier application 

January 6—Charleston, W. Va. —Fed. Bldg. 
Examiner Cunningham: 

* MC 21958, Sub. pa Moving & Storag 
Co., Weirton, : 

January 6—Charleston, W. Va.—Fed. Bldg, 
Examiner Cunningham: 

* MC 31285, Sub. 11—Tower Trucking Co, 
Inc., Wheeling, W. Va., common carrie 
application. 

soos Se Rock, Ark.—State Comm. 


215: s 
MC 29910, Sub. 13—Arkansas Motor Freight applic 


Lines, Inc., Fort Smith, Ark., common MC 188 

carrier application. Grove. 
MC 29910, ! ub, 14—Arkansas Motor Freigh' peeary y 

Lines, Inc., Fort Smith, Ark., commom Jt. 


carrier application. MC. 829% 
MC 29910, Sub. 12—Arkansas Motor Freigh@® Ww. V: 

Lines, Inc., Fort Smith, Ark., commomfjanuary 7 

carrier application. Jt. Be 


January ¢-Losiovilie, Ky.—Kentucky Hote x Bos 


* MC 109164—G. E. Neel, Louisville, Ky, 
contract carrier applicat tion. 
> Mc 109202—Mann ‘Transfer, New Albany, 
Ind., common carrier application. 
January 6—New York, N. Y. —641 Washington 
St.—Examiner Saltzman 
MC 31214, Sub. ~—. Teter Haulage Co. 


inc., Brooklyn, . A 
ue 108621 —J. er ‘Trutking Co., Hoboken, 
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nuary 6—Richmond, Va.—Hotel Richmond 
at Bd. 108: 


wc 1504, Sub. 92—Atlantic Greyhound 
Corp., Charleston, W. Va., common car- 
rier application. 

my oo os hmond, Va.—Hotel Richmond 


530068. Sub. 2—Barricks Motor Lines, 
Petersburg, Va., contract carrier applica- 


tion 

war. ’ 6—Richmond, Va.—Hotel Richmond 
xaminer Kobernusz: 

MC. 106617, Sub. 3—Venable Motor Carrier, 

Kilmarnock, Va., common carrier applica- 


om 
6—San ; Panevan, Calif.—449 P. O. 


‘Bic g.—Jt. 

"sub. 5—California Parlor Car 

San Francisco, Calif., common 

carrier eapincntion. 
wary 6—San Francisco, Calif.—449 P. O. 
Bldg.—Examiner Linn: 
MC 56684, Sub. 1 EX—Stockton Motor Ex- 
press, San Francisco, Calif., certificate 
of exemption. 
mary eo D. C.— Examiner 


Le S. 5529—Coal to Trunk Line & C. F. A. 


nts. 
Fourth Section Appl. 22895—Bituminous 
Coal in Official Territory. 


—. 6—Washington, D. C.—Examiner 
w6e7— Alabama, Tennessee and Northern 
Co. vs. Aberdeen and Rockfish R. 
R&S et al. 
sis) Atchison, Topeka and Santa Fe % 
S$ > vs. Aberdeen and Rockfish R. 
eta 


ay 7—Atlanta, Ga.—State Comm.—Ex- 

ner Yardley: 

MC 95540, Sub. a Motor Lines, 
Inc., Thomasville, a. 

nuary 7—Camden, N. J.—U. S. Ct.—Exam- 
iner Jackson: 

MC 19, Sub. 8—Bingaman Motor Express 
Co., ‘Inc. ., Reading, Pa., common carrier 
application. 

ic 18869, Sub. 6—Krinvic Bros., Willow 
Grove, Pa., common carrier application. 

7—Charleston, W. Va.—Fed. Bldg.— 
MC. 8296, Sub. 2—Monroe Hickman, Salem, 
W. Va., common carrier peuteesen. 

auary 7—Charleston, W. Va.—Fed. Bildg.— 


MC 109169—R. M. Thomas, Zanesville, O., 
common carrier apDlication. 


con  apeaaeel W. Va.—Fed. Bildg.— 
Jt. 245: 


* MC 3688, Sub. 2—S. S. Harter Transfer Co., 
Cone, Va., contract carrier applica- 


‘sidamm ry 7—Des Moines, la.—U. S. Ct.—Ex- 
ner Proudley 
MC 729, Sub. o Diamond Transportation 
System, Warren, Ill., contract carrier’ ap- 
plicat ion. 
MC 729, Sub. 9—Diamond Transportation 
System, Warren, Ill., contract carrier ap- 
p ication. 
January 7—Fort Worth, Tex.—Hotel Texas— 
Jt. Bd. 77: 


MC 2228, Sub. 24—Merchant’s Fast Motor 
Lines, Inc., San Angelo, Tex., common 
carrier a plication. 

January 7—Fort Worth, ‘Tex.—Hotel Texas— 
Examiner Borroughs 

MC 109200— oung, Arlington, Tex., 

common carrier application. 


January 7—Little Rock, Ark.—State Comm.— 
Jt. Bd, 35: 


MC 58336, Sub. 3—Bollinger Motor Lines, 
— Okla., common carrier applica- 
on 


January 7—Little Rock, Ark.—State Comm.— 
Jt. Bd. 215: 


MC 96025, Sub. 12—Hoskins’ Truck Service, 
— Ark., common carrier applica- 
on. 


January 7—Little Rock, Ark.—State Comm.— 
Jt, Bd. 15: 


MC * 400534, Sub. 2—L. Burden, Waldron, 
Ark., common carrier application. 


Januar ge — aa Ky.—Kentucky Hotel 
~%t. Bd. 155: 


* MC 107363" Sub. 2—C. I. M. & L. Transit 
Corp., Madison, Ind., common carrier ap- 
plication. 

sear, ‘i “aetna N. J.—State Comm.—Jt. 


McC 65639, Sub. 3—E. Vanderhoof & Sons, 
West Orange, N. J. 


January 7—New Haven, Conn.—vU. S. Ct.— 
Jt. Bd. 227: 


MC 108194, Sub. ae B. Meyer, Inc., 
Bridgeport, 
January ye Richmond, Va.—Hotel Richmond 
Examiner Kobernusz: 
MG. Biot, Sub. 7—J. T. Bryant, Petersburg, 
Va., common carrier application. 
— ty agen va.—Hotel Richmond 


MC 49620, Sub. 5—Bristol-Norton Bus Line, 
Norton, Va., common carrier application. 
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meer? Ba aemnene Va.—Hotel Richmond 
MC 107544, Sub. 4—Lemmon Transport Co., 
Inc., Marion, Va., common carrier appli- 
cation, 
January a Waaningtee, D. C.—Jt.. Bd, 112: 
MC 10875, Sub. 2—Branch Motor Express 
Co., New York, N. Y., common carrier 
application. 
January 7—Washington, D. C.—Argument: 
Finance 13170—Florida East Coast Ri Railway 
Co. Reorganization. 


some 7 — Washington, D. C.— Examiner 


1. & S.. 6267—Clothing in bales in official 
territory. 
29004—Traffic Bureau, Lynchburg Chamber 
of Commerce for Quinn-Marshall Co., 
Inc., vs. Southern Ry. et al. 
Fourth Section Appi. 20539—Clothing be- 
poo points in official and southern ter- 


ne 8—Atlanta, Ga.—State Comm.—Ex- 
aminer Yardley: 

MC 73464, Sub. 53—Jack Cole Co., 
Birmingham, Ala., 
plication. 

January 8—Birmingham, Tae Jeffer- 
son Hotel—Examiner Gra 

29757—C. A. Tillman and A. E. Levenson 
dba Tillman & Levenson vs. Louisville and 
Nashville Railroad Company et al. 
as a ey Manufacturing Co. vs. C. R. 

January 8—Camden, N. J.—U. S. Ct.—Exam- 
iner Jackson: 

* MC 90373, Sub. 6—C. & R. Trucking Co., 
Fords, N. J., contract carrier application. 

January 8—Camden, N. J.—U. S. Ct.—Ex- 
aminer Jackson: 

MC 101686, Sub. 9—Berwick Transporters, 
Inc., Linden, N. J., contract carrier ap- 
uk ae 

Bag’ Sub. 43—Leaman Transportation 
whingtown, Pa., common car- 

Le application. 
—W. Hunter Atkinson, Phila- 
ay Pa., contract carrier application. 

MC 102616, Sub. 376—Coastal Tank Lines, 
gps York, Pa., common carrier applica- 


on 
ub. 30—E. Brooke Matlack, 


MC 107403 
Inc., Philadelohia. Pa., common carrier 


application. 
January 8—Charleston, W. Va.—Fed. Bldg.— 
Jt. Bd, 118: 


* MC 59155, Sub. 15—Reynolds Transporta- 


Inc., 
common carrier ap- 


WANT TO SELL TO THE MOON ? 


~~ 
“i 


Whether life or markets exist there, is debatable. But even New York might 
as well be the Moon if you can’t get your products to market AHEAD OF 
COMPETITION. L & L’s scientific techniques distribute your merchandise 


swiftly, surely, strategically to any far flyng market where consumer de- 


mands vibrate. 


Send for the new brochure on L & L MODERN WAREHOUSING — Nerve 
Center of Distribution.* (4 warehouses in Key Sales Areas). 


Lehigh ot Elizebeth, N, J. 


HEADQUARTERS: 98 FRELINGHUYSEN AVENUE - 


‘Reg U S Pot OF 


Lockowanno at Jersey City, N. J. Lehigh at Brooklyn, NY. 


Ne 


NEWARK 5, NEW JERSEY 
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tion Co., Clarksburg, W. Va., common 
carrier a: plication. 
January 8—Des Moines, la.—U. S. Ct.—Ex- 
er Proudley: 
MC 96557—Doty ‘Trailer Transport, Des 
Moines, Ia., common carrier application. 
MC 109194—Shrimp Bros., Chariton, Ia., 
contract carrier application 
wey oid ET Thy Worth, Tex.— Hotel Texas— 


MC 104210, Sub. 19—Transport Co., Corpus 
Christi, Tex., common carrier application. 
January e—Little Rock, Ark.—State Comm.— 


t. Bd. 

MC 108993, Sub. 1—Northeast Arkansas 
Sa eee Sul Co., gees Ark., con- 
tract carrier applicati on. 

January 8—Louisville, Ky.—Kentucky Hotel 


—Jt. Bd. 155: 
* MC 59671, Sub. 1—Jasper Transport, Inc., 
Jasper, Ind., common carrier application. 
*-MC 107676, Sub. 3—Charlestown Line 
and E uipment Company, Inc., Jefferson- 
ville, Ind., common carrier ap wee. 
January 8—New Haven, Conn.— Ss. Ct.— 
Examiner Garofalo: 
MC. 107440, Sub. 3—B. & L. Trucking Co., 
Plainfield, Conn. 
sonmary 8—New York, N. Y.—641 Washing- 
ton St.—Examiner Johnston: 
& S. ee cae Apparel, between 
New York, Y., and Connecticut. 
nasties’ | 8 Raleigh, N. C.—Sir Walter Hotel 


MC 106885, Sub. 2—Colonial Bus Lines, 
Rocky Mount, N. C., common carrier ap- 
plication. 


Raye. | ar ane c.—Sir Walter Hotel 
xaminer a a 


MC a’ ee s Motor Line, Greens- 
boro, N. C., common carrier application. 
Januar "8 Raleigh, N. C.—Sir Walter Hotel 


* MG. 3257, Sub. 10—Carolina Coach Co. of 


pin: inia, Raleigh, N. C., common carrier 
plication. 


73300, Sub. 36—Carolina Coach Com- 
ge Bhan Raleigh , N. C., common carrier ap- 
plication. 

re? beer ag Fy ree Calif.—440 P. O. 
* me S16 Dellar ‘Lines, San Francisco, 
» common carrier application. 


8—Washington, D. C.—Examiner 
Bo yd 


. 5535—Insurance and Storage, ex-lake 
‘ole 
es "8—Washington, D. C.— Examiner 


- 8578\—Consolidated Shoe Co., Inc., vs. Nor 
folk and Western Ry. et al. 
Januar <a Hinton nee D. C.—Jt. 

MC 105486, Sub. 5—Morris Fox, Watkteone. 
Cc. common carrier application. 
January &—Washington, D. C.—Examiner 
Harrison 
MC 108742, Sub. 1—W. if M. Transporta- 


tion Co., Washington, D. C., contract car- 
rier application. 


FRISCO FASTER 
9) FREIGHT FACT... 


The “23 Report”... made up 
daily for every Frisco train as it 
leaves a terminal...tells product 
carried, destination, consignee, 
other vital data. 

Relayed by teletype to Frisco 
representatives in consignees’ 
cities — the “23 Report” is a 


January 9—Atlanta, Ga.—State Comm.—Jt. 
MC 6009, om: 21—Modern Coach Corp., 
Alban te Re 

January oi Atianta, Ga.—State Comm.—Jt. 


MC 32783, Sub. 61—Southeastern Greyhound 


Lines, Lexington, Ky., common carrier 
application. 

January 9—Camden, N. J.—U. S. Ct.—Ex- 
aminer Jackson: 

MC » Sub. 3—LoBiondo Bros., Motor 
Express, Inc., Bridgeton, N. J., common 
carrier er_application. 

Januar ncinnati, O.—Gibson Hotel—Ex- 
ner Cunningham m: 
* we oto 16—Huey Motor Express, Cin- 
nna 
* MC 11620, Sub, 5—The Arrow Transfer Co., 
—— Ky. +» contract carrier applica- 
on 
eae | 9—Des Moines, la.—U. S. Ct.—Ex- 
pore Proudley: 

MC 94714,. Sub. 4—Jones Transfer, Spencer, 
Ia., common carrier application. 

MC 109196—R. G. Miner, Indianola, Ia., 
contract carrier application. 

sony aaa Worth, Tex.—Hotel Texas— 


MC 16007, Sub. 5—M & G Contract Service, 
Joplin, Mo., contract carrier application. 
sr tae Worth, Tex.—Hotel Texas— 


MC 102798, Sub. 2—Nance Bus Lines, Paris, 
Tex., common carrier application, 


Januar a A Ky.—Kentucky Hotel 
ua B ol » Ky y 


* MC 108687, Sub. 4—Gray & Son Truck 
Lines, La Center, Ky., common carrier 
application. 

January 9—New York, N. Y.—641 Washing- 
ton St.—Examiner Johnston 

* 1. & S, M-2793—Exclusive use of Vehicles, 
Belbey Transfer Company. 

January klahoma City, Okla.—Oklahoma- 
Biltmore Hotel—Examiner Peterson: 

* MC 40030, Sub. 1—El Reno Transfer and 
Storage Company, El Reno, Okla. 

sane a R. I.—Main P. O. 

£.— Bd. 134: 


MC 798, om 5—J. N. Gendreau, Fall River, 
Mass., common carrier applicat tion. 
ae / 9—Providence, R. I.—Main P. O. 

g.—Examiner Garofalo: 
MC 59508, Sub. 12—R. H. Worrall, Provi- 
dence, R. I., common carrier application. 
—. ‘9+ Providence, R. I.—Main P. O. 


MC 108967— Worcester Yellow Cab Co., Inc., 
Worcester, 


— o—Rale reigh "N. C.—Sir Walter Hotel 


yk 
MC “3razly "Sub. 6— R. Candler Transfer 
plica 


. Asheville, N. YE, common carrier ap- 
January 7 _ - Washington, D. C. — Examiner 
Hanback: 


MC 109199—Glen Burnie Coach Lines, Inc., 


Glen Burnie, Md., common carrier appli- 
cation. 


It’s a 


means of “finger tip follow- 
through” on every carload ship- 
ment from starting point to des- 
tination. Route it Frisco . . . and 
you always know. 


TRAFFIC WOR] 


January 10—Little Rock, Ark.—State Com 
—Examiner Dishman: 

* MC-C 911—Arkansas Motor Freight Li, 
aw Mg et oe » vs. Potashnick, Local Tr 

ste 

Sanuary 12~—Atianta, Ga.—State Comm, 
aminer — ey 

* MC 14133, “6—Consolidated Van 
Storage Pee: panies, Inc.,. Atlanta, q 
common carrier application. 


rym’ He | a ri Mass.—New P. O. Bii 


. 187: 

MC 31600" Sub. 118—P. B. Mutrie Mot 
Transportation, Inc., Boston, Mass., 
mon carrier application. 

Januar a & : Rare Mass.—New P. O. Bid 


189: 
MC A788, “Sub. 3—Film Service Co., Ag 
land, N. H., common carrier applicatio 


ay neater, Mass.—New P. O. Bi 


MC 60432, Sub. 7—Tex Tank Service, Broo 
line, Mass. ., common carrier application, 
ages 12—Boston, Mass. —New P. O. Bid 
—Examiner Johnston 
ei. & S. M-2784—-Petroleum Products, D 
cut, Mass., to Manchester, N. H. 
*1.&S. M-2790—Books, between Norwoog 
Mass., and New York Cit 
January 12—Camden, N. Su. S. Ct.—y 
aminer Jackson: 
— 32453, Sub. 2—C. Molinelli, Vineland 
ee common carrier eppiention. 
mo "70494, Sub. 2—Royal ue Line Co, 9 
Philadelphia, Philadelphia, Pa., commo 
carrier applicati on. 


January 12—Cincinnati, O.—Gibson Hotel—Jtj 
Bd. 150: 


* MC 13123, Sub. 7—Wilson Freight Forward 
ing Co., Cincinnati, 

danagey 12—Dallias, Tex. — Baker Hotel 
Commissioner Lee, Examiner Corcoran 
and cooperatin f State Commissioners: 
MC-C 550—Investigation of bus ee 

January 12—Des Moines, la.—U. S. Ct.—Ex 
aminer Proudley: 

MC 23021, Sub. 2—Schalow Truck Line, 0x 
ford, Ta. -» common carrier application. 
MC 109077—K. W. Casady, Grimes, Ia., con 

tract carrier application. 


January 12—Fort Worth, Tex.—Hotel Texs 
ot. 28. ‘TT; 


MC 85477, Sub. 1—Sandifer Madison Jonas, 
+= ga Tex., common carrier applica 
tion 


_Januar 12—Grenada, Miss.—Municipal Bldg 

~~ Examiner Lyle: 

* Finance 15873—Application of Ill. Cent 
RR. Co. for a certificate of public c 
venience and necessity permitting ab 
donment of the line of railroad extendilj 
from Grenada to Grenada Junction, n@ 
Greenwood, in Grenada, Carroll and & 
Flore Counties, Miss. 4 


oe a paren Ky.—Kentucky 


I 
* MC aati Be 75 -Doyle Transfer Line, Gi 
rollton, Ky., common carrier applica , 
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